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REPORT,  &c. 


TO  THE  SECRETARY,  BOARD  OF  TRADE. 


Sib, 

I  HAVE  the  honour  to  present  to  the  Board  of  Trade  a  General  Report  on  the 
aocidents  that  have  occurred  in  the  working  of  the  railways  of  the  United  Kingdom 
during  the  year  1901,  founded  on  returns  made  by  the  Railway  Companies  under  thp 
Regulation  of  Railways  Act  (34  &  35  Vict.  c.  78.  s.  6),  and  on  reports  upon  certain 
accidents  made  after  inquiry  by  Officers  of  this  Department. 


—  Total  number  of  Persons  killed  and  injured  from  all  Causes  in  the  working  of  Railways. 

The  following  table  shows  the  number  of  persons  reported  to  the  Board  of  .Trade 
as  having  been  killed  and  injured  in  the  working  of  railways  during  the  year,  by  accidents 
in  which  the  running  of  trains  or  the  movement  of  railway  vehicles  was  concerned. 

It  must  be  remembered  that  under  the  head  of  injuries,  in  the  case  of  passengers 
all  injuries,  however  slight,  are  included  ;  while  in  the  case  of  servants  of  the  Companies 
only  those  accidents  which  prevent  the  injured  servant  from  being  employed  for  five  hours 
on  nis  ordinary  work  on  any  one  of  the  three  working  days  next  after  the  accident  are 
required  to  be  reported. 


< 

KiUed. 

Injured. 

Referenoe  to  Tables  in 
Accident  Returns  for  1901 

« 

(Cd.       ),  in  which  fuller 
jmrtioalars  are  giyen. 

PASSBNGBRS  : 

From  accidents  to  trains,  rolling  stock,  permanent  way,  &c. 
By  accidents  from  other  causes,  including  accidents  from 
their  own  want  of  caution  or  misconduct. 

8BBVANTS  OF  COMPANIES  OR  CONTBAOTORS^  : 

From  accidents  to  trains,  rolling  stock,  permanent  way,  &c. 
By  accidents  from  other  causes,  including  accidents  from 
their  own  want  of  caution  or  misconduct. 

Othbr  Persons  : 

From  accidents  to  trains,  rolling  stock,  permanent  way,  &c. 

While  passing  over  railways  at  level  crossings 

Xx  eBpasoeirs      •••         •••         •••         •••         •••         •••         ••• 

Suicides  and  persons  attempting  suicide              

Persons  on  business  at  stations  and  sidings 
Miscellaneous  (not  included  in  any  of  the  above) 

135 

8 
503 

3 
55 

282 

144 

17 

24 

476 
1,669 

156 
4,087 

5 
26 

154 
17 

122 
28 

See  Table  2 
«        »»    3 

See  Table  2 
>»        11    ^ 

See  Table  2 

»          w     3 

11           yj      ^ 
>»           yy      ^ 
11           ^y      3 

«                                                          X  OwSi                •••            •••            •••            .•■ 

1,171 

6,740 

*  Of  oontractors'  servants  20  were  killed  and  29  injured. 

In  addition  to  the  above,  the  Companies  have  reported  106  persons  killed  and  11,635 
injured  from  accidents  that  occurred  on  their  premises  but  were  not  connected  with  the 
movement  of  railway  vehicles.     Thus,  taking  the  total  number  of  personal   accidents 
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reported  to  the  Board  of  Trade  by  the  Railway  Companies  during  the  twelve  months, 
there  were  1,277  persons  killed  and  18,375  injured. 


Proportions  {as  compared  with  the  number  of  Passenger  journeys')  of  Passengers 
killed  and  injured  by  accidents  in  which  the  running  of  trains  or  the  movement 
of  railway  vehicles  was  concerned. 

The  total  number  of  passenger-journeys,  exclusive  of  journeys  by  season-ticket 
liolders,  was  1,172,395,900  for  the  year  1901,  or  30,119,214  more  than  in  the  previous 
vcar.  Calculated  on  these  figures,  the  proportions  of  passengers  killed  and  injured 
during  the  year  190 1  were  1  in  8,684,414  killed,  and  1  in  546,571  injured.  In  1900, 
the  proportions  were  1  in  8,461,309  killed,  and  1  in  470,848  injured. 

Proportion  of  Passengers  killed  and  injured  from  Causes  beyond  their  own  control. 

The  following  statement  shows  the  proportion  of  passengers  reported  as  killed  and 
injured  from  causes  beyond  their  own  control,  in  passenger-journeys,  for  the  years  1874 
to  1901,  inclusive  : — 


Nnmber  of  Paaaengen  Killed 
and  Injared  from  oaosee  beyond 
tlieir  own  control,  from  Accidents 

Number  of 
Passenger  Journeys 

Proportion  of  Killed  and  Injared 

(from  caused  beyond  their  own  control) 

to  number  carried. 

Tear. 

to  Trains. 

(exclusive  of  Journeys 

^F**      •••■»•••  *r  ^^  ^                                   ^~- 

by  Season-ticket 
Holder8)4 

Killed. 

Injured. 

KUled. 

Injured. 

1874 

86 

1,613 

477,840,411 

1  in     5,556,284 

lin    296,243 

1875 

17 

1,212 

506,975,234 

lin    29,882,073 

lin    418;396 

1876 

88 

1,279 

538,287,295 

lin    14,165,4.55 

lin    420,865 

1877 

11 

664 

551,593,654 

lin    50,144,876 

1  in    830,713 

1878 

24 

1,173 

565,024,455 

lin    23,542,685 

lin    481,692 

1879 

75» 

602 

562.732,890 

1  in     7,503,105 

lin    934,772 

1880 

29 

904 

603,885,025 

lin    20,823,586 

1  in    668,013 

1881 

23 

987 

622,160,000 

lin    27,050,435 

lin    630,354 

1882 

18 

803 

654,838,295 

lin   36,379,905 

lin    815,489 

1883 

11 

662 

683,718,137 

lin    62.156,194 

1  in  1,032,806 

1884 

31 

864 

694.991,860 

lin    22,419,092 

1  in    804,388 

1885 

6 

436 

697.213,031 

1  in  116,202,171 

1  in  1,599,112 

1886 

8 

615 

725,584,390 

lin    90,698,049 

1  in  1,179,812 

1887 

25 

538 

733.670.000 

lin    29,346,800 

1  in  1,363,699 

1888 

11 

594 

742.499,164 

lin    67,-530,000 

1  in  1,250,555 

1889 

88t 

1,01 6t 

775,183,073, 

1  in      8,808,875 

1  in     762,975 

1890 

18 

496 

817,744,046 

lin    45,430,224 

1  in  1,648,677 

1891 

5 

875 

845,463,668 

1  in  169.092,733 

1  in     966,244 

1802 

21 

601 

864,435,388 

lin    41,16.3,589 

1  in  1,438,328 

1893 

17 

484 

873,177,052 

lin    51,363,356 

1  in  1,804,084 

1894 

16 

347 

911,412.926 

I  in    56,963,307 

1  in  2,626,550 

1895 

5 

399 

929,770,909 

1  in  185,954,182 

1  in  2,330,253 

1896 

5 

388 

980,339,433 

1  in  196,067.887 

1  in  2,526,648 

1897 

18 

324 

1,030,420,201 

lin    57,245,567 

1  in  3,180,309 

1898 

25 

632 

1,062.911,116 

lin    42,516,445 

1  in  1,681,821 

1899 

14 

693 

1,106,691,091 

lin    79,049,428 

1  in  1,596,958 

1900 

16 

863 

1,142,276.6X6 

1  in    71,392,293 

1  in  1,323,611 

1901 

— 

476 

1,172,395,900 



1  in  2,463,017 

*  Includinpr  73  persons  lost  in  the  Tay  Bridge  di<»8ter. 

t  Including  80  killed  and  262  injured  in  collision  near  Armagh. 

X  Number  of  season  tickets  issued  in  1901=1,879,136. 

Inquiries  into  Accidents, 

Comparative  Statement  of  the  Number  of  Tjiain  Accidents    inquired    into   during 

the  years  1882  to  1901  inclusive. 


1882 

1883 

1884 

1885 

1886 

1887 

18H« 

1889 

1890 

IS.Ml 

1892 

1893 

1891 

1895 

inoc. 

1897 

1898 

1899 

190( 

1901 

118 

1 

94    105 

1 

60 

62 

58 

61 

69 

53 

68 

48 

46 

35 

69 

54 

48 

58 

66 

64 

44 

5 

Of  the  44  cases  inquired  into  in  1901  only  one  was  attended  with  fatal  results  to 
passengers,  viz.,  the  fire  that  occurred  on  the  23rd  December  at  Dingle  Station  on 
the  Liverpool  Overhead  Electric  Railway.  The  two  passengers  who  lost  their  lives, 
however,  were  not  at  the  time  in  tne  train  concerned,  and  had  they  followed  the  example 
of  the  other  passengers  and  left  the  station  when  the  fire  broke  out,  instead  of  waiting  to 
watch  the  efforts  to  extinguish  the  conflagration,  they  would  have  probably  escaped 
without  any  injury.  Four  servants  of  the  Company  lost  their  lives  in  connection  with 
this  fire. 

Five  train  accidents,  which  were  inquired  into,  were  attended  with  fatal  results  to 
Companies'  servants,  viz.: — 

A  collision  between  a  goods  train  and  the  buffer  stops  at  Tralee  Station  on  the 
Great  Southern  and  Western  Railway,  by  which  3  servants  of  the  Railway  Company 
were  killed  and  2  were  injured.     {See  page  9.) 

An  explosion  in  the  firebox  of  an  engine  near  Knottingley  on  the  Lancashire  and 
Yorkshire  Railway,  by  which  2  servants  of  the  Railway  Company  were  killed.  {See 
page  8.) 

A  collision  between  a  passenger  train  and  a  goods  train  at  Maiden  on  the 
London  and  South  Western  Railway,  by  which  1  servant  of  the  Railway  Company  was 
killed  and  43  passengers  and  2  servants  were  injured.     {See  page  10.) 

A  collision  between  a  coal  train  and  a  goods  train  at  Cross  Gates  on  the  North 
Eastern  Railway,  by  which  1  servant  of  the  Railway  Company  was  killed.  {See 
page  16.) 

A  collision  between  two  passenger  trains  at  Neville  Hill  on  the  North  Eastern 
Railway,  by  which  1  servant  of  the  Railway  Company  was  killed  and  6  passengers  and 
2  servants  were  injured.     {See  page  10.) 

In  addition  to  the  above,  a  collision  occurred  at  a  level  crossing  over  the  London 
and  South  Western  Railway  near  Chiswick  between  a  goods  engine  and  an  omnibus  by 
which  2  persons  on  the  omnibus  were  killed  and  one  was  injured.     {See  page  19.) 

« 

The  inquiries  into  train  accidents,  classified  under  certain  heads,  for  the  past  year  and 
for  each  of  the  preceding  twelve  years,  are  given  in  the  following  table  for  the  purpose 
of  comparison : — 


Class  of  Accident. 

1889. 

1890. 

1891. 

1892. 

1893. 

1894. 

1893. 

1896. 

1897. 

1898. 

1899. 

1900. 

1901- 

A.  Prom  engines  or  vehicles 

meeting  with  obstructions, 

or  leaving  the  rails  in  con- 

sequence of  obstructione,  or 

• 

from  defects  in  connection 

with  the  permanent  way  or 

AVOrivo                   •••              •••              ••• 

11 

5 

c 

6 

10 

6 

12 

6 

5 

6 

5 

5 

4 

B.  From     boiler     explosions, 

failures  of  axles,  wheels,  or 

tyres,  or  from  c  ther  defects 

in  the  rolling  stock 

6 

i 

4 

4 

3 

1 

6 

1 

2 

3 

1 

2 

1 

C.  From  trains  entering  sta- 

tions at  too  great  speed     ... 

12 

2 

15 

10 

8 

4 

7 

I) 

4 

6 

6 

5 

6 

D.  Fi'om    collisions    between 

engines  and  trains  following 

one  another  on  the  same  line 

of  rails,  excepting  at  junc- 

tions, stations,  or  sidings  ... 

I 

1 

1 

2 

3 

1 
1 

i 

2 

1 

5 

2 

3 

5 

10 

4 

ClasA  of  Accident. 

1889.   1890. 

1891. 

1892. 

1893. 

1894. 

1896. 

1896. 

1897. 

1898. 

1899. 

1900. 

1901. 

B.  From  collisions  at  junctions 

F.  Fromcollisionswithin  fixed 
signals  at  stations  or  sidings 

Q,  From  collisions  bet  ween  en- 
gines or  trains  meeting  in 
opposite  directions 

Ht  From  collisions  at  level- 
crossings  of  two  railways ... 

L  From  engines  or  trains  being 
wrongly  run  or  turned  into 
sidings  or  otherwise,  through 
facing-points 

J.  On  inclines 

K.  Trains  on  fire        

L,  Miscellaneous        

4 
25 

2 

4 
4 

69 

7 
24 

2 

5 
2 

53 

4 
25 

3 

4 

4 

5 

15 

5 
1 

3 

17 

1 
1 

2 

4 
15 

10 
29 

1 

1 
1 

9 
22 

1 

2 
4 

8 
20 

3 

"i 

6 
30 

1 

3 
1 

2 

7 
30 

1 

1 
4 

6 

8 
23 

2 
3 

6 

1 

8 
16 

1 
4 

JL l/ioX  ...               ...               ... 

68 

48 

46 

35 

69 

54 

48 

38 

66  i  64 

i 

44 

The  number  of  passengers  and  servants  of  Companies  killed  and  injured,  in  the 
train  accidents  inquired  into  during  the  year  1901,  classified  in  the  same  way,  are  given 


in  the  following  table  : — 


Class  of  Accident. 

Number  of 
Accidents. 

PaaBengen  and 
others. 

Servants  of  the 
Company. 

KiUed. 

Injured. 

KUIed. 

Injured. 

A.  From  engines  or  vehicles  meeting  with 
obstructions,  or  leaving  the  rails,  in  con- 
sequence of  obstructions,  or  from  defects 
in  connection  with  the  permanent  w^ay  or 

TV(ylA.D                         ...                   ...                   *.«                   ..*                   ... 

B.  From  boiler  explosions,  failures  of  axles, 
■wheels,  or  tyres,  or  from  other  defects  in 
the  rolling  stock 

C.  From  trains  entering  stations  at  too  great 

DlJ\/v3vl                      ...               ...               ...               ...                ... 

D.  From   collisions  between  engines   and 
trains  following  one  another  on  the  same 
line  of  rails,  excepting  at  junctions,  sta- 
tions, or  sidings 

B.  From  collisions  at  junctions       

F.  From  collisions  within  fixed  signals  at 

stations  or  sidings  ...         

Q.  From    collisions    between    engines    or 

trains  meeting  in  opposite  directions     ... 
H.  From  collisions  at  level-crossings  of  two 

railways 
I.  From  engines  or  trains  being  wrongly 

run  or  turned  into  sidings  or  otherwise, 

through  facing-points        

J.  On  inclines ... 

K.  Trains  on  fire         

L.  Miscellaneous 

4 

1 
6 

4 
8 

16 

1 

4 

• 

2 
2 

17 

33 

71 
55 

55 
18 

2 
3 

2 
1 

4 

1 

6 

5 
8 

15 
4 

X O vSll  •••             •••             •••             •••             ••• 

44 

4 

249 

12 

39 

Tbain  Accidents. 


A. — Accidents  from  Ertcjines  and  Vehicles  meeting  with  Obstructions  or  leaving  the  Rails 
in  consequence  of  Obstructions  or  from  Defects  in  connection  with  the  Permanent 
Way  or  Works. 

Four  accidents  in  this  class,  resulting  in  injury  to  17  passengers  and   1  servant, 
were  investigated. 


9. 


Two  of  these  were  caused  by  defects  in  the  construction  or  maintenance  of  the  road, 
and  two  by  mistakes  on  the  part  of  the  Companies'  servants,  one  of  which,  however,  was 
contributed  to  by  the  fiiilure  of  the  mechanism  provided  for  the  purpose  of  preventing 
such  a  mistake. 


Fbstznioo: 

October  4th. — ^Ab  a  paaisengier  train  from  Dufhrs 
(Festiniog)  to  Portmadoc  was  running  between  Dduallt 
and  Tan-y-bwlch  Stations,  the  whole  train  was  derailed 
and  ran  along  the  ballast  for  about  60  yards  before  it 
was  brought  to  a  stand.  No  persons  were  injured  by  the 
accident. 

The  Inspecting  Officer  stated  that  although  there  was 
no  direct  evidence  as  to  the  cause  of  this  accident,  yet 
firom  inspection  of  the  line  between  the  scene  of  the 
accident  and  Tan-y-bwlch  Station,  a  mile  and  a  quarter 
in  length,  and  of  the  sleepers  that  were  removed  from 
the  curve  after  the  accident,  he  had  little  doubt  that  the 
derailment  was  due  to  the  faulty  condition  of  the  per- 
manent way  at  the  spot,  and  to  the  excess  of  super- 
^evation  of  the  outer  raiL 

This  mishi^  would,  he  hoped,  cause  those  respon- 
sible for  the  condition  of  the  line  to  take  immediate 
steps  to  place  the  permanent  way  in  the  most  perfect 
condition  possible,  this  being  necessary  not  only  on 
account  of  the  unusual  risks  due  to  the  steep  gradient 
and  precipitous  nature  of  the  country,  but  also  because 
the  narrowness  of  the  gauge  reducea  the  bearing  area 
of  the  sleepers  on  the  baUast.  Also  additional  super- 
intendence of  the  platelayers  seemed  most  necessary. 

The  Inspecting  Officer  was  informed  that  the  Company 
had  decided,  before  the  accident  happened,  to  carry  out 
improvements  in  the  permanent  way,  and  in  the  super- 
intendence of  the  platelayers  and  of  the  repairs  to  the 
permanent  way,  and  he  hoped  that  no  time  would  be  lost 
in  completing  tiiese  arrangements. 


locking-bar  at  the  points  in  question  to  prevent  a  repe* 
tition  of  such  an  accident. 


Gbbat  Kobthxbn: 

March  llth. — ^The  two  hindmost  carriages  of' a  Lanca- 
shire and  Yorkshire  Company's  passenger  train  from 
Leeds  to  Liverpool  left  the  rails  just  after  passing  over 
the  facing  points  leading  from  the  up  main  line  to  the 
NorUi  Eastern  line  near  Leeds  "  B  "  signal-box.  Three 
passengers  complidned  of  injury. 

The  Inspecting  Officer  found  that  this  accident  was  due 
to  the  action  of  the  signalman  who,  in  his  anxiety 
to  get  the  traffic  through  without  delay,  did  not  wait 
until  the  whole  of  the  Lancashire  and  Yorkshire  train 
had  cleared  the  points  before  putting  his  inner  home 
signal  back  to  danger,  as  he  should  have  done,  and 
then  set  the  facing  points  for  the  North  ICastern  road  before 
the  rear  bogie  of  the  last  carriage  passed  over  them. 

This  man  was  to  blame  for  not  observing  Bule  61 
which  prohibits  the  placing  at  danger  of  such  a  signal 
until  the  train  has  passed  it  or  been  brought  to  a  stand 
(especially  as  the  Great  Northern  Bailway  Company 
lay  great  stress  on  it,  and  have  a  printed  copy  hanging 
up  in  every  signal-box),  but  it  must  be  said  that  the 
mechanism  provided  especially  to  prevent  him  splitting 
the  train  faUed  to  fulfil  its  object. 

From  trials  made  after  the  accident  it  was  found  that 
the  locking-bar  could  be  pulled  over  when  Lancashire 
and  Yorkshire  bogie  carriages  were  passing  over  the 
points  in  question,  while  it  could  not  be  pulled  over 
when  Great  Northern  six-wheeled  carriages  were  passing. 

This  accident  showed  the  unsatisfactory  nature  of  an 
outside  locking-bar,  especially  when  situated  like  the  one 
in  question,  viz.,  outside  the  inside  rail  at  the  end  of  a 
fairly  sharp  curve.  The  carriages  are  thrown  away  from 
the  inner  rail,  and  although  the  locking-bar  was  as  close 
as  possible  to  the  rail  yet  it  failed  to  touch  the  wheels 
of  die  passing  carriages. 

The  Inspecting  Officer  stated  that  the  Great  Northern 
Company  were  taking  steps  by  altering  the  nature  of  the 


MiPLAyp : 

July  6th. — ^As  a  passenger  train  from  Sheffield  to 
Morecambe  was  approaching  Wath  Road  Junction,  Swin- 
ton,  on  the  down  fast  road,  it  left  the  rails  at  a  set  of 
disused  facing  points.  Seven  passengers  complained  of 
shock,  &c.,  but  ncne  were  seriously  injured. 

The  Lispecting  Officer  found  that  this  accident  was 
due  to  the  action  of  a  ganger  of  platelayers  engaged  in 
ceitain  work  proceeding  at  the  spot,  who,  by  a  mis- 
understanding, loosened  the  disused  switch  without  in- 
structions and  contrary  to  regulations,  and  did  not  takethe 
precautions  laid  down  by  the  Company's  Regulations  for 
the  protection  of  trains  after  he  had  done  so. 

• 

The  Inspecting  Officer  pointed  out  that  the  want  of 
intelligence  this  man  displayed  on  this  occasion  em- 
phasized the  importance  of  exact  and  definite  orders 
and  the  necessity  for  strict  discipline  in  all  operations 
in  connection  with  nmning  roads. 


NoHTH  Eastern  : 

December  drd. — ^When  a  down  express  passenger  train 
from  Leeds  to  Newcastle  had  reached  a  point  about  400 
yards  from  Bardsey  Station,  the  whole  of  the  train,  with 
the  exception  of  the  engine,  left  the  rails.  The  guard 
was  shaken  and  bruised,  and  seven  passengers  subse- 
quently complained  of  injuries. 

This  accident  occurred  on  a  right-handed  curve  of 
about  25  chains  radius,  and  the  train  was  derailed  to 
the  right  of  the  line  or  inside  of  the  curve. 

It  appeared  that,  while  the  curvature  was  for  the  most 
part  fairly  re^ar,  there  were  two  adjacent  lengths 
where  the  radii  were  only  7  chains  and  7*3  chains  res* 
pectively.  This  sharp  curve  commenced  at  a  point  33 
yards  on  the  up  side  of  the  point  where  the  first  marks 
due  to  the  derailment  were  found.  The  fact  of  the  first 
marks  of  the  derailment  occurring  almost  immediately 
after  the  train  had  passed  over  this  sharp  curve  seemed 
to  afford  strong,  grounds  for  concluding  that  the  derail' 
ment  was  connected  with  it. 

The  Inspecting  Officer  thought  that  there  could  be 
little  doubt  tliat  either  the  tender  or  the  leading  vehicle 
of  the  train  was  derailed  near  this  point  causing  the 
eventual  derailment  of  the  whole  train,  and  that  the 
ultimate  cause  of  this  derailment  was  the  sharp  piece  of 
curve  over  which  the  train  passed  just  before  reaching 
this  point.  Of  the  two  vehicles,  it  appears  more  pro- 
bable that,  on  account  of  its  rigid  wheel  base,  it  was 
with  the  tender  that  the  derailment  in  the  first  instance 
occurred.  The  fact  of  the  derailment  not  occurring  on 
the  outside  of  the  curve,  as  would  naturally  have  been 
expected,  was  probably  due  to  the  presence  of  the  check 
rail,  which  prevented  the  train  leaving  the  rails  on  that 
side  of  the  curve. 

He  added,  that  while  the  Company  had  doubtless  al- 
ready taken  steps  to  have  the  irregularities  in  the 
curve  attended  to,  this  appeared  to  be  a  point  on  the 
line  which  required  careful  watching.  Further,  with  a 
view  of  ensuring  that  the  speed  of  down  trains  was 
reduced  to  25  miles  an  hour  before  reaching  the  reverse 
curves^  he  recommended  that  the  speed  restriction 
board  should  be  moved  back  half  a  mile  to  the  point 
selected  when  this  line  was  inspected  ;  and  that  the 
Company  should  also  take  steps  to  ensure,  as  far  as 
practicable,  that  this  speed  was  not  exceeded  until  the 
alterations,  which  it  was  understood  were  to  be  made 
to  these  reverse  curves,  were  carried  out. 
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B. — Accidents   from  Boiler  Explosions^  Failures  of  A:cleSy   Wheels^  or  Tyres^  or  from 

other  Defects  in  Rolling  Stock. 

One  accident  in  this  class,  resulting  in  the  death  of  2  servants,  was  investigated. 
This  was  caused  by  an  explosion  in  the  firebox  of  an  engine. 


Lancashikx  akd  Yorxshibb  : 

March  11th. — ^While  a  special  coal  train  for  Goole  was 
numing  between  Knottingley  and  Sudforth  Lane  an 
«K]plo8ion  occurred  in  the  firebox  of  the  engine.  The 
dnver  and  fireman  were  killed. 

The  Inspecting  Officer  found  that  the  chief  cause  of 
the  explosion  was  £he  use  of  an  unsuitable  description 
of  material  for  the  firebox  stays ;  the  defects  would  not, 
however,  have  been  so  numerous,  nor  would  they  have 
developed  so  rapidly  had  not  the  stays  been  too  rigid, 
and  had  not  the  sides  of  the  firebox  been  worked  at  a 
very  high  temperature,  the  cause  of  the  latter  being  the 
narrow  water  spaces,  and  consequent  defective  circtda- 
ticn  in  the  boiler,  assisted,  no  doubt,  by  the  use  of  bad 
feed  water. 

He  considered  that  the  hydraulic  test  adopted  by  the 
Oompany  was  unusually  low,  and  should  be  considerably 
increased  and  applied  more  frequently. 

It  was  satisfactory  to  be  able  to  state  that  all  stays 
made  of  the  material  considered  by  the  Inspecting 
Officer  to  be  unsuitable  that  were  foimd  defective  were 
being  replaced  by  copper  stays  as  a  temporary  expedient, 
to  tide  over  the  period  during  which  the  Company  were 
conducting  a  careful  series  of  experiments  regarding 
alloy  sta3r8. 


The  reports  as  to  leaky  stays  and  tubes  regarding  this 
boiler  were  very  numerous  for  some  time  previous  to  the 
explosion,  and  in  one  or  two  cases  repairs  had  not  been 
esiecuted  when  leakages  were  reported  before  the  engine 
was  apparently  put  to  work  <^ain.  This  was  imsatis- 
factory,  and  the  Inspecting  Officer  considered  that  an 
explanation  should  always  be  entered  in  the  Engine- 
men's  Beport  Book^  giving  the  reason  why  any  defect 
reported  is  not  repaired  at  once  on  the  return  of  the 
engine  to  the  shed.  He  also  thought  that  the  locomotive 
shed  foreman,  or  his  representative,  should  sign  his 
name  at  the  bottom  of  each  pa^e  of  this  report  book  to 
show  that  he  had  taken  cognizance  of  all  defects  re- 
ported. 

He  further  considered  that  in  a  case  like  that  of  this 
engine,  when  a  boiler  is  reported  leaking  day  after  day 
for  a  considerable  period,  some  report  should  be  sent  to 
headquarters  from  the  nmning  shed,  calling  attention  to 
the  fact,  so  that  steps  might  be  taken  to  thoroughly 
examine  the  boiler. 

No  doubt  the  men  at  the  shed  did  their  best  to  remedy 
the  defects  reported,  but  the  renewed  entries  showed  thi^ 
they  were  not  successful,  and  that  several  of  the  defec- 
tive stays  were  not  replaced.  These  very  large  and 
hardworked  boilers  evidently  required  very  careful  and 
frequent  inspection,  and  the  Inspecting  Officer  trusted 
that  the  Oompany  would  take  steps  to  ensiu*e  this  in  the 
future. 


0. — Accidents  from   Trains  entering  Stations  at  too  great  Speed. 

Six  accidents  in  this  class,  causing  the  death  of  3  servants  and  injury  to  33  passengers 
and  6  servants,  were  inquired  into. 

Four  of  these  accidents  were  due  to  mistakes  and  miscalculations  of  speed  by 
engine-drivers,  one  to  neglect  of  a  rule  for  which  the  Company's  officials  were 
responsible,  and  in  one  case  owing  to  the  death  of  the  enginemen  and  guard  it  was 
impossible  to  ascertain  the  precise  causes. 


Qbbat  IUstebn:— 

May  21st< — As  a  mixed  train  was  entering  the  dock 
line  at  BenUey  Station,  the  driver  failed  to  stop  it 
before  it  came  into  contact  with  the  buffer  stops  at  the 
end  of  that  line.  The  speed  of  the  train  at  the  time  of 
the  collision  was  small,  so  very  little  damage  was  done 
thereby,  but  five  passengers  complained  of  slight  per- 
sonal injuries. 

The  Inspecting  Officer  found  that  there  could  be  no 
doubt  that  this  accident  was  mainly  due  to  the  fact  that 
the  brake  was  not  applied  on  the  rear  brake  van  of  the 
train  when  running  down  the  incline  into  Bentley 
Station. 

The  train  was  a  mixed  one  ;  the  front  porticm  of  it, 
which  consisted  of  an  engine,  tender,  two  carriages  and 
a  third-class  brake,  was  provided  with  the  Westinghouse 
bn^e,  whilst  the  rear  portion,  which  consisted  of  eight 
waggons,  was  provided  with  a  ten-ton  brake  van.  The 
train  was  therefore  provided  with  considerable  brake 
power. 

The  driver  applied  the  Westinghouse  brake  when  about 
80  yards  from  the  buffer  stops,  but  it  does  not  appear  to 
have  acted  properly,  and  he  received  no  assistance  from 
the  rear  brake-van  in  checking  the  speed,  as  the  guard 
was  riding  in  the  front  passenger  brake-van  for  the 
purpose  of  seeing  after  the  parcels  therein.  It  was 
clear  that*  it  was  customary  for  this  mixed  train  to  run 
•Jito  Bentley  Station  without  a  guard  in  the  rear  van. 

The  Inspecting  Officer  pointed  out  that  the  approach 
to  Bentley  Station  is  on  a  falling  gradient;  the 
driver  possibly  did  not  make  the  most  judicious  use  of 
his  own  brake  power,  and  not  receiving  any  assistance 


from  the  rear  brake-van,  in  checking  the  speed  oi  the 
train  the  collision  occurred. 

The  Board  of  Trade  requirement  on  the  subject  of 
mixed  trains  is  that  the  unbraked  vehicles  shall  be  con- 
veyed behind  the  passenger  vehicles  with  a  brake  van 
to  every  ten  waggons,  the  effect  of  which  rule  is  of 
course  entirely  neutralized  if  there  is  no  guard  in  the 
brake-van  ;  and  the  Oompany's  rule  distinctly  lays  down 
that  the  brake-van  at  the  rear  of  a  mixed  train  is  to 
have  a  guard  in  charge. 

The  responsibility  for  this  accident  rested,  in  the 
Inspecting  Officer's  opinion,  on  the  officials  of  the  Oom- 
pany who  were  responsible  for  having  allowed  this  rule 
to  have  been  uniformly  neglected,  or,  at  aU  events,  for 
having  omitted  to  ascertain  that  it  was  being  duly  com- 
plied with. 

December  28th. — ^Aa  a  passenger  train  from  Norwich 
to  Oromer  was  entering  Oromer  Station,  the  driver 
failed  to  bring  it  ta  a  stand  before  it  came  into  collision 
with  the  buffer-stops  at  the  termination  of  the  arrival 
platform  line.  The  speed  at  the  time  of  the  collision 
was  low.  Seven  passengers  were  reported  to  have  re- 
ceived slight  personal  injuries. 

The  Inspecting  Officer  found  that  this  collision  was  due 
to  the  engine  driver  not  having  got  his  train  sufficiently 
under  control  when  approaching  Oromer  Station,  and 
that  it  seemed  probable  that  this  result  was  due  to  hia 
having  allowed  his  train  to  travel  at  too  high  a  rate  of 
speed  from  Gunton.  The  responsibility  for  this  collision 
must,  therefore,  rest  solely  on  him. 


I 
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Gbsat  Nobthern  : 

March  15th. — ^A  specud  troop  train,  conveying  troops 
from  Edinburgh  to  Albert  Docks,  came  into  collision  with 
an  up  coal  train  which  was  crossing  from  the  up  goods 
to  the  up  main  line  just  beyond  the  up  main  line  platform 
starting  signal  at  Peterborough  Station.  One  of  the 
soldiers  was  slightly  injured. 

The  Inspecting  Officer  was  of  opinion  that  the  driver 
of  the  troop  train  had  not  sufficiently  taken  into  account 
the  weight  of  his  train,  the  state  of  the  raib,  and  the 
falling  gradient,  and  was  approaching  Peterborough 
Station,  at  which  he  was  booked  to  stop,  at  too  high  a 
speed,  and  so  overran  the  starting  signaL 

The  driver  attributed  his  overrunning  this  signal  to 
defective  brakes,  but  the  Inspecting  Officer  pointed  out 
that  he  had  not  tested  his  brake  to  see  if  he  had  his 
train  under  proper  control  from  the  time  he  1^  Don- 
caster,  over  two  hours  previously,  as  laid  down  by 
General  Regulations  for  Working  the  Vacuum  Automatic 
Brake,  Section  5  (f),  and  the  same  rule  of  the  Great 
Northern  Bailway,  which  says  that  engine  drivers  must 
test  the  brake  ''before  descending  steep  inclines  and 
"before  passing  the  distant  sigiud  of  any  principal 
"station,"  Ac.,  "and  the  speed  of  the  train  must  be 
"  reduced  by  it" 

If  the  brakes  did  not  control  his  train  sufficiently,  he 
should  have  ascertained  it  long  before  nearing  Peter- 
borough, and  he  was  to  blame  for  not  having  tested  them 
sooner. 

Grsat  Southebn  aku  Westbbn  (Ibeland)  : 

April  24th. — ^As  a  mail  goods  train  from  Mallow  to 
Tralee,  consisting  of  an  engine,  tender,  15  waggons, 
and  two  brake  vans,  was  entering  Tralee  Station,  the 
driver  failed  to  stop  the  train  at  the  platform,  and  it 
dashed  into  the  buffer  stops  at  the  end  of  No.  1  bay 
line  at  a  speed  which  is  estimated  at  between  25  and 
30  miles  an  hour. 

The  driver  of  the  train  and  the  front  guard  were  killed 
instantaneously,  and  the  fireman  received  injuries  to 
which  he  succumbed  in  the  course  of  a  few  hours.  The 
only  other  occupants  of  the  train,  viz.,  the  rear  guard 
and  a  railway  employ^  who  was  travelling  with  him, 
were  but  slightly  injured. 

The  Inspecting  Officer  found  that  it  was  impossible 
to  ascertain  for  certain  what  were  the  precise  causes 
which  led  to  this  accident,  as  the  only  officials  of  the 
train  who  could  have  thrown  a  definite  light  on  the 
subject,  viz.,  the  driver,  fireman,  and  front  guard,  were 
all  Killed  in  the  collision. 


He  oonaidered  that  the  accident  must  be  attributed 
to  one  of  two  causes :  either  the  apparatus  with  which 
the  train  was  provided  for  the  purpose  of  checking  its 
speed  failed  to  act^  or  the  driver,  fireman,  and  Sront 
guard  failed  to  make  proper  use  of  it  when  approaching 
Tralee  Station. 

There  was  no  definite  evidence  that  the  brakes  were 
defective,  and  the  Inspecting  Officer  thought  it  most 
improbable  that  the  accident  was  caused  by  inefficient 
brakes,  but  he  considered  that  it  seemed  much  more  pro- 
bable that  for  some  reason  the  driver  and  fireman  faded 
to  realize  how  near  they  were  to  Tralee,  and  consequently 
did  not  attempt  to  check  the  speed  of  the  train  till  too 
late. 

LoNI>ON  AND  NOBTH  WeSTXBK  AND  MIDLAND  JoiNT  : 

September  5th. — ^As  a  Midland  passenger  train  from 
Derby  to  Birmingham  was  entering  New  Street  Station, 
it  ran  past  the  platform  stop  signu  at  danger  and  came 
into  collision  with  the  rear  of  a  Midland  passenger  train 
from  Evesham  to  Birmingham,  which  was  sliding  in 
the  station  on  No.  6  platform  line. 

The  passengers  by  the  latter  train  had  fortunately  all 
left  it,  but  three  of  the  Company's  servants,  who  were 
engaged  in  unloading  luggage  from  the  rear  brake-van, 
were  severely  injured,  and  the  driver  was  slightly 
bruised.  None  of  the  passengers  in  the  Derby  train 
were  seriously  injured,  but  five  complaints  were  received 
of  shght  personal  injuries. 

The  Inspecting  Officer  considered  that  there  could  be 
little  doubt  that  the  speed  of  the  Derby  train  when 
entering  the  station  was  too  high,  and  that  the  driver  had 
consequently  not  got  his  train  sufficiently  under  control 
to  be  able  to  stop  it  at  the  platform  stop  signaL  He 
probably  did  not  make  sufficient  allowance  for  t^e  fact 
that  the  train  was  a  heavy  one.  The  responsibility  for 
the  collision  must,  therefore,  rest  solely  on  him. 

Midland  : 

May  17th. — ^A  passenger  train  from  Luton  to  St* 
Pancras  ran  into  a  covered  carriage  truck,  which  was 
standing  on  No.  6  platform  line  in  St.  Pancras  Station, 
close  to  the  terminal  buffer  stop.  About  15  passengers 
complained  at  the  time  of  having  suffered  iU  effects  fiom. 
the  force  of  the  coUisicm,  but  none  were  very  seriously 
injured. 

The  Inspecting  Officer  found  that  the  engine  driver 
was  responsible  for  this  collision  in  entering  the  station 
at  too  high  a  rate  of  speed,  and  by  failing  to  make  proper 
use  of  the  automatic  Drake. 


D.— Collisions  between  Engines  and  Trains  following  one  another  on  the  same  Line  of 

Rails^  not  including  those  at  Junctions^  Stations^  and  Sidings. 

Four  accidents  of  this  class,  which  caused  the  death  of  2  servants  and  injury 
to  71  passengers  and  5  servants,  were  inquired  into. 

All  these  accidents  were  caused  or  contributed  to  by  mistakes  or  negligence  on  the 
part  of  servants  of  the  Railway  Companies.  In  three  cases,  however,  fog  was  prevailing 
at  the  time  the  accidents  happened. 

In  one  case  the  Inspecting  OflScer  drew  attention  to  the  length  of  time  the  man  in 
fault  had  been  on  duty  whea  the  accident  happened. 


Gbeat  Sottthern  and  Wsstern  (Ibelakd)  : 

February  1st. — ^When  a  down  passenger  train  &om 
Limerick  to  Tralee  was  about  three-quarters  of  a  mile 
from  Abbeyf eale  Station,  it  ran  into  a  light  engine  which 
had  been  running  in  the  same  direction,  but  had  been 
brought  to  a  standstill  through  want  of  steam.  Five 
passengers  in  the  train  complained  of  injuries. 

The  Inspecting  Officer  found  that  this  accident  was 
clearly  due  to  the  fact  of  the  passenger  train  being 
allowed,  in  direct  contravention  of  block  working  rules, 
to  enter  the  Devon  Boad  and  Abbeyfeale  block  section 
while  the  light  engine  was  still  in  it. 

The  light  engine  had  been  sent  into  the  section  without 
the  usual  train-staff  iicket,  owing  to  the  key  of  the  box 
in  which  the  tickets  were  kept  being  broken,  and  owing 
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to  a  mistake  of  the  signalmen  the  "line-clear"  signal 
was  either  wrongly  given  or  it  was  wrongly  thought  thai 
it  had  been  given  for  the  passenger  train. 

The  Inspecting  Officer  was  of  opinion  that  the  block* 
working  of  this  portion  of  the  line  had  been  carried  out 
for  some  time  past  in  an  irregular  and  unsafe  manner. 
Although  sT>eciaI  instruments  luid  been  provided  to  guard 
against  tlie  possibility  of  mi»(ake«  being  made,  the  sig- 
nalmen had  not  availed  themselves  of  them,  and  there 
was  no  doubt  thai  the  recording  portions  of  the  block 
instruments  were  not  made  use  of  on  this  occasion,  and 
that  it  was  to  the  neglect  of  their  use  that  this  accident 
was  due. 

It  was  only  fair  to  the  Great  Southern  and  Western 
Company  to  point  out  that  the  working  of  this  line  had 
only  been  in  their  charge  since  the  1st  January,  1901, 
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but  the  manner  in  which  the  staff  employed  on  it 
carried  out  their  duties  called  for  their  earnest  atten- 
tion. 

The  driver  in  charge  of  the  light  engine  was  very  much 
to  blame  for  having  neglected  to  carry  out  the  rules  for 
the  protection  of  his  engine  when  it  broke  down.  He 
had  ample  time  to  have  sent  his  fireman  back  to  place 
detonators  on  the  line,  and  his  neglect  to  do  so  imtil  he 
saw  the  passenger  train  approaching  rendered  him  largely 
responsible  for  the  collision. 

It  was  unsatisfactory  that  the  cause  of  the  repeated 
failures  of  this  engine  on  the  day  in  question  could  not 
be  ascertained,  but  the  locomotive  staff  reported  that  the 
engine  had  been  thoroughly  examined,  and  that  no 
defect  could  be  found  in  it  to  account  for  them.  They 
might,  however,  have  been  due  to  some  mismanage- 
ment on  the  part  of  the  driver  or  fireman. 

London  and  South  Wbstebn  : 

November  23rd. — ^While  a  goods  train  was  slowly 
drawing  past  the  up  home  signal  on  the  Kingston  line, 
near  Maiden  Station,  a  following  passenger  train  entered 
the  same  block  section,  and  dashed  into  the  rear  of  the 
goods  train.     A  thick  fog  was  prevailing  at  the  time. 

The  guard  of  the  goods  train  was  so  severely  injured 
by  the  collision  that  he  died  shortly  afterwards.  In 
addition,  the  two  guards  of  the  passenger  train  and  43 
passengers  suffered  from  contusion  or  complained  of  the 
effects  of  shock. 

The  Inspecting  Officer  found  that  the  driver  of  the 
passenger  train  was  mainly  responsible  for  this  collision, 
in  that  he  passed  a  stop  signal  without  ascertaining 
whether  its  position  warranted  his  doing  so,  and,  further, 
was  not  displaying  the  special  caution  called  for  in  foggy 
weather  by  the  Company's  instructions,  as  regarded  the 
speed  of  his  train,  after  passing  the  distant  signal  for 
Maiden  Junction.  He  considered  that  the  fireman  was 
responsible  in  a  minor  degree. 

Their  good  characters,  and  the  suddenness  with  which 
the  dense  fog  came  on,  were  extenuating  points  in  their 
favour. 


NoBTH  Eastern: 

December  21st. — As  an  express  passenger  train  from 
York  to  Leeds  was  standing  at  the  Nev^e  Hill  home 
signal  it  was  run  into  from  the  rear  by  a  passenger  train 
from  Bridlington  to  Leeds. 

The  end  of  the  rear  brake-van  of  the  York  train  was 
completely  smashed  in,  and  the  guard  who  was  riding 
in  it  received  injuries  to  which  he  shortly  succumbed. 

The  driver  of  the  Bridlington  train  was  injured ;  the 
guard  was  slightly  injured ;  and  six  complaints  were 
received  from  passengers  of  personal  injuries. 


The  Inspecting  Officer  found  that  the  responsibility 
for  this  collision  rested  with  the  driver  of  the  Bridling- 
ton train,  who  passed  the  Waterloo  Junction  inner 
home  signal  at  danger.  He  stated  that  he  could  not  see 
the  signal  owing  to  the  fog,  but  the  Inspecting  Officer 
considered  that  if  he  had  been  keeping  a  careful  look- 
out he  could  have  seen  that  the  inner  home  signal  was 
at  danger ;  and  even  if,  as  he  stated,  he  was  unable  to 
see  it,  he  should  certainly  have  treated  it  as  a  danger 
signal  and  brought  his  train  to  a  stand  accordingly. 

West  London  Extension  : 

December  23rd. — As  a  London  and  North  Western 
Bailway  Company's  down  goods  train  from  Hither  Qreen 
to  Willesden  was  coming  to  a  stand  at  the  down  home 
signal  at  Chelsea  Station,  it  was  run  into  in  rear  by  a 
London  and  South  Western  Bailway  Company's  down 
passenger  train  from  Waterloo  to  Bichmond.  The  guard 
of  the  goods  train  was  badly  bruised  and  injured,  and 
17  passengers  complained  of  shock.  The  atmosphere  was 
foggy  at  the  time. 

The  Inspecting  Officer  found  tliat  the  cause  of  this 
collision  was  a  mistake  on  the  part  of  the  signalman  at 
Chelsea  Dock  Junction  cabin,  who  accepted  the  goods 
train  from  Battersea,  and  then,  shortly  afterwards,  forgot 
all  about  the  fact  that  it  was  travelling  in  the  block 
section,  and  was  approaching  his  down  home  signaL 
Although,  therefore,  his  biock  instrument  indicated 
'*  Train  on  line,"  he  accepted  the  following  passenger 
train.  The  driver  of  the  passenger  train  was  accord- 
ingly authorised  by  signal  at  Battersea  to  enter  the 
next  section,  and,  owing  to  the  fog,  did  not  see  the  tail 
lights  of  the  goods  train  in  front  of  him  until  too  late 
to  avert  the  collision. 

It  was  difficult  to  see  what  excuse  could  be  made  for 
such  culpable  forgetfulness,  unless  it  were  to  be  found  in 
the  fact  that  this  man  had  been  on  duty  about  13  hours 
at  the  time  of  the  occurrence,  and  had  more  onerous 
work  to  do  than  he  could  efficiently  perform. 

The  accident  occurred  about  7  a.m.  on  Monday  morn- 
ing and  the  signalman  had  come  on  duty  at  6  p.m.  on 
the  Sunday  evening,  and  the  Inspecting  Officer  con- 
sidered that,  taking  into  considenUion  the  work  and 
responsibility  at  Chelsea  Dock  Junction,  it  was  clear 
that  a  signalman's  tour  of  duty  at  that  place  on  Sunday 
should  not  be  permitted  to  exceed  12  hours. 

In  conclusion  he  pointed  out  ihtkt  the  question  whether 
the  signalmen  on  this  joint  line  were  able  to  efficiently 
perform  all  their  duties  without  further  assistance,  and 
the  lack  of  discipline  which  Was  evidenced  by  the  non- 
existence of  rosters  of  duty  for  signalmen,  by  unautho- 
rised alterations  in  the  hours  of  duty,  &c.,  were  points 
which  called  for  the  serious  consideration  of  the  Manag- 
ing Committee. 


E. — Collisions  at  Junctions. 

Eight  accidents  of  this  class,  which  caused  injury  to  55  passengers  and  8  servants, 
Avere  inquired  into. 

These  accidents  were  all  due  to  mistakes  or  negligence  on  the  part  of  the  servants  of 
the  Railway  Companies,  but  two  of  them  were  contributed  to  by  foggy  weather,  and  one 
by  an  unsatistactory  system  of  working. 


jrLASOOW  AND  SoUTH  WeSTEKN  : 

August  6th. — ^As  a  passenger  train  from  PoUokshaws 
to  Glasgow  was  crossing  the  junction  at  Gorbals,  it  was 
Tun  into  by  the  6.15  p.m.  passenger  train  from  Qlasgow 
U>  Girvan.  The  guard  of  the  PoUokshaws  train  was 
njured. 

The  Inspecting  Officer  found  that  this  accident  was  due 
jo  the  driver  of  the  Glasgow  to  Girvan  train  passing 
the  up  main  line  home  signal  at  Gorbals  Jimction  box 
while  it  was  at  danger,  and  fouling  the  crossing  con- 
nection from  the  down  canal  line  to  the  down  main  line, 
over  which  the  PoUokshaws  train  was  passing  at  the 
time. 

But   the   system   of   working   the   traffic   at   Gorbals 
Junction  cabin  was  also  a  contributory  cause   of  the 


accident,  as  it  was  a  dangerous  practice  to  allow  a  train 
to  come  up  to  a  signal  at  danger,  by  over-running  which 
for  a  distance  of  40  yards  or  so  it  would  foul  the 
crossing  from  one  line  to  another,  over  which  crossing  a 
train  had  already  been  accepted  to  run. 

The  Inspecting  Officer  pointed  out  that  considerable 
alterations  were  in  progress  on  this  portion  of  the  line 
which  by  interlocking  the  signal  in  rear  with  the  junction 
crossings  would  remedy  this  latter  point. 

Great  Central: 

February  14th. — As  an  up  passenger  train  from 
Sheffield  to  Mexboro*  was  approaching  Attercliffe  Junc- 
tion, it  came  into  collision  with  the  rear  van  of  an  up 
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ballast  train  which  had  been  brought  to  a  stand  at  the 
Attercliffe  Junction  home  signaL 

The  guard  of  the  passenger  train  and  five  passengers 
were  injured. 

The  Inspecting  Officer  found  that  this  collision  was 
primarily  due  to  the  fact  of  the  passenger  train  having 
been  admitted  to  the  "  Woodburn  Junction  and  Atter- 
cliffe Junction"  block  section  while  the  ballast  train 
was  still  in  that  section,  and  that  this  result  was  caused 
by  irregular  block  working  in  the  Woodburn  Junction 
signal-box. 

The  signalman  in  this  box  stated  that  jusb  previous  to 
the  arrival  of  the  passenger  train  at  his  box,  being 
uncertain  as  to  what  signals  had  been  sent  with  regard 
to  it,  he  referred  to  the  train  register  book  which  was 
kept  in  his  box  by  a  register  boy,  and  saw  recorded  in 
it  that  the  "  Train  out  of  section "  sisnal  for  the  ballast 
train  had  been  received  from  Atterclifie  Junction,  and 
that  the  passenger  train  had  been  accepted  by  that  box. 
Helying  therefore  on  these  entries  he  beheved  that  all 
was  right  for  the  passenger  train,  and  he  accordingly 
lowered  his  home  and  starting  signals  for  it. 

It  was  clear  that  the  entries  in  the  book  had  been 
made  in  a  careless  and  irregular  manner,  and  that  the 
signalman  was  misled  by  them.  This  man,  however, 
offered  the  passenger  train  to  Attercliffe  Junction,  when 
his  block  instrument  must  have  been  showing  ''Train 
on  line,"  and  therefore  acted  in  distinct  contravention 
of  his  block  rules  in  offering  another  train  whilst  his 
instrument  was  in  that  position. 

The  signalman  in  the  Attercliffe  Box  appeared  to 
have  carried  out  his  block  regulations  and  signalling 
duties  quite  correctly,  but  the  Inspecting  Officer  callea 
attention  to  his  want  of  action  on  receipt  of  the  "  Train 
entering  section"  signal  for  the  passenger  train.  He 
knew  tiiat  if  this  signal  was  correct  a  collision  must 
occur,  but  he  stated  that  he  did  not  consider  it  necessary 
to  take  any  steps  to  prevent  it.  He  should  certainly 
hare  at  once  communicated  with  Woodburn  Junction  by 
telephone,  and  he  should  have  warned  the  driver  of  the 
ballast  train  of  his  danger  ;  had  he  done  so,  it  was  quite 
possible  that  in  the  minute  or  minute-and-a-half  which 
elapsed  between  the  receipt  of  the  signal  and  the  colli- 
sion, steps  might  have  been  taken  which  would  have 
averted  the  collision. 

Gbsat  Nobtherk  : 

April  4th. — An  up  mail  train  from  Manchester  to 
King's  Cross,  just  after  passing  the  up  main  home 
signal  at  Westwood  Junction,  was  run  into  by  a  light 
engine,  which  was  proceeding  to  New  England  on  the 
down  goods  line.  Both  were  proceeding  slowly  at  the 
tame,  and  no  one  was  injured. 

The  Inspecting  Officer  found  that  the  signalman  at 
Westwood  Junction  box  after  allowing  the  mail  train 
to  pass  his  up  home  signal  put  the  signal  to  danger 
immediately  luter  the  rear  brake-van  had  passed  it, 
and  that  the  effect  of  this  was  also  to  set  the  slip 
points  leading  from  the  down  goods  to  the  down  main 
line.  The  light  engine  was  proceeding  along  the  down 
goods  line  at  this  moment  and  so  slipped  out  on  to  the 
through  road  and  fouled  the  up  main  line  just  as  the 
last  three  carriages  of  the  mail  train  were  passing, 
coming  into  collision  with  them.  The  signalman  was  to 
blame  for  putting  the  signal  to  danger  so  soon  in  con- 
travention of  the  Company's  Bule,  a  copy  of  which  was 
displayed  in  his  box. 

The  driver  of  the  light  engine  was  not  free  from 
blame,  as  he  was  proceeding  along  the  goods  line  to  the 
engine-shed,  aft-er  stopping  at  the  water-crane,  without 
geSing  permission  from  the  signalman,  as  he  should  have 
dene. 

The  Inspecting  Officer  pointed  out  that  the  water- 
crane  was  not  well  placed  in  regard  to  the  down  goods 
home  signal,  and  that  it  would  be  much  better  situated 
if  it  could  be  put  back  to  the  home  signal  in  questioh, 
as  drivers  evidently  passed  this  signal  at  danger  in  order 
to  get  water. 

ItiKCASHIBE  AKD  YORKSHIRE  : 

November  4th. — A  passenger  train  from  Manchester 
to  York  was  turned  down  the  branch  line  to  Burnley  at 
Todmorden   No.    3    signal-box,    instead    of   proceeding 
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along  the  down  main  line,  and  ran  into  a  pilot  engine 
which  was  standing  about  130  yards  along  the  former 
line.     The  collision  occurred  during  a  dense  fog. 

The  driver  and  fireman  of  the  pilot  engine  were  both 
very  severely  injured ;  the  driver  and  fireman  of  the 
passenger  engine  were  also  both  injured,  and  four  pas- 
sengers complained  of  slight  injuries. 

On  the  day  in  question  the  Liverpool  and  Manchester 
express  to  York,  which  usually  runs  as  one  train  from 
Bochdale,  was  run  in  two  portions,  owing  to  the  Man- 
chester portion  being  delayed  through  the  dense  fog 
which  was  prevailing  at  the  time. 

On  the  Lancashire  and  Yorkshire  Bailway,  informa- 
tion as  regards  the  running  of  important  trains  is 
conveyed  to  the  various  signal-boxes  concerned  by 
telephone-circuit  calls,  i.e.,  a  certain  number  of  suc- 
cessive signal-boxes  are  grouped  in  a  circuit,  and  the 
signalman  at  the  first  box  in  a  circuit,  on  the  depar- 
ture of  a  train,  calls  up  all  the  boxes  in  that  cir- 
cuit on  the  telephone  simultaneously,  and  after 
a  short  pause  gives  the  information  as  to  the  time 
the  train  in  question  leaves  his  station,  which  is  heard 
simultaneously  by  all  the  signalmen  in  the  circuit.  The 
man  in  the  end  box  of  that  circuit  then,  if  so  instructed, 
forwards  the  message  to  the  next  circuit,  and  also  sends 
a  further  circuit  message  when  the  train  in  question 
passes  his  box.  Thus,  Todmorden  No.  2  box,  one  of  those 
concerned  in  the  collision  in  question,  is  the  last  box  in 
the  circuit  Summit  West  box  to  Todmorden  No.  2,  and 
the  first  box  in  the  circuit  Todmorden  No.  2  to  Hebden 
Bridge,  as  regards  down  main  line  grains. 

The  Company  attach  great  importance  to  these  circuit 
calls,  as  they  enable  signalmen  to  know  beforehand  how 
trains  are  running. 

When  the  signalman  in  Todmorden .  No.  2  box,  the 
end  box  in  that  circuit,  received  the  circuit  call  for  the 
first  portion  of  the  York  train,  he  forwarded  the  circuit 
call  to  the  next  circuit,  in  which  Todmorden  No.  3  is 
the  next  box,  at  once.  He  subsequently  received  the 
circuit  call  for  the  Manchester  portion,  which  he  duly 
forwarded. 

The  signalman  at  Todmorden  No.  3  box  had  not 
attended  to  these  circuit  calls  as  he  was  busy  shunting, 
and  so  was  unable  to  leave  his  work  and  go  to  the 
telephone  to  receive  the  messages,  and  it  appeared  that 
this  pretty  frequently  happens.  Accordingly  he  was 
unaware  that  the  York  train  was  running  in  two 
portions. 

When  he  received  the  signal  for  the  second  portion  of 
the  express  train,  he  acknowledged  it,  and  offered  it  to 
the  box  in  advance  on  the  main  line,  Todmorden  No.  4, 
and  he  lowered  all  his  main  line  signals  for  it,  thinking 
that  it  was  a  Manchester  to  Leeds  passenger  express 
train,  due  to  stop  at  Todmorden  Station  at  4.55  p.m. 

After  this  he  let  a  pilot  engine  out  of  the  coal 
sidings  just  behind  his  box,  on  to  the  down  branch  line 
to  Burnley,  the  engine  being  required  to  bank  a  goods 
train  which  was  coming  from  Hebden  Bridge  to  Burnley, 
and  as  it  required  water  he  arranged  for  it  to  cross  to 
the  up  line  to  go  to  the  water  column  as  soon  as  the 
express,  which  he  had  accepted,  had  passed.  Accord- 
ingly, the  pilot  engine  went  about  130  yards  down  the 
Burnley  line  to  get  to  the  cross-over  road  leading  to 
the  up  hne. 

While  he  was  talking  to  the  driver  of  the  pilot 
engine  he  was  called  on  the  telephone  by  the  signalman 
at  the  next  box  in  advance  on  the  Burnley  line,  who 
asked  him  where  was  the  Burnley  train,  theji  due  to 
leave  Todmorden.  He  enquired  by  the  telephone  of 
No.  2  box  wheUier  the  train  last  signalled  was  the 
branch  train,  and  heard  the  answer  "  Aye." 

The  man  in  No.  2  box  had,  however,  received  at  the 
same  time  a  circuit  call  from  Summit  West  box,  and 
took  the  receivers  off  both  telephones,  which  arc  along- 
side each  other  in  the  signal-cabin,  at  the  same  time. 
He  did  not  hear  what  the  man  in  No.  3  box  said  to  him 
as  he  was  attending  to  the  circuit  message,  and  to  which 
he  replied  "Aye."  Unfortunately,  the  man  in  No.  8 
box  heard  the  word  "Aye"  intended  for  the  signalman 
at  Summit  West,  and,  thinking  the  approaching  train 
was  the  one  for  Burnley,  put  his  main  line  signals  to 
danger  and  reversed  the  junction  points. 
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He  rerened  his  junction  points  in  order  to  get  the 
pilot  engine  across  to  the  up  line,  as  he  had  to  get  it  off 
the  down  line  before  he  could  let  the  Burnley  train  go, 
and  he  then  thought  Uiat  the  train  he  had  accepted  was 
the  Burnley  branch  train  and  not  a  main  line  train,  and 
that  the  branch  train  would  be  standing  in  tiie  station 
while  this  was  being  done.  Having  reversed  his  Junction 
points,  he  was  turning  to  the  telephone  to  ask  Hodgson 
«t  No.  2  box  to  cancel  the  train  he  had  accepted,  when 
the  ex{n:e8s  went  by  and  was  turned  on  to  the  branch 
line  and  violently  collided  with  the  pilot  engine. 

The  Inspecting  Officer  considered  that  the  signahnan 
in  No.  3  box  was  alone  to  blame  in  the  matter,  as,  if 
in  doubt  of  what  the  second  express  train  was  through 
not  having  attended  to  the  circuit  calls,  he  should  have 
called  up  No.  2  box  before  accepting  it  in  order  to 
ascertain. 

His  getting  the  answer  intended  for  another  man  on 
the  telephone  was  a  pure  accident,  but  after  accepting 
the  train  he  should  not  have  reversed  his  junction  points 
until  he  had  got  the  train  cancelled  by  the  box  in  rear, 
or  had  brought  it  to  a  stand  at  his  own  home  signals. 

But  for  the  very  dense  fog  prevailing  at  Todmorden 
at  the  time,  the  accident  would  not  have  happened,  as 
this  man  stated  that,  when  he  misses  the  circuit  calls, 
he  can  tell  whether  the  trains  are  through  expresses  or 
not  by  seeing  whether  they  stop  at  Todmorden  Station. 

London  and  Nobth  Western  : 

June  22nd. — ^As  a  passenger  train  from  Crewe  to 
Chester  was  running  through  the  North  Junction,  Crewe, 
it  came  into  collision  with  a  light  engine  which  was 
standing  foul  of  the  junction. 

The  passenger  train  had  very  nearly  come  to  a  stand- 
fitiU  when  the  collision  occurred,  so  that  although  the 
fireman  of  the  light  engine  fell  off  his  engine  and 
suffered  some  slight  injuries^  and  one  passenger  in  the 
train  subsequently  made  a  verbal  complaint  of  personal 
injuries  received,  the  shock  of  the  collision  was  so  slight 
that  most  of  the  passengers  were  unaware  that  it  had 
occurred. 

The  Inspecting  Officer  found  that  this  collision  was 
due  to  carelessness  on  the  part  of  the  driver  of  the 
light  engine  who  allowed  his  engine  to  run  past  a 
signal  at  danger. 

North  Eastern  : 

July  20th. — ^As  an  up  passenger  train  from  Saltbum 
to  Darlington  was  running  through  Polam  Junction, 
near  Darlington  Station,  it  came  into  collision  with  the 
engine  of  an  empty  passenger  train  which  was  standing 
on  the  main  line  foul  of  the  junction.  Twenty  pas- 
sengers complained  of  personal  injuries. 

The  Inspecting  Officer  found  that  this  collision  was 
due  to  the  fact  of  the  up  passenger  train  from  Saltbum 
having  been  allowed  to  rtm  through  Polam  Junction 
whilst  that  junction  was,  unknown  to  the  signalman  in 
the  Polam  Junction  signal  box,  fouled  by  an  engine 
which  was  engaged  in  shunting  some  empty  passenger 
vehicles.  The  circumstances  under  which  this  empty 
passenger  train  came  to  be  in  this  position  without  the 
knowledge  of  the  signalman  in  the  box  controlling  the 
junction  are  as  follows :  — 

Two  pafi8enfl:er  trains  had  arrived  on  the  up  loop 
station  line  at  Darlington  from  the  north,  and  tiie  vehicles 
of  these  two  trains  had  been  put  together  to  form  a  train 
which  was  to  start  southwards  from  No.  2  bay  platform 
line. 

These  vehicles  were  first  put  together  and  shunted 
into  the  back  line,  where  a  waggon  had  to  be  dropped, 
ana  they  were  then  to  be  shunted  from  that  line  on  to 
No.  2  bay  platform  line,  an  operation  which  is  carried 
out  nightly  with  the  vehicles  of  these  two  trains. 

Owing  to  the  fact  that  the  connection  between  the  up 
loop  station  line  and  the  No.  2  bay  platform  line  is 
situated  only  85  yards  north  of  the  South  signal-box, 
and  that  the  triin  was  over  600  feet  in  length,  it  was 
necessary  in  carrying  out  this  operation  for  the  front 
of  the  train  to  run  considerably  past  the  South  signa]-bo.x 
on  to  the  up  main  line  towards  the  Polam  ai^^ud-box, 
or,  in  other  wen's,  to  enter  the  section  between  these 
two  boxes. 


There  is  no  exemption  from  block  working  over  this 
section,  and  before,  therefore,  this  shunting  operation 
was  carried  out,  the  signalman  in  the  South  signal-box 
should  have  offered  the  train  to  the  signalman  in  the 
Polam  signal-box,  and  it  should  have  been  duly  accepted 
by  the  latter.  The  signalman  in  the  Polam  signal-box 
should  then  have  pulled  over  his  release  lever  enabling 
the  signalman  in  the  South  box  to  lower  his  up  platform 
line  starting  signal,  which  would  give  the  <u:iver  per- 
mission to  run  idong  the  up  main  line  as  far  as  the  Polam 
Junction  up  home  signal,  situated  106  yards  north  of 
that  box. 

Had  the  above  described  procedure  been  carried  out, 
the  signalman  in  the  Polam  si^al-box  would  have  known 
that  the  empty  passenger  train  had  entered  the  section, 
but  the  train  was  never  offered  to  Polam  signal-box  at 
all,  and,  owing  to  the  release  lever  in  the  latter  box 
being  at  the  time  over,  the  signalman  in  the  South 
signal-box  was  able  to  lower  his  up  platform  line  starting 
signal  without  any  reference  to  the  Polam  signal-box. 
This  was  what  actually  occurred,  and  the  signal  was 
consequently  lowered  for  the  train  to  enter  the  section 
without  the  signalman  in  the  Polam  signal-box  knowing 
anything  about  it. 

When  the  up  platform  line  starting  signal  was  lowered 
by  the  signalman  in  the  South  signal-box,  the  driver  in 
charge  of  the  engine  oi  the  empty  passenger  train  took 
his  train  forward,  brin^  his  engine  to  a  stand  just 
behind  the  Polam  Junction  up  home  signal,  which  was 
as  far  as  he  had  permission  to  go.  In  this  position, 
however,  the  train,  owing  to  its  having  three  carriages 
more  than  usual  on  it,  was  not  far  enough  forward  to 
dear  the  points  through  which  it  had  to  be  backed  on  to 
the  bay  platform  line,  and  the  shunter  superintending 
the  operation  gave  the  driver  a  lamp  signal  to  pull  a 
little  forward.  The  driver  was  perfectly  aware  that  the 
Polam  Junction  home  signal  was  against  him,  and  that 
he  should  not  run  past  it,  but  he  did  so,  thereby  bringing 
his  engine  into  a  pomtion  where  it  was  fouling  the 
junction  between  the  main  lines  and  the  branch  lines 
from  Saltbum.  He  was  just  about  to  back  his  train 
when  his  engine  was  run  into  by  the  up  passenger  train 
from  Saltbum,  which  the  signalman  in  the  Polam  signal- 
box  had  accepted  in  ignorance  that  there  was  any  train 
in  the  section  between  the  South  signal-box  and  his 
own  box. 

The  Inspecting  Officer  considered  that  the  primaiy 
cause  of  this  accident  was  the  neglect  to  observe  block 
working  regulations  between  the  two  boxes,  which  re- 
sulted in  tiie  train  entering  the  section  without  the 
knowledge  of  the  signalman  in  the  Polam  box.  These 
regulations  were  not  only  neglected  on  this  occasion, 
but  it  appeared  that  they  were  habitually  disregarded 
when  shunting  operations  were  carried  out  between  these 
two  boxes. 

Further,  in  spite  of  this  disregard  of  block  working 
rules,  the  signalman  in  the  Polam  signal-box  would  not 
have  been  left  in  ignorance  of  the  presence  of  the  train 
in  his  section  if  he  had  retained  in  his  hands  the  control 
over  the  South  cabin  starting  signals.  But  it  appeared 
that  it  was  customary  to  keep  the  release  lever  in  the 
Polam  signal-box  normally  pulled  over,  or,  in  other 
words,  for  that  box  to  entirely  abandon  the  control  over 
the  South  signal-box  up  starting  signals  which  had  been 
specially  given  to  it. 

The  habitual  disregard  over  this  section  of  block 
working  in  connection  with  shunting  operations,  and  the 
neglect  to  make  use  of  the  safety  precautions  provided 
were  points  which  called  for  the  Company's  earnest 
attention. 

Driver  AUen  was  to  blame  for  running  past  his  signal 
at  danger.  It  appeared  that  this  was  not  an  unusual 
occurrence  in  shunting  operations  at  Darlington,  and  the 
Inspecting  Officer  considered  that  the  matter  should  be 
inquired  into  by  the  Company. 

The  signalmen  in  the  Polam  box  were  partly  respon- 
sible for  the  collision,  as  they  should  have  known  that 
the  engine  of  the  empty  passenger  train  was  standing 
at  their  home  signal.  It  was  standing  in  good  view  of 
the  box.  about  75  yards  from  it,  and  its  lights  were 
burning.  The  collision  occiured  just  as  they  were  chang- 
ing duty,  so  the  engine  must  have  been  at  or  near  the 
home  signal  for  some  minutes  while  the  men  were  in  the 
box  together. 

The  Inspecting  Officer  suggested  for  the  consideration 
of  the  Company  whether  something  could  not  be  done  to 


13 


simplify  the  oignallmg  arrangement  on  the  south  side 
of  Darlington  Station.  The  short  block  section  between 
the  South  box  and  the  Polam  Junction  box  evidently 
caused  inconvenience  when  shunting  operations  were 
being  carried  out,  and  it  might  be  found  practicable  to 
work  the  points  and  signals  both  at  the  south  end  of  the 
station  and  at  Polam  Junction  from  one  box,  thus  doing 
away  with  this  short  block  section  altogether. 

NoBTH  Staffokdshibe  : 

May  25th. — ^While  a  passenger  train  from  Stoke  for 
Crewe  was  standing  at  the  down  Grewe  platform  in 
Harecastle  Station,  a  light  engine  ran  into  the  rear 
<rf  itw     Eight  passengers  were  injured,  but  none  severely. 

The  Inspecting  Officer  found  that  this  collision  was 
due  to  breach  of  block  working  rules  and  a  mistake  on 
the  part  of  the  signalman.  This  man  reversed  the 
points  which  he  had  set  for  the  light  engine  after  the 
train  for  Grewe  had  arrived,  in  order  to  allow  another 
train  to  come  up  to  the  Crewe  platform  after  the  light 
engine  had  passed.  He  waited  until  he  thought  the 
light  engine  had  arrived  at  the  down  outer  home  signal 
and  then  reversed  the  points.  After  this  he  intended 
to  pull  over  No.  21  lever  to  lower  his  down  advance 
starting  signal  for  the  Grewe  line,  but  pulled  by  mistake 
'So.  22  lever,  which  worked  the  down  inner  and  outer 
home  signals  for  the  Grewe  line.  Had  the  points  not 
been  reversed,  he  could  not  have  pulled  over  No.  23 
lefver. 

The  light  engine  had  been  meanwhile  running  up  from 
Chatterley,  and  the  driver,  finding  the  distant 
signal  at  danger,  was  not  running  fast,  but  finding  the 
outer  and  inner  home  signals  off  he  passed  them  at  a 
speed  of  about  15  miles  an  hour.  Owing  to  the  curve 
and  cutting  he  could  not  see  the  tail  of  the  train  in 
front  until  within  about  60  yards  of  it.  He  then  put  on 
his  brake  and  reversed  his  engine,  but  could  not  stop 
in  time  to  avoid  the  collision. 

The  Inspecting  Officer  considered  that  the  signalling 
arrangements  at  this  junction  were  not  entirely  satis- 
factory, and  he  recommended  some  alterations  in  the 
arrangements. 

flouTH  Eastehx  ani»  Chatham  : 

November  16th. — As  a  workmen's  train  from  Victoria 
to  Holbom  was  standing  at  the  down  stop  signals  at 
Shepherd's  Lane  Junction,  between  Clapham  Boad  and 
Brixton  Stations,  it  was  run  into  in  rear  by  another 
workmen's  train  from  Victoria  to  Greenwich.  Seventeen 
passengers  in  the  former  train  complained  of  injury,  and 
the  guard  of  the  latter  train  received  a  severe  blow  on 
the  head.     A  dense  fog  was  prevailing  at  the  time. 


The  Inspecting  Officer  was  of  opinion  that  the  Green- 
wich train  passed  the  advance  starting  signal  at  Olapham 
Boad  at  danger.  There  was  no  fogman  at  this  post, 
and  the  driver  and  fireman  stated  Uiat  they  could  not 
see  the  signal. 

The  Company's  Begulations  forbade  the  use  of  advance 
starting  signals  as  stop  signals  in  foggy  weather,  and 
the  driver  justified  his  action  in  passing  the  signal  when 
he  was  unable  on  account  of  the  fog  to  see  whether  the 
light  indicated  safety  or  danger,  on  the  ground  that  in 
accordance  with  the  Company's  Begulations  the  signal 
should  not  have  been  in  use  as  a  stop  signal,  and  he  was 
not,  therefore,  bound  to  determine  for  himself  its  posi- 
tion before  passing  it. 

The  regulation  regarding  the  disuse  of  advance  starting 
signals  in  foggy  weather  specifically  mentioned  engine- 
drivers  as  one  class  of  employes  to  whom  the  im^broo- 
tions  were  apphcable,  but  the  Inspecting  Officer  did  not 
hold  that  the  regulation  in  question  would  either  excuse 
a  driver  from  looking  out  for  an  advance  starting  signal 
in  foggy  weather,  or  justify  his  passing  such  a  sign^,  if 
he  could  see  that  it  indicated  danger. 

On  the  other  hand,  provided  that  the  signal  was  in- 
visible, and  fog  signalling  regulations  were  known,  by  the 
presence  of  a  fog  signalman^  to  be  in  operation,  the 
instruction  would  warrant  action  similar  to  that  taken 
on  this  occasion  by  the  driver. 

Unfortunately,  the  evidence  given  as  to  the  atmos- 
pheric conditions  prevailing  at  the  time  of  the  accident 
was  highly  conflicting. 

The  driver  was,  however,  aware  that  there  was  no 
fogman  at  the  signal.  In  the  absence  of  fog  signalmen 
he  was  not  warranted  in  assuming  that  the  special  regula- 
tions relative  to  fog  signalling  were  in  force.  Moreover, 
he  practically  acknowledged  that,  on  his  journey  from 
Victoria  to  Clapham  Boad,  the  condition  of  the  weather 
was  not  such  as  to  call  for  fog  signalling.  It  was  diffi- 
cult then  to  understand  how  he  could  reasonably  expect 
one  set  of  regulations  to  be  in  force  as  he  approached 
Clapham  Boad  Station,  and  another  set  as  he  left  the 
station. 

Under  the  circumstances,  the  Inspecting  Officer  did 
not  consider  that  the  driver  was  justified  on  this  occa- 
sion in  passing  the  advance  starting  signal  without  first 
satisfying  himself  as  to  its  position. 

But  the  regulations  of  the  Company  regarding  the  use 
of  advance  starting  signals  did  appear  somewhat  open  to 
misconception  by  drivers.  For  this  reason  he  con- 
flidered  thalt  the  driver  should  be  held  responsibOto 
rather  for  an  error  of  judgment  than  for  wilful  neglect 
of  the  rule  th^t  the  absence  of  a  signal  must  be  con- 
sidered as  a  danger  signal  and  treated  accordingly. 


F. — Collisions  within  fixed  Signals  at  Stations  or  Sidings. 

Inquiries  were  held  into  1 6  collisions  in  this  class,  which  had  resulted  in  the  death 
of  1  servant  and  injury  to  55  passengers  and  15  servants. 

Fifteen  of  these  collisions  were  either  directly  caused  or  contributed  to  by  mistakes 
or  negligence  on  the  part  of  the  Companies'  servants.  Five  of  these,  however,  occurred 
•  in  foggy  weather,  one  was  directly  caused  by  the  disconnection  of  some  point  rodding,  in 
cwo  cases  the  Inspecting  Officer  pointed  out  the  necessity  for  improvements,  in  signalling 
and  other  arrangements  at  the  places  where  the  accidents  happened,  in  one  case  the 
necessity  for  better  supervision  of  the  staff,  and  in  one  case  he  drew  attention  to  the 
hours  of  duty  of  the  servant  in  fault  which  he  considered  to  be  too  long. 

The  remaining  case  was  due  to  the  failure  of  a  signal. 


Galbdoniak  : 

March  27th. — A  passenger  train  from  Butherglen,  on 
arriving  at  Maryhill,  came  into  collision  with  an  empty 
trun  which  was  standing  with  engine  attached  in  the 
south  dock  line. 

Six  passengers  and  three  servants  of  the  Company, 
viz.,  the  driver  and  guard  of  the  train  from  Butherglen, 
and  a  shunter  were  injured. 

The  Inspecting  Officer  found  that  this  collision  was 
similar  in  nearly  every  respect  to  one  that  occurred  on 
the  22nd  June,  1898,  and  was  due  to  a  blunder  on  the 
part  of  a  signahnan,  who,  as  on  the  former  occasion,  set 
the  road  and  lowered  tiie  signals  for  the  Butherglen 


train  to  run  into  the  south  dock,  entirely  forgetting 
that  a  train  of  empty  coaches  with  an  engine  attached 
was  already  standing  there.  The  empty  coaches  were  to 
form  a  train  from  Maryhill  to  Bothwell,  and  were  to 
have  been  shunted  on  to  the  down  main  Ime  and  backed 
to  the  down  platform  (from  which  they  were  to  start) 
before  the  arrival  of  the  train  from  Butherglen.  This 
was  the  regular  way  of  working,  and  was  thoroughly 
known  by  t£e  signalman. 

It  was  somewhat  unusual  to  find  a  man  committing 
the  same  error  and  causing  a  precisely  similar  mishap 
twice  within  a  comparatively  short  period,  and  the 
Inspecting  Officer  suggested  that  it  might  be  that  this 
man's  memory  was  defective ;   but  he  considered  that 
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the  practice  of  allowing  empty  trains  to  stand  upon 
lines  which  are  required  for  traliic,  and  of  shunting  them 
from  one  line  to  another,  according  as  the  one  or  the 
other  is  for  the  moment  available,  was  open  to  grave 
objection,  and  likely  to  lead  to  accidents  similar  to  the 
one  under  consideration. 

The  experience  at  Maryhill  indicated  that  additional 
siding  accommodation  was  needed  in  which  the  empty 
trains  could  be  accommodated  with  safety  during  the 
interval  of  time  between  their  arrival  and  departure, 
and  the  Inspecting  Officer  recommended  the  Company 
to  consider  the  possibility  of  providing  a  siding  for  this 
purpose. 

April  18th. — ^As  a  train  of  empty  mineral  waggons 
from  Bellside  for  Newton  was  passing  through  Holytown 
Junction  Station,  it  came  into  collision  with  an  engine 
with  van  attached  which  was  proceeding  in  the  wrong 
direction  on  the  down  line  towards  Bellside  Junction. 
The  two  drivers  and  two  firemen  and  the  brakesman  in 
the  van  attached  to  the  engine  were  injured. 

The  Inspecting  Officer  found  that  this  collision  was 
primarily  due  to  a  mistake  on  the  part  of  the  signalman 
at  Moss  End  West  Junction,  who,  with  the  intention  of 
putting  the  engine  and  van  on  to  the  up  main  line  for 
the  purpose  of  proceeding  to  Bellside  Junction,  set  the 
west  cross-over  road  instead  of  the  east  cross-over  road, 
to  enable  the  engine  to  cross,  and  gave  the  driver  a 
hand  signal  to  start.  But  as,  when  he  did  so,  the 
engine  was  standing  on  the  down  main  line  opposite 
to  his  cabin,  never  having  gone  as  far  as  the  west 
cross-over  road,  the  pulling  over  of  the  points  of 
the  latter  was  of  no  avail.  When,  therefore,  the  driver 
acted  upon  the  signal  to  start,  the  engine  remained  on 
the  down  line.  Neither  the  driver,  fireman,  nor  brakes- 
man, either  then  or  at  any  subsequent  moment,  noticed 
that  they  were  on  the  wrong  line,  and  they  travelled 
in  this  way  for  1^  miles,  the  engine  with  its  tender  in 
front  and  the  van  behind,  being  signalled  on  the  block 
instruments  from  box  to  box  in  the  correct  manner, 
until  they  met  the  down  train  at  Holytown  Junction. 

The  Inspecting  Officer  pointed  out  in  the  signalman's 
favour  that  the  absence  of  disc  signals  for  controlling  the 
movement  of  engines,  &c.,  through  the  cross-over  roads 
facilitated  the  error.  Had  there  been  such  signals  the 
driver  of  the  engine  would  not  have  moved  until  the 
disc  for  the  east  cross-over  road  had  been  pulled  off  for 
him,  and  this  could  not  have  been  done  until  the  points 
had  been  set  for  the  cross-over  road. 

He,  tlierefore,  strongly  recommended  the  Company  to 
provide  disc  signals  at  ooth  these  crosa-over  roads. 

Although  the  chief  responsibility  rested  upon  the 
signalman,  it  was  impossible  to  absolve  |rom  idl  blame 
the  driver,  fireman,  and  brakesman  who  were  with  the 
engine  and  van.  Their  remarkable  lack  of  vigilance  in 
failing  to  detect  the  fact  that  they  were  on  the  wrong  line 
undoubtedly  contributed  to  the  disaster. 

Glasgow  and  South  Westebk  : 

June  22nd. — ^When  the  carriages  of  an  up  passenger 
train  from  Olasgow  had  been  drawn  forward  on  No.  6 
platform  line  clear  of  the  junction  of  the  carriage  sidings, 
at  the  south  end  of  Kilmarnock  Station,  and  were  standing 
on  the  junction  of  Nos.  5 -and  4  platform  lines  prepara- 
tory to  being  shunted  into  the  carriage  sidings,  an  up 
special  passenger  train  from  Troon,  which  was  not 
booked  to  stop  at  Kilmarnock,  was  signalled  to  No.  4 
platform  line,  andjover-running  the  stop  signal,  which 
was  at  danger,  collided  with  the  empty  coaches.  No 
persons  were  injured. 

The  Inspecting  Officer  found  that  the  chief  respon- 
sibility for  this  accident  rested  with  the  driver  of  the 
passenger  train  from  Troon,  who  knew  that  the  distant 
and  rear  home  signals  for  No.  2  signal-cabin  on  No.  4 
platform  line  were  at  danger  when  he  was  passing  No.  1 
cabin,  and  had  a  distance  of  about  370  yards  in  which 
to  bring  his  train  to  a  st«ind  before  reaching  the  stop 
aignaL  He  did  not,  however,  approach  the  station  with 
proper  care,  nor  with  sufficiently  reduced  speed  to  bring 
his  train  to  a  stand  at  the  stop  signal 

He  had,  however,  received  an  "all  right"  distant 
signal  for  No.  1  cabin,  and  assumed  that  as  he  was  not 
booked  to  stop  at  Kilmarnock  he  would,  therefore,  have 
a  clear  road  through  the  station  on  the  up  main  line ; 
but  in  view  of  the  Company's  regulations  which  should 


have  governed  his  rate  of  speed  this  did  not  absolve 
him  from  blame* 

At  the  same  time,  it  was  clear  that  the  receipt  of  an 
''all-right''  distant  signal  was  distinctly  misleading,  and 
the  Inspecting  Officer  was  of  opinion  that  the  signalman 
in  No.  2  box  was  to  blame  for  this,  as  he  appeared  to 
have  accepted  the  train  in  error  by  the  '*iine  clear" 
instead  of  the  '*  section  clear  "  signal.  The  signalmen  in 
No.  1  box,  however,  showed  want  of  judgment,  as  they 
had  in  full  view  of  them  the  distant  signal  of 
No.  2  cabin,  and  so  long  as  that  signal  stood  at  danger 
they  should,  in  the  Inspecting  Officer's  opinion,  have 
kept  their  own  distant  signal  at  danger. 

In  conclusion,  the  Inspecting  Officer  called  attention  to 
the  danger  that  existed  from  the  complicated  system  of 
acceptance  signals  in  force  on  this  Company's  lines,  there 
being  four  different  signals  in  use  for  this  purpose. 

Gbeat  Nokthekn  : 

December  28th. — Just  after  a  passenger  train  had 
started  from  platform  line  E  at  King's  Cross  Station,  it 
was  run  into  by  a  goods  train  from  Farringdon  Street. 
Five  passengers  complained  of  injury. 

The  Inspecting  Officer  found  that  the  signalman  in 
the  West  box,  after  the  x^^evious  passenger  train  had 
left  the  suburban  line,  put  back  the  lever  working  the 
starting  signal  for  the  down  slow  line  and  reversed  the 
points  so  as  to  lead  to  the  down  main  No.  2  in  the 
usual  way,  but  owing  to  the  amount  of  smoke  and  steam 
hanging  about  under  the  bridge  in  which  the  signal  arm 
is  placed,  he  could  not  see  whether  the  arm  responded 
to*  the  lever,  and,  by  some  means,  the  signal  arm  stuck 
and  remained  off.  He  then  lowered  the  signal  for  the 
jpassenger  train  to  start  from  platform  E,  but  when  it 
had  started  on  to  No.  2  road  the  goods  train  was  passing 
slowly  through  the  station,  and  the  driver  finding  the 
signal  for  the  slow  line  (on  which  he  had  to  go)  off  for 
hmi,  proceeded,  and  as  the  points  were  set  for  No.  2 
road  his  train  came  into  collision  with  the  passenger 
train. 

The  Inspecting  Officer  pointed  out  that  owing  to  the 
wires  to  the  starting  signals  crossing  under  the  rails 
just  ahead  of  the  starting  signals  of  aU  the  lines,  a  large 
quantity  of  ashes  and  sand  was  dropped  by  engines 
fldong  the  rails  over  the  wires,  which  found  its  way 
through  the  joints  of  the  trunking  protecting  them,  and 
he  thought  that  some  cinder  must  have  caused  the  wire 
to  jam  in  one  of  its  supports.  It  was  impossible  to 
inspect  these  wires  except  when  there  was  no  traffic,  but 
for  the  reasons  given  they  should  be  inspected  frequently 
and  the  supports  kept  as  clean  as  possible.  As  the 
starting  signals  for  the  suburban  line  were  frequently 
obscured  by  smoke  and  steam  from  an  engine  standing 
at  the  starting  signals  of  an  adjoining  line,  he  thought 
that  the  Company  should  consider  tiie  advisability  of 
fitting  repeaters  for  them  in  the  signal-box,  so  that  the 
signalman  might  see  at  a  glance,  under  any  conditicms, 
whether  the  semaphore  arm  responds  to  the  lever  working 
it. 

I^ANCASmitE  AND  TORKSHIBE  : 

November  5th. — In  consequence  of  the  Burnley  branch  ' 
lines  being  blocked,  owing  to  an  accident,  a  passenger 
train  from  Preston  to  Todmorden  was  being  brought 
ir^to  the  station  from  No.  4  signal-box  on  the  up  main 
line,  and  was  by  accident  turned  into  the  up  loop  line, 
where  it  came  into  collision  with  a  goods  trun  from 
Rose  Grove  to  Leeds.  Three  passengers  complained  of 
injury. 

The  Inspecting  Officer  found  that  this  collision,  which 
occurred  during  a  thick  fog,  was  caused  by  the  signal- 
man in  No.  4  box  mistaking  two  adjacent  levers  in  the 
frame  when  he  looked  along  it  to  see  if  the  road  waa 
rightly  set  for  the  train  to  be  drawn  into  the  station. 
The  fog  was  so  thick  that  he  could  not  see  the  points 
themselves. 

It  was  unfortunate  that  there  were  no  set-back  signds 
for  the  cross-over  road  to  indicate  to  which  road  the  train 
was  travelling ;  had  there  been  these  signals  they  would 
have  been  so  interlocked  with  the  points  of  the  up  loop 
that  it  would  have  been  impossible  to  have  pulled  off  the 
signal  for  setting  back  on  to  the  up  main  line  while  the 
points  were  set  for  the  up  loop. 
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The  Inspecting  Officer  considered  that  as  goods  and 
4»mpty  carriage  trains  had  to  be  shunted  across  the  cross- 
over road  several  times  a  day,  the  Company  would  be 
well  adrised  to  add  the  necessary  signals  for  the  opera- 
tions inyolred.  He  understood  that  these  would  have 
been  erected  before,  but  for  the  fact  that  the  box  was  a 
very  old  one,  and  that  there  was  a  probability  of  large 
altemtioas  being  undertaken  at  Todmorden. 

November  5th. — ^As  a  Lancashire  and  Yorkshire  Com- 
pany's paraenger  train  from  Southport  to  Manchester 
was  standing  at  the  home  signals  of  Windsor  Bridge 
No.  3  box,  it  was  run  into  from  behind  by  a  Midland 
Oompany's  train  from  Blackburn  to  Manchester.  One 
passenger  complained  of  injury. 

In  the  case  of  this  collision  which  occurred  during  a 
tlick  fog,  the  evidence  as  to  the  position  of  the  signals 
for  the  ^dland  train  was  conflicting,  but  the  Inspecting 
(MIcer  considered  that  the  driver  iSd.  pass^  the  signals 
^  danger  without  taking  steps  to  reduce  speed,  and  that 
apart  from  the  question  of  the  signals  it  was  evident 
that  this  driver  was  not  running  in  as  careful  a  manner 
as  he  should  have  done,  considering  the  thick  fog  that 
prevailed. 

December  14th.— At  Chew  Moor,  Westhoughton,  a 
passenger  train  from  Manchester  to  Southport  ran  into 
the  rear  portion  of  a  coal  train  which  was  setting  back  on 
the  down  loop  line,  but  which  came  out  on  to  the  down 
main  line  instead  of  going  towards  the  buffer  stops  at 
the  dead  end  of  the  loop  line,  through  the  failure  of  the 
timiling  points  in  the  down  loop  line  to  reverse  when  the 
lever  woriring  them  was  put  back  in  the  fztune. 

Eleven  passengers  complained  of  injuries,  and  the 
fireman  of  the  passenger  ^in  was  also  injured. 

The  Inspecting  Officer  found  that  this  collision  was 
caused  by  an  occurrence  of  'an  unusual  kind,  viz.,  by 
the  rodding  between  the  trailing  points  in  the  down  loop 
line  and  the  crank  on  the  far  side  of  the  lines  becoming 
-disconnected  at  the  adjusting  barrel,  which  was  situated 
close  by  the  points  in  the  6-foot  space  between  the  down 
loop  line  and  the  down  main  line. 

The  facing  points  leading  from  the  down  main  line  to 
the  down  loop  and  the  corresponding  trailing  points  in 
the  down  loop  which  formed  the  trap  point**  of  tlie  latter 
line  were  worked  by  the  same  lever,  so  that  when  the 
facing  points,  after  the  coal  train  had  gone  into  the  loop, 
were  set  again  for  the  down  main,  the  trailing  points 
were  left  set  to  lead  out  from  the  down  loop  on  to  the 
down  main  owing  to  the  disconnection  of  the  rodding 
«bove  mentioned. 

The  Inspecting  Officer  considered  that  the  disconnec- 
tion of  the  rodding  at  the  adjusting  barrel  must  have 
been  due  to  there  being  hardly  any  of  the  screw  threads 
on  the  rodding  encaging  with  the  screw  threads  in  the 
barrel,  as  when  subsequently  examined  the  rodding  was 
found  to  fit  well  in  the  barrel  and  not  loose  in  any  way, 
and  no  threads  were  found  to  be  stripped. 

The  duty  of  examining  the  connections  to  the  points  at 
Chew  Moor,  including  the  adjusting  barrel  in  question, 
belonged  to  the  signal  fitters,  and  the  usual  man  ex- 
amine them  on  October  90th.  He  stated  that  he  then 
let  the  rodding  out  of  the  barrel  about  a  quarter  of  an 
inch,  an4  that  he  thought  that  there  was  about  two 
inches  of  screw  thread  at  the  end  of  the  rodding  engaging 
in  the  barrel  on  that  date. 

On  December  13th,  the  day  before  the  mishap,  this 
man's  duties  were  being  taken  by  another  signal-fitter, 
who  omitted  to  examine  the  adjusting  barrd.  He  stated 
thai  he  did  not  think  it  necessary  to  do  so,  as  the  points 
worked  all  right  and  fitted  well  against  the  rails  on 
either  side. 

The  Inspecting  Officer  was  not,  however,  inclined  to 
put  all  the  blame  on  the  man  who  should  have  examined 
the  adjusting  barrel  the  d&y  previous  to  the  collision, 
but  who  omitted  to  do  so.  He  thought  it  practically 
certain  that  there  could  have  been  hardly  any  screw 
thread  engaging  after  the  barrel  was  adjusted  by  the 
usual  signal-fitter  on  October  30th,  who  let  the  rod 
out  of  the  barrel  for  a  length  of  about  a  quarter  of  an 
inch  on  that  day. 

He  thought  it  would  be  an  improvement  to  the  adjust- 
ing barrels  if  the  slits  were  increased  in  len^j^th  up  to 
the  commencement  of  the  screw  threads  at  each  end,  as, 
unless  the  rodding  were  screwed  an  inch  and  a  half  into 
the  barrel  beyond  the  screw  threads,  or  over  four  inches 


in  all,  a  fitter  had  to  judge  by  the  amount  of  screw 
thread  on  the  rodding  showing  outside  the  barrel  as  to 
what  length  of  screw  thread  was  engaging  with  the  screw 
thread  in  the  barrel,  and  if  the  actual  length  of  thread 
on  the  rodding  was  not  the  usual  amount,  viz.,  six 
inches,  he  might  be  deceived. 

London  and  South  Westbbn  ; 

October  21st. — ^As  a  passenger  train  from  Twickenham 
to  Cli^ham  Junction  was  sitanding  in  Ckinneisbury 
Station  on  the  up  loop  platfoim  line,  an  empty  carriage 
train  which  was  being  propelled  from  the  down  branch 
line  into  the  up  loop,  collided  with  the  rear  vehicle  of 
the  standing  passenger  train. 

Five  passengers  complained  of  slight  injury  and  shock. 

The  Inspecting  Officer  found  that  this  collision,  which 
occurred  during  a  fog,  was  due  to  a  mistake  on  the 
part  of  the  signalman  in  the  west  cabin  at  Qunnersbury. 
who  thought  that  he  had  heard  the  clearance  signal  for 
the  Twickenham  train  on  his  instrument,  and,  therefore, 
aJlowed  the  empt^  train  to  be  propelled  into  the  up 
loop  while  the  Twickenham  train  was  still  there.  Had 
he  looked  at  his  indicator,  he  would  have  known  that 
the  loop  was  still  occupied. 

Owing  to  the  fog  the  shunter  in  charge  of  the  opera- 
tion, who  was  riding  in  the  guard's  compartment  at  the 
leading  end  of  the  empty  train,  did  not  see  the  Twicken- 
ham train  until  he  was  within  ten  yards  of  it,  and  he 
is  partly  to  blame,  as  he  failed  to  make  use  of  either 
hand  or  vacuum  brake  when  he  saw  that  the  collision 
was  immin^mt. 

November  6th. — ^An  up  passenger  train,  belonging  to 
the  Metropolitan  District  Railway  Company,  came  into 
collision  with  the  rear  of  an  up  passenger  train  of  the 
London  and  South  Western  Railway  Company,  as  the 
latter  was  standing  at  the  up  platform  in  Tumham 
Green  Station. 

Two  passengers  complained  of  injury  from  shock,  and 
the  guard  of  the  District  train  suffered  from  contusion. 

The  Inspecting  Officer  found  that  there  was  a  denoe 
fog  at  the  time  the  collision  occurred,  and  that  it  was 
impossible  from  the  signal  cabin  to  see  the  tail  lights 
of  the  South  Western  train  as  it  stood  at  the  platform. 

The  signalman  signalled  the  departure  of  this  train, 
forgetting  to  pull  "  off  "  the  starting  signal  to  allow  it  to 
proceed.  The  train  was,  therefore,  held  at  the  station, 
while  the  signalman  concluded  it  had  left.  When,  after 
accepting  the  District  train,  he  found  that  he  could  not 
lower  the  home  signal,  the  lever  of  which  was  locked  as 
the  starting  signal  had  not  been  used,  this  man  assumed 
there  had  been  a  failiure  in  the  electrical  interlocldng. 
By  means  of  his  release  key,  he  freed  the  lever  of  the 
electrical  lock,  and  was  thereby  enabled  to  lower  the 
home  signal,  and  authorize  the  District  train  to  enter 
the  station.     The  collision  resulted. 

The  primary  cause  of  the  accident  was,  ther^ore,  the 
irregular  method  of  signalling  the  departure  of  a  train 
before  it  had  left  the  station,  or  was  ready,  apparently, 
to  leave  the  station.  The  immediate  cause  was  the  im- 
proper use  of  the  release  key. 

The  fuU  responsibility  for  the  collision,  therefore, 
rested  on  the  signalman. 

The  Ini^>ecting  Officer  suggested,  for  the  consideration 
of  the  Company,  whether  it  would  not  be  advisable  at 
stations  like  Tumham  Green,  where  the  use  of  the 
release  key  is  only  necessary  in  the  case  of  a  failure 
in  the  electrical  interlocking,  to  place  the  key  in  charge 
of  one  or  other  of  the  station  officials  rather  than  to 
leave  it  in  the  uncontrolled  charge  of  the  signalmen. 

MSTBOPOUTAN  : 

February  19th. — While  a  down  Metropolitan  train 
from  New  Cross  was  standing  at  the  down  platform  at 
Baker  Street  Station,  the  foUowing  down  Metropolitan 
train  from  Aldgate  was  allowed  to  enter  the  same  section, 
and  collided  with  the  rear  of  the  standing  train.  Four- 
teen passengers  were  injured. 

The  Inspecting  Officer  found  that  the  chief  respon- 
sibility for  this  coUision  rested  with  the  signalman  at 
Baker  Street  Station,  who  neglected  to  properly  carry 
out  the  Company's  instructions  for  the  electric  locking 
of  signals,  and  was  using  the  key  of  his  instrument  in  a 
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mtnner  mt  variance  with  those  instructionB.  It  was 
his  duty  to  see  that  the  disc  indicating  that  the  New 
Gross  train  was  on  the  line  was  locked  in  position  after 
he  pressed  the  key  of  his  instrument  to  admit  it,  but  he 
did  not  do  so,  and  as  the  instrument  had  failed  to  act 
properly  he  found  on  looking  at  it  when  receiving  the 
signals  for  the  Aldgate  irain,  that  it  was  indicating 
«  Une  clear." 

It  appeared,  however,  that  within  recent  years  the 
instrument  in  question  was  the  only  one  on  which  a 
failure  of  the  land  had  been  known  to  occur,  and  the 
Inspecting  Officeiv  elidited  that  isulbbequentjiy  to  the 
accident  an  adjustment  of  this  instrument  was  made. 
He  considered  it  to  be  a  matter  of  first  importance  that 
signalling  instruments  of  the  kind  should  be  maintuned 
at  the  highest  pitch  of  adjustment,  i.p.,  that  not  only 
should  the  instrument  be  in  serviceable  condition  when 
subjected  to  most  careful  manipulation,  but  that  all 
possible  means  should  be  taken  to  prevent  a  failure 
occurring  through  a  comparatively  careless  use  of  it. 
The  case  proved  what  reliance  was  placed  by  a  signalman 
on  these  instruments,  and  the  inevitable  tendency  to 
accept  them  as  infallible.  The  greater,  therefore,  was 
the  need  for  maintaining  the  instruments  in  the  most 
accurate  adjustment. 

It  was  apparent  that  this  was  not  the  condition  of  the 
intrument  concerned  at  the  time  of  the  accident,  since  a 
simple  adjustment  subsequent  to  the  accident  had  the 
desired  effect  It  was  difficult,  therefore,  altogether  to 
exculpate  the  Company's  officers  responsible  for  the 
condition  of  the  instruments  from  blame  in  the  matter, 
and  in  the  opinion  of  the  Inspecting  Officer  they  must 
share,  in  a  minor  degree,  the  responsibility  for  the 
accident. 

The  Inspecting  Officer  was  informed  that  action  had 
now  been  taken  in  regard  to  the  adjustment  of  these 
instruments,  and  fresh  instructions  drawn  up  to  meet  the 
case,  and  he  had  no  doubt  that  the  result  would  render 
the  occurrence  of  a  similar  accident  highly  improbable. 

Midland: 

April  16th. — ^In  this  case,  while  a  passenger  train  from 
King's  Norton  to  Birmingham  was  standing  at  the  up 
iJatform  at  King[s  Norton  Station,  a  soods  train  from 
Halesowen  to  King's  Norton  was  allowed  to  draw 
forward  into  the  Fame  section,  and  collided  with  the 
rear  of  the  passenger  train.  The  collision  was  a  very 
slight  one,  and  only  one  passenger  complained  of  shock. 

The  signalman  allowed  the  goods  train  to  draw  forward 
behind  the  passenger  train  for  the  purpose  of  backing 
into  the  sidings,  but  the  goods  train  was  longer  than  was 
anticipated,  and  while  the  driver  and  fireman  were  look- 
ing back  for  the  guard's  signal,  the  collision  occurred. 

The  Inspecting  Officer  found  that  the  signalman  must 
bear  the  responsibility  for  this  accident,  in  that  he  ex- 
ceeded his  instructions  in  permitting  a  goods  train  to 
enter  the  station  whilst  it  was  in  occupation  by  a 
passenger  train,  and  failed,  further,  to  stop  and  verbally 
caution  the  driver  of  the  goods  train  of  the  presence 
of  the  passenger  train  in  foont  of  him. 

The  case,  although  one  of  small  importance  as  regards 
injurious  results,  illustrated  the  danger  that  arises  from 
irregular  working  and  from  allowing  instructions  to  fall 
into  disuse,  and  the  necessity  of  insisting  upon  the  strict 
observance  of  rules  and  regulations  by  station  masters 
and  signalmen. 

NOBTH  E1.8TBBM: 

January  18th. — As  a  passenger  train  from  Leeds  to 
Hull  was  entering  one  of  the  platform  lines  at  the 
Paragon  Station,  it  came  into  collision  with  a  pilot 
engine,  which  had  just  previously  been  admitted  to  that 
line,  and  had  been  coupled  up  to  a  train  of  empty 
coaches  for  the  purpose  of  drawing  it  out  of  the  station. 
The  driver  and  fireman  of  the  pilot  engine  were  both 
slightly  bruised,  and  six  passengers  in  the  Leeds  train 
miMie  complaints  of  personal  injuries. 

The  Inspecting  Officer  found  that  this  collision  was 
entirely  due  to  a  mistake  on  the  part  of  the  signalman, 
who,  when  admitting  the  passenger  train  to  the  station, 
pulled  over  the  wrong  point  lever  and  set  the  road  for  the 
line  on  whih  the  empty  train  was  stending,  and  after- 
wards loweriHl  the  signal  for  that  line. 


April  26th. — In  this  case,  as  an  up  goods  train, 
consisting  of  an  engine,  tender,  one  waggon,  and  a 
brake-van,  was  crossing  at  Cross  Gates  from  ihe 
Weatherby  up  line  to  the  Leeds-Selby  up  line,  it  was 
run  into  by  an  up  coal  train,  which  was  proceeding 
along  the  last-mentioned  line. 

The  guard  of  the  goods  train,  seeing  the  collision 
imminent,  jumped  from  the  train,  and  ^e  waggon  fell 
on  him,  inflicting  injuries  from  which  he  died. 

The  Inspecting  Officer  found  that  this  accident  must 
be  entirely  attributed  to  the  mistake  made  by  the  driver 
of  the  goods  train  in  acting  on  a  signal  wluch  he  well 
knew  did  not  apply  to  his  own  line.  The  mistake  was 
unaccountable,  as  the  view  of  the  two  signals  was  good, 
and  there  was  nothing  in  their  position  or  arrangement 
to  lead  to  such  a  mistake  being  made. 

August  7th. — ^As  a  down  excursion  train  fron^  Leeds 
to  Whitby  was  running  through  Qrosmont  on  the  down 
main  line,  it  came  into  collision  with  three  waggons  and 
a  brake  van,  which  had  been  detached  frcnn  an  up  goods 
train  from  Whitby  to  York,  and  had  been  shunted  on  to 
that  line. 

Fortunately,  the  driver  of  the  excursion  train  saw 
the  waggons  standing  on  the  line  in  time  to  reduce  his 
speed,  so  that  the  results  were  not  as  serious  as  they 
would  otherwise  have  been.  The  driver  and  fireman  of 
the  excursion  train  were  both  slightly  injured,  but  only 
one  4>assenger  complained  of  injury. 

The  In£^)ecting  Officer  found  that  this  collision  was  due 
to  the  signalman  having  acc^ted  the  excursion  train 
from  the  box  in  rear  on  the  down  main  line,  and 
having  lowered  all  his  signals  for  it,  forgetting  that  there 
were  some  vehicles  at  the  time  standing  on  that  line. 

This  signalman  omitted  to  comply  with  three  of  the 
Company's  rules  ;  he  did  Aot  send  the  blocking  back 
signal  when  he  obstructed  the  main  line  by  shunting 
waggons  on  to  it ;  he  accepted  a  light  engine,  when  the 
line  was  obstructed,  with  tiie  ''  line  clear '  signal  instead 
of  with  the  '*  section  clear  but  station  blocked  "  signal ; 
and,  when  the  signal  for  the  light  engine  was  cancelled 
by  the  signalman  in  the  box  in  rear,  he  accepted  the  down 
excursion  train  under  the  same  circumstances  when  he 
was  not  justified  in  accepting  it  at  all. 

The  Inspecting  Officer  pointed  out  that  the  practice 
of  shunting  vehudes  on  to  a  running  line  and  leaving 
them  standing  there,  as  was  done  on  this  occasion,  had 
frequently  in  the  past  led  to  accidents,  and  that  it  was 
one  which  Companies  should  endeavour,  as  far  as  pos- 
sible, to  avoid. 

November  24th. — ^In  this  case,  as  a  Chreat  Northern 
empty  passenger  train  was  being  crossed  from  the  down 
to  the  up  line  by  means  of  the  cross-over  road  at  the 
east  end  of  Castleford  Station,  its  two  rear  vehicles 
came  into  collision  with  the  engine  of  a  North  Eastern 
special  passenger  train  which  was  running  through  the 
station  on  the  down  line. 

The  guard  of  the  Great  Northern  train,  who  was  riding 
in  the  brake-van  at  the  time  of  the  collision,  was  seriously 
injured. 

The  Inspecting  Officer  found  that  this  collision  was 
due  to  the  fact  of  the  driver  of  the  North  Eastern  train 
not  having  exercised  due  caution  in  approaching  the 
Castleford  Gates  box,  and  to  his  having  run  past  both 
the  Gates  box  and  the  Station  box  without  ascertaining 
that  the  signals  were  off  for  him  ;  and  that  the  respon- 
sibility for  this  accident  must,  therefore,  rest  on  him. 
At  the  time  of  the  collision  he  had  been  on  duty  for 
eight  and  a  half  hours,  but  his  booked  hours  for  the  day 
were  11  hours  99  minutes  ;  this  was  longer  than  a  driver 
should  be  called  upon  to  work,  and  the  Inspecting 
Officer  considered  that  the  Company's  attention  should 
be  drawn  to  this  point. 

It  was  probable  that  the  signalmen  in  the  Gates  and 
the  Station  boxes  committed  errors  in  judgment  in  not 
asking  for  the  services  of  fog-men  on  this  day ;  but,  aa 
it  was  clear  from  the  evidence  that  the  fog  on  this  occa- 
sion was  of  a  very  variable  and  shifting  nature,  it  waa 
impossible  for  anyone  who  was  not  actually  on  the  spoi 
at  the  time  to  form  a  definite  opinion  on  this  point,  and 
the  signalmen  must,  therefore,  be  given  the  benefit  of 
the  doubt. 

The  only  other  point  in  connection  with  this  accident 
which  appeared  to  call  for  remark  was  the  brake  power 
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oi  the  North  Eaatem  tndn;  this  tndn  was.  according 
to  the  Board  of  Trade  scale,  equal  to  nine  yenides,  and, 
as  it  was  running  more  than  10  miles  without  a  stop, 
the  Company  was  authori2sed  to  have  on  it  only  one  and 
a-half  unbraked  vehicles ;  its  unbraked  vehicles,  accord- 
inff  to  the  same  scale,  were  e^ual  to  two,  t.e.,  half  a 
vehicle  in  excess  of  the  authorized  allowance. 

This  fact  appeared  to  have  been  clearly  recognized 
both  by  the  foreman,  who  was  acting  on  that  day  as 
station-master  at  Normanton,  where  the  train  was  made 
up,  and  by  the  guard  who  took  over  charge  of  the  train 
from  him.  Both  of  these  officials  were  to  blame  for 
allowing  the  train  to  start  from  Kormanton  when  its 
composition  was  not  in  accordance  with  the  Company's 
roles,  which  were  in  strict  agreement  with  the  B(^rd  of 
Trade  requirements. 

PxBTH  Oenzral  Station  : 

May  2l8t. — ^After  a  North  British  up  passenger  train 
had  started  from  No.  2  dock  line  at  Ihe  south  end  of 
the  station,  and  was  running  through  the  trailing  points 
giving  access  to  the  up  main  line,  a  Caledonian  up 
express  cattle  train  £rom  Brechin,  which  was  passing 
through  the  station  on  the  up  main  line,  collided 
with  the  first-named  train  on  tiie  crossing.  No  one  was 
injured. 

The  Inspecting  Officer  found  that  this  collision  was 
due  to  the  want  of  caution  and  comparatively  high 
speed  with  which  the  driver  of  the  cattle  train  allowed 
his  train  to  pass  through  Perth  station,  causing  him 
to  pass  two  signals  at  dimger. 

The  signalman  in  the  up  centre  cabin  had  accepted 
the  cattle  train  and  pulled  off  his  signals  before  getting 
the  acceptance  of  tne  box  in  front.  The  Inspecting 
Officer  considered  tiiis  very  unsatisfactory,  for  it  was 
contrary  to  all  rules  and  procedure  for  a  signalman  to 
poll  off  a  signal  for  a  tram  to  pass  out  of  his  contirol 
without  previously  obtaining  permission  from  the  section 
in  front. 

Block-working  was  not  in  force  betwen  the  centre 
cabin  and  those  at  ^ther  end  of  the  station,  and  trains 


were  signalled  under  the  instructions  of  the  Joint  Com- 
mittee by  an  elaborate  electric  bell  code.  In  addition, 
there  was  telephonic  communication  between  the  cabins. 
This  bell  code  was  prepared  at  the  suggestion  of  Lieut. - 
Col.  Yorke,  and  the  present  revise  had  been  in  force 
since  6th  March,  1900.  In  this  code,  the  acceptance  by 
all  the  signal-cabins  of  a  train  by  the  "  Section  clear,  but 
station  or  junction  blocked''  signal  was  indicated  by 
three  pause,  five  pause,  five  beats  on  the  beU.  There 
was  a  foot-note  to  the  table  oi  instructions  'as  follows  : — 

"Trains  to  be  stopped  and  cautioned.^— The  rule  that 
passenger  and  other  trains  approaching  the  station  must 
be  stopped  and  the  drivers  warned  when  the  section 
ahead  is  partlv  occupied,  must  be  strictly  adhered  to  by 
all  concerned. 

In  the  face  of  this  printed  table  of  bell  signals  which 
was  hung  up  in  all  the  signal  cabins,  three  signalmen,  in 
charge  of  two  out  of  the  four  cabins  at  Perth  Station, 
stated  that  this  warning  signal  was  never  used  for  the 
acceptance  of  trains  between  the  two  cabins,  though 
instructions  to  this  effect  had  been  in  force  for  15 
months. 

Having  in  view  the  report  by  Lieut. -CoL  Yorke  on  the 
accident  that  occurred  at  Perth  Station  on  the  19th 
September,  1899,  the  existence  of  the  old  method  of 
procedure  for  the  acceptance  of  trains,  notwithstanding 
the  issue  of  instructions  to  the  contrary,  proved  that  the 
mere  issue  of  printed  instructions,  without  supervision, 
was  not  sufficient  to  ensure  obedience  on  the  part  of  the 
signalmen  at  Perth  Station,  and,  further,  that  such 
neglect  of  instructions  should  continue  for  15  months 
argued  that  the  control  exercised  by  the  Station  Super- 
intendent regarding  the  signalling  of  trains  was  in- 
effective. 

The  Inspecting  Officer  suggested  for  the  consideration 
of  the  Joint  Committee  that  in  the  case  of  Perth  Station, 
the  same  rules  regarding  the  approach  to  and  passage  of 
trains  through  the  station  should  be  made  binding  on  all 
the  railway  companies  concerned,  and  that  a  bmit  of 
speed  should  be  laid  down  for  trains  travelling  on  the 
main  lines. 


G. — Collisions  between  Engines  or  Trains  meeting  in  opposite  directions. 
No  inquiries  were  held  into  collisions  occurring  under  this  head. 

H. — Accidents  at  Level  Crossings  of  two  Railways. 
No  accident  occurred  under  this  head. 

\ — Accidents  in  consequence  of   Engines  or  Trains  being  wrongly  turned  into  Sidings 

or  otherwise  through  Facing  Points. 

No  inquiries  were  held  into  accidents  occurring  under  this  head. 

J. — Accidents  occurring  on  Inclines. 
No  inquiries  were  held  into  accidents  occurring  under  this  head. 


K. — Trains  on  Fire. 

An  inquiry  was  held  into  one  accident  occurring  under  this  head.     The  fire  occurred 
on  an  electric  train  and  was  due  to  a  detect  in  one  of  the  motors. 


LlVXRPOOL  OVBRHXAD  ElXCTBIC  : 

December  23rd.— As  a  train  was  approaching  Dingle 
Station  it  came  to  a  stand  in  the  tunnel  about  80  yards 
from  the  platform,  owing  to  the  failure  of  the  rear 
motor.  The  driver  made  several  attempts  to  restart 
the  train,  but  without  success.  Each  time  the  current 
was  switched  on  a  vivid  flash  was  produced,  which 
ended  in  setting  fire  to  the  woodwork  of  the  rear  coach. 

A  gale  of  wind  was  blowing  from  the  west,  that  is, 
from  the  mouth  of  the  tunnel  towards  the  station,  which 
caused  the  fire  to  spread  from  carriage  to  carriage,  until 
the  whole  train  was  enveloped  in  flames. 

1184t 


There  were  29  passengers,  who,  when  the  train  first 
came  to  a  stand,  were  urged  by  the  driver  and  guard  to 
keep  their  seats,  as  there  was  no  danger.  The  driver 
and  guard  seem  to  have  made  some  futile  attempts  to  put 
out  the  tire,  but  it  soon  became  apparent  that  the  tire 
had  obtained  the  mastery,  and  the  passengers  found  it 
necessary  to  alight.  They  had  only  80  yards  to  walk  in 
order  to  reach  the  station,  and  the  majority  of  them 
appeared  to  have  gone  to  their  homes  without  any  delay, 
and  to  have  suffered  no  ill  effects  from  the  fire.  A  few, 
however,  remained  behind,  presumably  to  watch  ths. 
progress  of  the  conflagration  and  the  result  of  the  effortt 
to  control  it 
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A  station-forenum  and  a  car-cleaner  who  were  on  duty 
in  the  station  were  soon  called  to  the  spot,  and  with  the 
driver  and  guard  did  what  they  could  in  the  first  instance 
to  control  the  fire,  and  when  Una  was  seen  to  be  hopeless 
to  direct  the  passengers  to  the  exit  from  the  station. 
About  ten  minutes  after  the  outbreejc  telephonic  mes- 
sages were  sent  to  the  generating  station  to  cut  off  the 
current.  The  current  was  at  once  cut  off,  but  it  was  too 
late  to  be  of  any  serrice  so  far  as  the  fire  was  con- 
cerned, and  the  only  effect  of  this  measure  was  to 
plunge  the  station  into  darkness. 

The  fire  caused  dense  volumes  of  pungent  smoke  to 
arise  from  the  train,  due  no  doubt  partly  to  the  in- 
sulating material  in  and  around  the  electrical  machinery 
and  cables,  and  partly  to  the  burning  woodwork.  This 
was  driven  by  the  wind  along  the  under  mde  of  the 
arched  roof  of  the  station  into  the  staircase,  passage  (or 
subway),  and  booking  halL  As  the  flames  increased  so 
did  the  smoke,  which  was  doubtless  accompanied  by 
heated  gases — some  inflammable,  some  suffocating — and 
gradiudly  the  entire  tunnel  became  filled  with  the 
fumes. 

At  first  the  accumulation  of  smoke  above  their  heads 
and  the  fact  that  their  retreat  was  being  cut  off  appear 
to  have  escaped  the  notice  of  the  men  in  the  tunnel, 
intent  as  they  were  upon  the  efforts  to  save  the  train, 
and  when  those  passengers  who  had  lingered  realized 
their  position,  escape  by  the  stairs  had  become  almost 
impossible,  and  the  danger  was  intensified  by  the  dark- 
ness. Two  of  them  failed  to  make  their  escape,  and  their 
bodies  were  afterwards  found  at  the  foot  of  an  air-shaft. 
The  station-foreman  and  the  car-cleaner  referred  to  above, 
as  well  as  the  driver  and  guard  of  the  train,  also  lost 
their  lives. 

The  Inspecting  Officer,  who  was  assisted  at  his  inquiry 
by  the  Electrical  Adviser  to  the  Board  of  Trade,  found 
that  the  fire  was  due  to  a  defect  in  one  of  the  motors, 
and  would  have  been  productive  of  no  serious  danger  if 
the  driver  had  acted  with  a  moderate  degree  of  prudence. 
When  this  man  discovered  that  his  rear  motor  had 
failed,  his  duty  was  to  disconnect  the  rear  motor  by 
means  of  the  plug  provided  for  the  purpose  in  his  com- 


partment. He  should  then  have  run  into  the  station 
with  one  motor,  as  is  often  done.  For  some  reason  or 
other,  which  cannot  be  conjectured,  this  man,  instead 
of  disconnecting  the  defective  motor,  and  in  disregard 
of  the  warning  of  the  guard,  made  repeated  efforts  to 
bring  it  into  use,  the  result  being  that  before  long  the 
woodwork  of  the  rear  carriage  was  ignited  by  the  flashes 
produced  by  the  electric  arc  when  the  current  was 
switched  on  to  the  defective  motor.  While  the  driver 
was  so  employed,  both  he  and  the  guard  appeared  to  have 
told  the  passengers  to  keep  their  seats,  as  there  was  no 
danger. 

Both  these  men  and  the  station-foreman  seemed  to 
have  exhibited  a  lamentable  lack  of  judgment  in  this 
respect.  It  was  impossible  not  to  feel  that  the  sacrifice 
of  life  on  this  occasion  was  unnecessary  and  might  have 
been  easily  avoided.  If  the  passengers  had  been  hurried 
out  of  the  train,  as  soon  as  it  became  evident  that  it  had 
broken  down,  and  if  none  of  them  had  been  permitted 
to  loiter  about  the  station,  their  safety  would  have  been 
secured.  And  if  the  train  men  and  station-foreman, 
who  deserved  credit  for  their  efforts  to  prevent  the  fire 
from  spreading,  had  only  realised  sooner  that  the  train 
was  doomed,  they  too  had  ample  time  to  escape.  The 
cutting  off  of  the  current  did  no  good,  but  by  putting 
the  place  in  darkness,  rather  increased  the  difficulties 
and  danger  of  the  situation. 

The  Inspecting  Officer  pointed  out  that  the  circum- 
stances connected  with  this  fatal  occurrence  directed 
attention  to  the  advisability  of  removing  all  woodwork 
as  far  as  possible  from  the  neighbourhood  of  the  electric 
machinery  upon  railway  carriages,  and  of  adopting  for 
the  purposes  of  insulation  some  material  which  is  un- 
inflammable and  smokeless. 

He  also  considered  that  stations  situated  in  tunnels  on 
electric  railways  should  have  as  little  woodwork  about 
them  as  possible.  The  platforms  should  be  of  stone  or 
concrete,  and  buildings  such  as  signal-boxes  of  brick  or 
iron.  He  was  glad  to  be  able  to  report  that  the  Liver- 
pool Overhead  Bailway  Oompany  had  adopted  this  prin- 
ciple in  reconstructing  Dingle  Station,  there  being  now 
practically  no  woodwork  at  all  about  the  place. 


L. — Miscellaneous. 

Four  accidents  under  this  head,  by  which  2  persons  were  killed  and 
18  passengers  and  4  servants  were  injured,  formed  the  subject  of  inquiry. 

Three  of  these  accidents  were  caused  or  contributed  to  by  mistakes  or  negligence  on 
the  part  of  servants  of  the  Railway  Companies,  but  in  one  case  the  accident  was  primarily 
•caused  by  the  breaking  loose  of  a  portion  of  a  goods  train,  and  in  another  the  Inspecting 
Officer  called  attention  to  the  want  of  safety  precautions  at  a  level  crossing.  The 
fourth  case  arose  from  the  derailment  of  a  waggon  of  a  goods  train,  and  the  Inspecting 
Officer  could  not  say  definitely  what  caused  the  derailment. 


Oaledoniak  : 

May  14th. — ^While  a  Caledonian  goods  train  from 
Oushetfaulds  to  Carlisle  was  approaching  Gretna  Junc- 
tion on  the  up  main  line,  the  rear  portion  of  it  became 
derailed  and,  fouling  the  down  line,  collided  with  a 
Glasgow  and  South  Western  Company's  goods  train 
from  Carlisle  for  Glasgow. 

Although  the  effects  of  the  collision  were  serious  so 
far  as  the  rolling  stock  was  concerned,  the  personal 
injuries  were  surprisingly  small.  The  driver  and  fireman 
of  the  leading  engine  of  the  Glasgow  and  South  Western 
train  escaped  with  a  few  bruises,  and  the  brakesman  of 
the  Caledonian  train  was  thrown  down  in  his  van  and 
bruised  by  the  shock  of  the  collision. 

The  Inspecting  Officer  found  that  one  pair  of  wheels 
of  a  waggon  of  the  Caledonian  Company's  train  had  left 
the  rails  a  mile  or  so  north  of  Gretna  Junction,  and  that 
this  eventually  led  to  the  derailment  of  other  waggons 
and  to  the  parting  of  the  train  near  the  middle. 

He  could  not  say  definitely  what  caused  the  original 
derailment  of  the  pair  of  wheels  north  of  Gretna,  but  it 
appeared  that  one  of  the  waggons  near  the  middle  of 
tlio  train  was  loaded  with  cylindrical  steel  forgings  of 
^iiforent  weights  and  siises. 


The  waggon  was  an  ordinary  8-ton  goods  waggon,  and 
the  forgings  were  arranged,  each  with  one  end  on  the 
floor  of  the  waggon,  and  the  other  resting  on  and  pro- 
jecting beyond  the  end  of  the  waggon.     They  did  not 
appear  to  have  been  lashed  or  secured  in  position  in 
any  way.     It  was  not  improbable  that  the  raised  ends  of 
these  heavy  steel  Cylinders  at  some  time  during  the 
journey  rolled  to  one  side  of  the  waggon,  thus  throwing 
most  of  the  weight  to  one  side,  and  taking  it  off  the 
wheels  on  the  opposite  side.     Such  an  uneven  distribu- 
tion of  weight  would  render  the  derailment  of  the  waggon 
a  likely  thing  to  happen  especially  on  a  curve,  such  as 
exists  at  the  spot  where  the  first  marks  on  the  sleepen 
appeared,  and  although  it  was  not  possible  to  speak  with 
certainty,    it  was    highly   probable   that   this   was   the 
vehicle  that  first  left  the  rails.     If  this  conjecture  ware 
correct,  it  would  seem  that  sufficient  care  was  not  taken 
when  loading  the  steel  forgings,  so  to  secure  them    thai 
they  could  not  shift  their  position  during  the  journey. 

LANGASmnE   AND   YoBKSHIBB : 

October  24th. — ^As  a  down  goods  train  from  Low  Moor 
to  Leeds  was  passing  through  Bowling  Tunnel,  the  rear 
16  waggons  and  brake-van  broke  loose  through  the  dis- 
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conneetion  of  the  draw  bar  of  the  waggon  in  front, 
and  renaming  in  the  tunnel  were  run  into  from 
behind  by  a  down  goods  train  from  Low  Moor  to  Laister^ 
djke,  which  was  following  on  the  same  Hne. 

This  collision  caused  two  of  the  waggons  of  the  first 
tnin  to  foul  the  up  line  over  which  a  passenger  train 
from  Leeds  to  Manchester  was  just  about  to  pass,  with 
the  result  that  the  engine  and  some  of  the  carriages  of 
this  train  were  damaged. 

The  shock  to  the  passenger  train  wss  slight,  and  no 
one  complained  of  injury.  The  guard  of  the  goods  train 
for  Leeds  was  shaken  by  the  first  collision. 

The  Lispecting  Officer  found  that  the  blame  for  these 
eoUisiona  rested  with  the  signalman  at  Bowling  Junction 
box,  who  failed  to  carry  out  the  important  duty  of 
ascertaining  whether  the  rear  vehicle  of  the  first  goods 
train  had  a  tail  lamp  attached  to  it  when  it  passed 
his  box. 

It  was  impossible  to  say  what  caused  the  disconnection 
of  the  drawbar  of  the  waggon,  which  was  one  belonging 
to  private  owners. 


LoNPON'  AND  South  Wbstebn  : 

February  21st. — ^A  goods  engine  which  was  running 
light  from  Brentwood  to  Nine  Elms  on  the  up  line, 
collided  with  an  omnibus  which  was  being  driven  across 
the  railway  at  Grove  Park  Terrace  level  crossing,  near 
Ghiswick. 

There  were  three  occupants  of  the  omnibus  at  the 
time  of  the  accident,  the  driver,  the  conductor,  and  a 
timekeeper.  All  of  these  were  in  the  employ  of  the 
Omnibus  Company.  The  timekeeper  was  killed,  the 
driver  sustained  such  serious  fractures  that  he  succumbed 
two  days  afterwards,  and  the  conductor  was  severely 
injured. 

The  printed  instructions  for  the  gatekeepers  at  this 
level-crossing  referred  them  to  paragraphs  116  to  124  of 
the  Bailway  Hules  and  Regulations.  The  portions  of 
these  paragraphs  which  have  any  bearing  on  a  level- 
crossing  of  the  type  under  consideration,  viz.,  one  which 
is  not  a  block  post,  and  is  not  provided  with  fixed 
signals,  are  as  follows : 

118 The   gates   must   always   be    kept 

shut  across  the  roadway,  except  when  required  to  be 
opened  to  allow  the  line  to  be  crossed. 

119.  (o)  When  it  is  necessary  for  the  Hne  to  be 
crossed  at  a  place  which  is  not  a  block  signal  post, 
the  gatekeeper  must,  before  opening  the  gates,  satisfy 
himself  that  no  train  is  near.     .     .     . 

121.  Except  at  level-crossings  where  the  gates  op 
both  sides  of  the  line  are  opened  simultaneously,  the 
gate  towards  which  road  vehicles  ....  are  ap- 
proaching must  not  be  opened  until  the  opposite  gate 
has  been  first  opened,  so  as  to  allow  them  to  cross 
over  without  stopping  upon  the  line. 

124 Gatekeepers  and  others  in  charge 

of  gates if  sny  part  becomes  de- 
fective ....  must  request  the  nearest  plate- 
layer to  have  the  same  put  right,  and  the  matter  must 
be  reported  to  the  nearest  station-master. 

In  addition  to  these  printed  instructions,  there  appeared 
from  the  statements  of  the  two  gatekeepers,  to  have 
existed  verbal  instructions  to  the  effect  that  the  gates  were 
not  to  be  opened  after  a  warning  bell  signal  had  been 
received  for  the  approach  of  a  train  in  either  direction, 
until  that  particular  train  had  passed  the  crossing. 
Owing,  however,  to  the  increase  of  traffic  over  the 
crossing,  the  gatekeepers  appeared  during  the  last  six 
months  to  have  allowed  this  instruction  to  fall  into 
disuse,  at  least  as  regards  trains  approaching  from 
Chiswick  on  the  down  road.  There  could  be  no  doubt 
that  the  station-master  was  aware  of  the  change  made 
and  tacitly  at  least  consented  to  it.  It  was  only  fair 
therefore  to  assume  that  the  gatekeepers  were  acting 
under  authority  in  departing  from  their  former  practice, 
M  regards  the  approach  of  down  trains. 


It  was,  however,  unfortunately,  to  this  alteration  in 
the  method  of  working  the  gates  that  the  accident  was- 
attributable,  in  accoraance  with  the  evidence  of  the 
gatekeeper,  who  stated  that  he  heard  a  bell  signal 
sound  in  his  cabin  as  he  stood  on  the  crossing,  and! 
concluded  it  was  the  warning  signal  for  a  train  approach- 
ing on  the  dotcm.  Hne.  He  did  not  appear  to  have  recog* 
nized  the  number  of  beats  of  the  bell,  but  apparently 
assumed  the  signal  to  have  been  a  warning  signal  for  s 
down  passenger  train,  as  he  was  expecting  a  train  of  this 
description  lUb  that  time.  In  accordance  with  existing: 
practice,  he  therefore  opened  the  gates  for  the  passage 
of  the  omnibus.  It  was  difficult  to  understand  h9W,  if  he 
looked  both  up  and  down  the  line,  after  opening  one 
gate  and  hearing  the  signal,  he  failed  fo  see  the  light 
engine,  which  was  standing  at  the  up  advance  signal 
post. 

The  Inspecting  Officer  came  to  the  conclusion  that  the 
gatekeeper  had  not  used  all  the  means  in  his  power  to 
satisfy  himself  that  no  train  was  near,  when  he  pro* 
ceeded  to  open  the  gates  to  allow  the  omnibus  to  pass, 
in  that  he  failed  to  see  the  Hght  engine  when  it  was 
possible  for  him  to  do  so. 

It  was  evident  that,  at  a  level-crossing  of  this  descrip- 
tion, the  mere  repetition  of  a  bell  signal  in  a  gate- 
keeper^s  cabin  was  not  a  sufficient  indication  of  the 
approach  of  trains,  and  the  Inspecting  Officer  considered 
that  indicators  for  both  lines  showing  the  x>osition  of 
approaching  trains  should  be  provided  in  conjunction 
with  the  belL 

The  railway  company  appeared  to  have  recognized 
that  the  growth  of  the  traffic  over  the  level-crossing 
rendered  further  safety  precautions  advisable,  for  the 
directors  had  the  previous  year  sanctioned  the  erection 
of  new  gates  and  interlocking  signals,  and  the  work  was 
actuaUy  commenced  in  the  month  of  July. 

It  was  to  be  regretted  that,  when  in  November  the 
question  of  widening  the  crossing  was  raised  by  the  Urban 
District  Council,  the  Company,  after  recognizing  the 
advisabiHty  of  additional  precautions,  permitted  the 
scheme  to  be  postponed  on  so  small  an  issue. 

At  the  time  of  the  accident,  the  level-crossing  being 
provided  with  gates  and  gatekeepers  appeared  to  conform 
with  the  obligations  for  a  tum-pike  or  other  statute  road 
laid  down  in  the  Acts  of  1842  and  1845,  which  were  in 
force  at  the  time  this  railway  was  constructed.  It  did 
not.,  however,  conform  with  the  present  day  require- 
ments of  the  Board  of  Traiie  for  a  pubHc  road  level- 
crossing.  These  requirements  are  obHgatory  for  new 
railways,  but  are  not  necessarily  retrospective. 

Further,  the  Company  maintained  that  the  crossing  in 
question  was  not  a  pubUc  road  at  the  time  the  railway 
was  constructed,  but  an  accommodation  or  occupation 
level-crossing.  So  far  as  the  deposited  plans  for  the 
railway  were  concerned,  this  appeared  to  be  the  case. 
As  an  accommodation  or  occupation  level-crossing,  the 
requirements  of  the  Board  of  Trade  were  more  than 
fulfilled  in  that  the  Company  were  not  under  an  obHga- 
tion  to  provide  a  gatekeeper  for  such  crossings. 

NoRxn  Eastben: 

December  27th. — As  an  express  passenger  train  from 
York  to  Newcastle  was  running  into  No.  7  platform  line 
at  Newcastle  Station,  it  came  into  coUision  with  the 
buffer  stops  at  the  end  of  that  line.  The  speed  of  the 
train  at  the  time  of  the  collision  must  have  been  small, 
as,  though  the  buffer  stops  were  damaged  and  the  engine 
was  injured,  the  remainder  of  the  train  was  not  damaged 
in  any  way,  no  glass  being  broken.  No  passengers  were 
seriously  injured,  but  17  complained  of  slight  personal 
injuries. 

The  Inspecting  Officer  found  that  this  collision  was  due 
to  a  mistake  on  the  part  of  the  engine-driver  who  mis- 
took the  signal  for  No.  7  line  wliich  was  lowered  for 
him' for  that  of  No.  8  Hne  which  is  a  through  Hne,  and 
discovered  the  mistake  too  late  to  enable  him  to  bring 
his  train  to  a  stand  before  coming  into  collision  "w-ith  the 
buffer-stops. 
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The  following  is  a  SuMMARy  of  the  circumstances  which  contributed  to  the  accidents 
inquired  into  by  Inspecting  Officers  in  the  year  1901  in  comparison  with  the  ten 
preceding  years : — 


Oiroomstanoes  which  oontribnted  to  the 
Accidents  or  CoUisionB.* 


Number  of  Cases. 


1891. 


1892. 


Fracture  or  unlooBening  of  conp- 

XJLXXfikiS  •••  •••  •••  ••• 

Defective  maintenance  of  rolling- 

DlV/\ylV.  •••  •••  «••  ••• 

Oefective  maintenance  of  road  or 

«\  VlX^JsLiS  •••  •••  •«•  •*• 

Defective  construction  of  rolling- 

OL'v/v/A  •>•  •■■  •«•  ••• 

Defective  construction  of  road  or 

WwXi^o  •••  ••■  «■•  ••• 

Insufficient  or  defective  accom- 
modation for  the  requirements 
of  the  traffic 

Insufficient  establishment,  long 
hours,    or    inexperienced    ser- 

Inadequate  or  unsuitable  brake 
power       ...         ...         ...         .•>• 

Defective  arrangement  of  signals 
or  points,  or  want  of  or  de- 
fective locking-apparatus,  or 
want  of  safety-points  or  lock- 
ing-bars or  bolts 

Insufficient  or  inadequately  en- 
forced regulations  

Defective  system  for  securing  in- 
tervals between  trains,  or  want 
of  telegraph  communication  or 
of  block  system 

Negligence,  want  of  care,  or 
mistakes  of  officers  or  servants 

Excessive  speed,  having  regard 
to  engine,  road,  or  other  cir- 
cumstances 

Fog^  or  stormy  weather,  or 
snowstorms 

Other  or  doubtful  causes  ... 


12 


14 


8 


61 


16 


12 


1893. 


14 


38 


1894. 


37 


5 


1895. 


28 


3 

6 
2 


1896. 


3 


2 


3 


6 


56 


3 


1897. 


14 


46 


5 


1898. 


6 


38 


3 


1899. 


3 


47 


3 


1900. 


57 


13 


1901. 


56 


10 


8 


38 


8 

10 
4 


•  The  above  summary  of  the  circumstances  which  were  the  causes  of  or  contributed  to  the 
accidents  and  collisions  inquired  into  for  the  years  1891  to  1901  shows  an  excess  over  the  number 
of  the  accidents  and  collisions,  inasmuch  as  a  large  number  of  them  arose  from  more  than  one 
of  the  causes  above  enumerated. 
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Of  the  44  train  accidents  into  which  inquiries  were  held,  the  largest  number  occurred 
on  the  following  railways,  viz. : — 

Length  of        m^.    m;i^o«.^ 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  t 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


at  Dec.  1901. 

in  the  Year. 

1,654 

i  31,579,435 

666 

118,282,375 

832 

'23,315,660 

911 

117,800,138 

956 

16,985,047 

1,441 

48,061,501 

400 

7,092,924 

1,109 

21,703,979 

1,074 

5,750,186 

8  on  the  North  Eastern 

6  on  the  Lancashire  and  Yorkshire 

4  on  the  Great  Northern 

4  on  the  London  and  South  Western 

3  on  the  Caledonian 

3  on  the  Midland 

2  on  the  Glasgow  and  South  Western 

2  on  the  Great  Eastern 

2  on  the  Great  Southern  and  Western  (Ireland) 
^Of  the  remaining  10  accidents  not  more  than  one  occurred  on  any  one  railway. 

In  connection  with  this  table  it  should,  however,  be  noticed  that  accidents  taking 
place  upon  any  one  particular  railway  may  occur  to  trains  belonging  to  other  Companies, 
and  may  not  be  caused  by  any  fault  of  the  Company  owning  the  line. 

Accidents  generally  to  Servants  of  Railway  Companies  and  Contractors.* 

14  railway  servants  were  killed  and  571  injured  whilst  employed  in  the  coupling 
and  uncoupling  of  vehicles  ;  74  were  killed  and  1,738  injured  whilst  employed  in  various 
other  shunting  operations,  making  a  total  of  88  killed  and  2,309  injured  while  shunting  ; 
20  were  killed  and  109  injured  by  being  caught  between  vehicles  ;  9  were  killed  and 
64  injured  by  falling  or  being  caught  between  trains  and  platforms,  walls,  &c. ;  95  were 
killed  and  117  injured  whilst  working  on  the  permanent  way  and  sidings  ;  and  164  were 
killed  and  301  injured  whilst  walking,  crossing,  or  standing  on  the  line  on  du^.  The 
total  niunber  of  railway  and  contractors'  servants  killed  and  injured  in  the  course  of  railway 
traffic,  exclusive  of  accidents  to  trains,  was  503  killed  and  4,087  injured.  Of  these,  20  of 
the  killed  and  29  of  the  injured  were  contractors'  servants. 

The  following  is  a  comparative  statement  relating  to  the  number  of  railway  servants 
killed  And  injured  whilst  employed  in  shunting  operations,  including  the  coupling  and 
uncoupling  of  vehicles,  for  the  years  1892  to  1901  inclusive,  during  which  period  of 
ten  years  1,642  miles  of  additional  railway  have  been  opened,  and  the  number  of  railway 
servants  employed  has  been  increased. 


Tear. 

In  Conpling  and  XJnooapling 
operations  only. 

In  all  shtmting  operations 

iiielnding  Conplinir 
and  UnooupUntr  Vehioles. 

EiUed. 

Injured. 

EiUed. 

Injured. 

1892          

19 

305 

158 

1,641 

1893         

11 

286 

125 

1,427 

1894          

23 

298 

136 

1,519 

1895         

16 

331 

110 

1,458 

1896          

18 

488t 

136 

2,548t 

1897          

19 

492 

97 

2,400 

1898          

18 

481 

129 

2,164 

1899         

16 

567 

116 

2,357 

1900          

25 

565 

136 

2,616 

1901         

14 

571 

88 

2,309 

In  the  table  following  will  be  found  the  number  of  servants  of  Railway  Companies 
killed  and  injured  by  train  accidents  and  by  other  accidents  in  which  the  running  of 
trains  or  the  movement  of  railway  vehicles  was  concerned  whilst  engaged  in  their 
several  occupations  in  each  year  from  1874  to  1901  inclusive,  and  the  proportion  of  the 

•  The  Returns  made  by  the  Railway  Companies  show  that  106  persons  were  killed  and  11,635 
injured  whilst  on  the  premises  of  the  Companies  by  accidents  in  which  the  movement  of  railway 
vehicles  was  not  concerned.  Of  these  54  killed  and  10,497  injured  were  servants  of  Companies  or 
contractors.     These  casualties  are  not  included  in  the  figures  above  dealt  with. 

t  In  this  year  the  Railway  Companies  were  called  npon  by  an  Order  of  the  Board  of  Trade  to 
report  non-fatal  accidents  to  servants  of  Railway  Companies  "  whenever  they  are  such  as  to  prevent 
"the  servant  injured,  on  any  one  of  the  three  working  days  next  after  the  occurrence  of  the  accident, 
"  from  being  employed  for  five  hours  on  his  ordinary  work." 

The  effect  of  this  Order  was  to  bring  in  a  large  number  of  notices  of  accidtrnts  which  under  the 
old  system  would  not  have  been  reported. 
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whole  number  killed  and  of  the  whole  number  injured  to  the  total  number  employed^ 
calculated  upon  the  numbers  employed  given  in  the  returns  presented  to  ParUament 
for  the  years  1874,  1884,  and  1889,  and  in  returns  furnished  by  the  Railway  Companies 
to^the  Board  of  Trade  for  the  years  1895,  1898,  and  1901.* 


Tear. 


By  Train  Accidents. 


KiUed. 


Injured. 


By  Aooidents  on 

Railways,  exclasiye  of 

Train  Accidents. 


KiUed. 


Injured. 


Proportion  of  Aooidents  occurring  to 
Servants  of  Companies  by  Train 
and  other  Accidents  to  the  whole 
nnmber  employed,  on  the  assump- 
tion mentioned  below.* 


1874 

•  •• 

1875 

•  •• 

1876 

•  •• 

1877 

•  •• 

1878 

.  •  • 

1879 

•  •• 

1880 

... 

1881 

»  •  • 

1882 

... 

1883 

... 

1884 

•    . 

1885 

•  •  • 

1886 

•  *• 

1887 

•  •• 

1888 

•  .• 

1889 

•  •• 

1890 

•  •. 

1891 

... 

1892 

... 

1893 

•  •• 

1894 

•  •  • 

1895 

• 
•  •• 

1896 

•  •• 

1897 

•  •  . 

1898 

•  •• 

1899 

.•• 

1900 

... 

1901 

•  •• 

46 

21 

28 

22 

15 

8 

23 

19 

21 

11 

23 

13 

4 

8 

7 

4 

12 

12 

9 

10 
6 

12 

3 

9 

16 

19 

24 

8 


271 

742 

2,544 

239 

744 

3,379 

236 

645 

2,364 

154 

620 

2,009 

156 

529 

1,847 

118 

444 

1,836 

118 

523 

1,962 

168 

502 

2,278 

153 

532 

2,423 

87 

543 

2,373 

115 

523 

2,204 

81 

438 

2,036 

81 

421 

1,929 

109 

414 

1,966 

93 

389 

2,100 

117 

431 

2,652 

147 

487 

2,975 

154 

537 

3,007 

92 

525 

2,823 

73 

450 

2,558 

62 

473 

2,649 

88 

430 

2,566 

153 

444 

3,833t 

140 

501 

3,989 

110 

488 

4,039 

196 

512 

4,437 

180 

559 

4,405 

156 

503 

4,087 

Total 

Numbers 

employed 

by  the 

Railway 


Killed. 

Injured. 

• 

1  in  320 

lin89 

250,000 

1  in  334 

1  in  70 

266,000 

1  in  386 

1  in  100 

260,000 

I  in  414 

1  in  123 

266,000 

1  in  600 

1  in  136 

270,000 

1  in  619 

1  in  143 

280,000 

1  in  531 

1  in  139 

290,00U 

1  in  676 

1  in  123 

300,009 

1  in  670 

1  in  122 

316,000 

1  in  696 

1  in  134 

330,000 

1  in  634 

1  in  149 

346,426 

1  in  768 

1  in  163 

346,426 

1  in  816 

1  in  172 

346,426 

1  in  821 

1  in  167 

346,426 

I  in  874 

1  in  167 

346,426 

1  in  877 

1  in  138 

381,626 

1  in  766 

1  in  122 

881,626 

1  in  696 

1  in  121 

381,626 

1  in  714 

1  in  130 

381,626 

1  in  829 

1  in  146 

381,626 

1  in  796 

1  in  140 

381,626 

1  in  1,052 

1  in  175 

465,112 

1  in  1,040 

1  in  117 

466,112 

1  m  912 

1  in  113 

466,112 

1  in  1,060 

1  in  129 

534,141 

1  in  1,006 

/  in  11$ 

634,141 

1  in  916 

1  in  116 

634,141 

1  in  1,127 

1  in  135 

575,834 

Note, — These  figures  include  accidents  to  contractors*  servants,  of  whom  20  were  killed  and 
29  injured  during  the  year  1901. 

The  following  table  shows  the  number  of  men  employed  by  the  Companies  in  varioua 
occupations  and  the  number  of  fatal  accidents  and  injuries  to  each  class  : — 


Class  of  Servants. 


Number 

employed 

in  1901. 


Number  of  Servants  of 

Rail'yyay  Companies  killed 

and  injured  during- 

the  Year  1901. 


KiUed. 


Injured. 


Proportion  to  the 
Number  employed. 


Killed. 


Injured. 


Station -masters  •.. 

8,103 

2 

23 

1  in  4,051 

1  in  352 

Brakesmen  and  goods-guards 

15,708 

42 

845 

1  in  374 

linl8 

Permanent- way  men     

66,621 

121 

149 

1  in  551 

1  in  447 

Gatekeepers         

3,507 

3 

6 

1  in  1,169 

1  in  584 

Engine-drivers 

25,556 

26 

342 

1  in  983 

lin75 

Porters     

55,276 

45 

572 

1  in  1,228 

lin97 

Shunters  ... 

10,841 

41 

650 

1  in  264 

linl7 

Firemen   ... 

24,083 

24 

496 

1  in  1,003 

lin49 

Inspectors            ..          

6,772 

7 

19 

1  in  967 

1  in  356 

Guards  (passenger)        

7,291 

8 

122 

1  in  911 

lin60 

Pointsmen  and  signalmen        

28,496 

12 

70 

1  in  2,377 

1  in  407 

Labourers... 

53,282 

33 

153 

1  in  1,615 

1  in  348 

Ticket  collectors  and  examiners 

3,642 

1 

17 

1  in  3,642 

1  in  214 

Mechanics 

81,440 

18 

26 

1  in  4.524 

1  in  140 

Other  classes       

185,216 

108 

724 

1  in  1,715 

1  in  256 

X  0  «ai  •«•         •••         •.•         ...         ••• 

575,834 

491 

4,214 

1  in  1,173 

lin]37 

•  The  numbers  employed  are  known  accurately  only  for  the  years  1874,  1884,  1889, 1895, 1898,  and 
1901.  The  figures  printed  in  italics  are  estimated  for  the  years  1875  to  1883,  and  those  from  1885  ta 
1888  and  1890  to  1894  and  for  the  years  1896,  1897, 1899,  and  1900  are  calculated  upon  the  numbers 
given  in  the  years  1884, 1889,  1895,  and  1898  respectively.  The  number  of  contractors*  servants 
employed  is  not  known  and  cannot  be  estimated. 

t  See  Note  \  on  previous  page. 
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During  the  year  1901,  126  inquiries  were  held  by  the  Assistant  Inspecting  Officers 
imd  332  by  the  Sub-Inspectors  into  accidents,  other  than  train  accidents,  that  involved 
fiital  and  other  injuries  to  462  persons,  nearly  all  of  whom  were  servants  of  the  Railway 
Companies,  the  remainder  beinpf  principally  contractors'  servants  and  persons  at  work 
or  transacting  business  on  the  Companies'  premises. 

Comparative  Summary  of  the  Number  of  Inquiries  into  Personal  Accidents  to  Servants 
of  Railway  Companies,  &o.,  excluding  Inquiries  into  Train  Accidents  during  the 
years  1895  to  1901  inclusive. 


1M6. 

1696. 

1897. 

1898. 

1899. 

1900. 

1901. 

285 

339 

362 

344 

319 

333 

458 

Accidents  to  Persons  other  than  Passengers  or  Servants  of  Railway  Companies. 

,  The  accidents  to  persons  passing  over  railways  at  level-crossings  show  a  decrease  on 
the  figures  for  the  previous  year,  the  numbers  being  55  killed  and  26  injured,  as  against 
63  killed  and  35  injured  in  1900.  The  number  of  trespassers  killed  was  282,  and  of  those 
injured  154,  as  against  288  killed  and  154  injured  in  1900.  The  number  of  suicides 
was  144,  as  against  123  in  1900,  and  17  persons  were  injured  while  apparently  attempting 
to  commit  suicide  ;  and  of  persons  not  included  in  the  above  classifications,  most  of  whom 
were  at  the  railway  premises  on  business,  41  were  killed  and  150  injured,  as  against 
56  killed  and  134  injured  m  1900. 

Absolute  Block  and  Interlocking  Systems. 

The  amount  of  progress  that  has  been  made  in  the  adoption  of  these  systems 
18  stated  in  the  Returns  presented  to  ParUament. 

The  proportion  in  which  the  signal  and  point  levers  had  been  interlocked  on  railways 
-was  99'7  per  cent,  in  England,  99  per  cent,  in  Scotland,  97*7  per  cent,  in  Ireland,  and 
S9  per  cent,  for  the  United  Kingdom. 

The  following  table  shows  for  the  31st  December  1895*  the  length  of  double  and 
single  line  in  the  United  Kingdom  open  for  passenger  traffic,  and  the  length  of  such  lines 
worked  upon  the  various  systems  : — 


Line  open  for 

Worked  on 

Worked  on  Absolate  Block  System. 

other  Telegraph 

Single  Lines  worked  under 

Passenger  Traffic. 

• 

Systems. 

Single  Line. 

Single 

Train 

Train 

Doable 

Com- 
bined 
with 
Train 
Staff 
System. 

By  elec- 

Double 

Single 

Double. 

Sinjirle. 

Line. 

^^Tithout 
Train 
Staff 

System. 

trically 

con- 
trolled 
Train 
Staffer 
Tablet. 

Line. 

Line. 

Engine 
System. 

Porter 
System. 

Staff 

System. 

1 

• 

Miles. 

Miles. 

MUes. 

MUes. 

Miles. 

Miles. 

MUes. 

MUes. 

MUes. 

MUes. 

MUes. 

Xngland  and  Wales  ... 

9^25 

4,472 

9,310 

2,200 

20 

1,847 

15 

29 

228 

1 

147 

1,314 

1,768 

1,312 

210 

32 

1,066 

1 

— 

427 

1 

31 

Ireland...        •••        ••• 

613 

2,634 

613 

494 

1 

1,824 

— 

— 

118 

— 

98 

United  Kingdom 

11,252 

8,774 

11,235 

2,904 

53 

4,737 

16 

29 

778 

2 

276 

•  Thfi  latest  period  for  which  Returns  of  this  nature  have  been  published. 
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Level  Ckossings. 

In  most  of  the  cases  in  which  accidents  have  occurred  at  level  crossings,  the  Board 
of  Trade  have  had  no  statutory  power  to  compel  provision  to  be  made  for  the  public 
safety.  The  same  observation  applies  to  cases  in  which  complaints  have  been  received 
from  local  authorities  or  individuals  of  the  working  of  such  crossings.  In  some  instances, 
however,  the  Railway  Companies  interested  have,  at  the  instance  of  the  Board  of  Trade, 
made  satisfiictory  arrangements,  usually  necessitating  the  construction  of  a  foot-bridge  or 
subway. 


Continuous  Brakes. 

The  continuous  brakes  return  laid  before  Parliament  for  the  half-year  ended  31st 
December  1901,  shows  that  the  number  of  vehicles  fitted  with  brakes  complying  with 
some  or  all  of  the  conditions  laid  down  in  the  requirements  of  the  Board  of  Trade 
amounted,  at  that  date,  to  95  per  cent,  of  the  number  in  use,  and  that  the  number  of 
vehicles  fitted  only  with  pipes  and  connections  amounted  to  4  per  cent. 
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General  Remarks. 

This  Report  deals  with  railway  accidents  from  two  points  of  view,  viz.,  the  safety  of 
the  travelling  public,  and  the  safety  of  the  men  employed  in  working  the  traffic. 

It  is  gratifying  to  state  (for  T.he  first  time  in  this  Annual  Report)  that  during  the  year 
no  passengers  were  killed  in  actual  accidents  to  the  trains  by  which  they  were  travelling. 
In  the  case  of  the  two  passengers  who  were  overcome  by  the  smoke  and  fumes  arising 
from  the  fire  in  the  tunnel  and  station  at  Dingle  on  the  Liverpool  Overhead  Railway,  the 
deaths  ivere  due  to  their  own  action  in  remaining  in  the  tunnel  to  watch  the  progress  of 
the  fire  and  the  efforts  to  extinguish  it  instead  of  following  the  example  of  the 
passengers  who  walked  out  through  the  station  and  were  not  injured. 

The  number  of  passengers  injured  in  train  accidents  shows  a  sensible  diminution,  the 
number  being  smaller  than  that  shown  in  any  previous  Report. 

The  total  numbers  of  deaths  and  injuries  to  passengers  from  causes  other  than 
accidents  to  trains  reported  in  1901  were  135  killed  and  1.669  injured,  as  against 
119  killed  and  1,563  injured  in  1900.  When  all  classes  of  accident  on  railways  are 
taken  into  account,  therefore,  only  one  passenger  was  killed  in  8,684.4 1 4  passenger 
journeys,  and  only  one  in  546,571  injured. 

Season  ticket  holders'  journeys  are  not  included  in  these  figures,  because  the 
number  cannot  be  estimated.  1,879,136  season  tickets  were  issued  in  1901,  and  it  is 
obvious  that  if  an  accurate  estimate  of  the  passenger  journeys  taken  by  the  holders  of 
such  tickets  could  be  made,  a  large  increase  in  the  number  of  passenger  journeys 
would  be  shown,  with  a  corresponding  benefit  to  the  passenger  when  calculating  his  risk 
of  accident. 

Although  no  fetalities  to  passengers  were  due  to  train  accidents  during  the  year, 
six  cases  resulted  in  the  death  of  servants  of  the  Railway  Companies  or  other  persons. 
Two  servants  were  killed  by  an  explosion  in  the  firebox  of  an  engine,  three  in  a  collision 
with  buffer-stops,  and  three  in  collisions  between  trains,  engines,  &c.  Two  persons  were 
killed  while  on  an  omnibus  at  a  level  crossing,  through  an  engine  coming  into  collision 
with  the  omnibus.  In  four  of  these  cases  of  fatal  accidents  passenger  trains  were  not 
concerned. 

Ten  of  the  cases  of  collision  into  which  inquiries  were  held  were  contributed  to  by 
the  foggy  weather  that  prevailed  in  the  latter  part  of  the  year,  and  although  the  majority 
of  the  train  accidents  were  contributed  to  by  mistakes  on  the  part  of  the  Companies' 
servants,  the  staff  of  the  Railway  Companies  are  to  be  congratulated  on  the  safety  with 
which  they  have  conducted  the  vast  volume  of  traffic  controlled  by  them  during  the  year. 

The  recommendations  and  suggestions  put  forward  in  the  Reports  of  the  inquiries 
held  by  the  Inspecting  Officers  into  train  accidents  have  been  received  by  the  Railway 
Companies  in  a  favourable  manner,  and  the  Board  have  been  informed,  in  most  cases,  that 
effect  has  been  or  is  being  given  to  the  Departmental  suggestions. 

Experiments  are  being  made  by  the  Railw^ay  Companies  with  mechanical  appliances 
for  fog- signalling  designed  to  reduce  as  far  as  possible  the  extra  risk  of  accident  involved 
by  the  prevalence  of  fog. 

The  Department  has  continued  to  pay  special  attention  to  the  causes  of  accidents  to 
railway  servants. 

In  the  course  of  the  twelve  months  503  servants  of  Railway  Companies  and  of  con- 
tractors were  killed  and  4,087  injured  in  accidents  other  than  train  accidents  {ix, 
collisions,  derailments,  &c.).  These  figures  are  irrespective  of  54  killed  and  10,497 
injured  in  accidents  in  which  the  movement  of  vehicles  was  not  concerned. 
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Inquiries  have  been  held  by  the  Assistant  Inspecting  Officers  and  Sub-Inspectors  of 
Railways  into  458  cases  of  accidents,  nearly  all  of  which  occurred  to  servants  of  the 
Railway  Companies. 

In  the  last  Report  it  was  mentioned  that  under  the  Railway  Employment 
(Prevention  of  Accidents)  Act,  1900,  Rules  had  been  drafted  dealing  with  the  twelve 
subjects  mentioned  in  the  Schedule  appended  to  the  Act. 

U^on  consideration  of  the  objections  and  suggestions  with  respect  to  the  Draft 
Rules  which  were  lodged  with  them  by  persons  and  companies  affected,  the  Board 
modified  the  Rules  in  certain  respects,  and  re-issued  them,  in  draft,  as  amended. 

Notice  was  subsequently  received  from  11  Railway  Companies  requiring  certain 
objections  to  the  Rules  to  be  referred  to  the  Railway  and  Canal  Commissioners  under 
the  provisions  of  the  Act.  The  hearing  of  these  objections  by  the  Commissioners  is  now  in 
progress,  and  it  is  hoped  that  as  soon  as  it  is  completed,  the  Board  will  be  in  a  position 
to  bring  the  Rules  into  operation. 

I  have,  &c., 

HERBERT  JEKYLL. 

Board  of  Trade, 

28th  July,  1902. 
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APPENDIX  No.  1. 


Abstraot  of  the  AOOIDBNTS  which  have  been  reported  npon  by  the  Inspecting  Officers  of  the  Department 
daring  the  year  1901,  classified  according  to  the  Class  of  each  Accident^  and  the  Causes  to  which  it  may 
be  attributed. 


KAMB  OF  SAILWAT 


▲HD 


DBSOBIFnON  OF  AOCIDSNT. 


CAUSES  OF  AOCIDBNT.« 


SUFFEBERS 

BY 
ACCIDENT. 


Class  of  aocidbnt. 


A.— Aeeidente  from  Engines  or 
Yehideb  meeting  with,  or 
leaving  the  Bam  in  oonae- 
quence  of,  Obstmotionsor  of 
Deftete  in  connection  with 
the  Pemmnent->wa7or  Works 

B-rAceident8  from  Boiler  Explo- 
sions, or  from  Fkiilnres  of 
Axles,  Wheals,  or  Tyres,  or 
from  other  defects  in  rolling- 

SwOGJL  ••  ••  ••  •• 

C— Accidents  from  Tkains  entering 
Stations  at  too  great  Speed. . 

D.— CoIUsionsbetween  Engineeand 
Trains  folto-wing  one  another 
on  the  same  Line  of  Bails, 
excepting  at  Junctions,  Sta- 
tions or  Sidings 

&— Collisions  at  Junctions  .. 

F.— OolUsions  at  Stations  or  Sidings 

O.^CoIlisions  between  Engines  or 
Trains  meeting  in  opposite 
Directions..  •• 

H.— Collisions  at  LotcI  Crossings 
of  Two  Bailways 

L— Accidents  in  consequence  of 
Engines  or  Trains  being 
wrongly  turned  into  Sidings 
or  otherwise  through  Facing 
Points 

J.-— Accidents  on  InoJinee 

K.— Txains  on  Fire      

L.— Miscetllaneous       


Total  .. 


Name  of  Bailwat. 


Csledonian         

Festiniog  ..        .•       .•       •• 
Glasgow  and  South  Western 

(heat  Central 

Great  Eastern 

Great  Northern 

Great  Southern  and  Western 

Lancashire  and  Yorkshire  .. 

LiTerpool  Overhead  Blectrio 

London  and  North  Western 

London  and  North  Western 

lOdlandJoint 

London  and  South  Western 
Metropolitan 

Midland 

North  Eastern  .. 
North  Staffordshire    .. 
Perth  General  Station 
South  Eastern  and  Chatham 
West  Lcmdon  Extension 


and 


TOTAL  . 


•  •         •  • 


a 
« 

■d 

< 


I 


Pas- 
sengers 

and 
others. 


•g 


1 
6 


4 

8 

18 


1 
4 


44 


3 
1 
2 
1 
3 
4 
2 
6 
1 
1 

1 
4 

1 
3 
8 
1 
1 
1 
1 


44 


2 

2 


3 


3 


Attributable  to 

the  Boiling  Stock 

or  the  works. 


Servants 

of 
Company 


tid 


Defective  Defective  ^  J 
Mainten-  Construe-  5 


Attributable  to  the  Management 


anceof 


o 

I 


tionof 


a 

2 


17 


3S 


71 
66 

6R 


18 


349 


3 
3 

3 
1 


12 


6 


6 

8 

15 


39 


8 


5 

12 

9 

5 

19 


6 
61 
14 
23 

67 
8 

17 
17 


349 


11 


3 
2 

4 


6 


1 
2 


4 

3 


12      39 


of 

•a 

o 

1 


i§ 

S8 

Is 

a  • 


I 

s 

i 

s 


I 

^  I 

a  P 

I* 


^i& 


BD 

1 


Hit 


a 


3 


a 
I 

8* 

I 

Ofl 

^  o 

II 
ll 


h  CO 


O 

# 

o> 


I 


s 
Is 


1 
1 

2 


6 


1 
1 


1 

1 


6 


2 


4 

8 
16 


1 

3 


38 


2 
1 
3 
3 
1 
6 
1 
1 


1 
4 

1 
3 
7 
1 
1 
1 
I 


38 


S 


S 


6 


3 


8 


3 

8 
5 


10 


1 
1 


1 

1 


1 
3 


8 


3 
3 


1 
1 


10 


1 
1 


1 
1 


*  In  the  abore  abstract  the  circumstances  which  were  the  cause  of  or  contributed  to  the  accidents  and  collisions  Inquired  into  show  an  excess  over  the 
number  of  the  accidents  and  eoUisions,  inasmuch  as  a  large  number  of  them  arose  from  more  than  one  circumstance. 
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APPENDIX   No.  2. 


List  of  Accidents  which  have  been  reported  upon  by  the  Inspecting  Officers  of  the  Department  during  the  year 
i^l901 ;  classified  according  to  the  Nature  of  each  Accident,  and  the  Causes  to  which  it  may  be  attributed. 


NAMB  OP  BAILWAT 


DESCiaFiiON  OF  ACCIDENT. 


8DFFBREB8 

BT 
AOdDEMTi 


mnd 
otbon. 


a 


1 


Serranti 

of 
Company 


I 


CAUSES  OF  AOdDBNT. 


Atlrflmtabtoto 

the  Boiling  Stook 

ortha  Worki. 


I 

8 


DefectiTa 

Mftinten- 
anoeof 


e 
a 


I 


o 
Cm 


I 


Defect! 
Constroo- 
tion  of 


10-  5 


I 

O 

K 


AttribntaUe  to  the  Managemdnl 


>5 


o<4 


is 

il 


8 

-8 


I 


ill! 

•  o  ^ 

to     9 

illl 


s 


S 


c05p5 


If 

o  o 
1% 


10  o 


M     I 


A. — Accidents  from  Engines  or  Vehicles  meeting  with  Obstructions  or  leaving  the  Rails  in  consequence  of 

Obstructions  or  of  Defects  in  connection  with  the  Permanent  Way  or  Works. 


FSSTINIOO: 

October  4th.— PasBenser  train 
left  the  rails  near  Danallt    . . 


GBSAT  NOBTHEBN : 

March  11th.— Portion  of  pan- 
senger  train  left  the  rails 
nearHolbeok 


ICZDLAND: 

July  6th.— Passenger  train  left 
the  rails  at  bwinton    .. 


North  eastxbn  : 

December  3rd.  —  Passenger 
train  left  the  rails  near 
Bardsey  Station 


Tot  11 


17 


1       — 


2 


B. — Accidents  from  Boiler  Explosions^  Failures  of  Axles^  Wheels^  or  Tyresy  or  from  other  Defects  in  tlie 

Rolling  Stock. 


Lamcasuibb  and  Torksbibb  : 

March  11th.— Explosion  in  fire- 
box of  an  engine  near 
Enottingley       


Total 


2 


—      1 


29 


KAMB  OP  RAtLWAT 


AND 


DESCRIPTION  OF  ACCIDENT. 


SUFFERERS 

Bt 
ACCIDENT. 


■ODgera 

and 
otbon. 


I 

MM 


i 


SOTUlti 

Company 


Q 


OAU8B3  OF  ACCIDENT. 


Attributable  to 

the  Rollinf?  Stock 

or  the  Works. 


a 

I 
s 

o 
a 


o 

1 
6 


-8 

I 


Defective 
Mainten- 
ance of 


I 

.d 


Defective 

Constmo- 

tion  of 


o 

I 


o 

"S 

o 


Attributable  to  the  Management 


d 
o 
B 

i 

o 

o 


5 


5 

a 

i 


■sl 


So 


11 

If 

5 


I 

I 


I 


IS 


if 

^1 


So 


m 


I 


•s^ 


I 
I 


o 


i 


Sip 


OQ 


4 


C. — Accidents  from  Trains  entering  Stations  at  too  great  a  Speed. 


Orbat  Eastern: 

May  21  atb— Collision  between 
mixed  train  and  buffer-stops 
at  Bentley  Station. 

Deu'ember  28th.— ColUsion  be- 
tween passenger  train  and 
buffer  stops  at  Cromer  Station 


Great  Northern  : 

March  15th.~Collision  between 
passenger  train  and  coal 
train  at  Peterborough 
Station 


QBKAT  .Southern  and  wbstbrn  : 

April  34th.-^olli8ion  between 
mail<good4  train  and  buffer 
stops  at  Tralee  Station 


LONDON     AND    NOBTH-WESTBRN 

AND  Midland  Joint  : 

September  6th.— Collision  be- 
tween two  passenger  trains 
at  New  Street,  Birmingham 


MIDLAND: 

May  17th.— Collision  between 
ptissenger  train  and  carriage- 
truck  at  St  Pancras    . . 


TOTAL 


•• 


0 


7      -      -' 


15 


33 


3        2 


6 


'    ■  ■    ■^ 


D. — Collisions  between  Engines  and  Trains  following  one  another  on  the  same  Line  of  Bails^  excepting  at 

Junctions^  Stations^  or  Sidifigs. 


Gbbat  Southern  and  wbstbrn  : 

February  1st— <3olli9ion  be- 
tween passenger  train  and 
light  engine  near  Abbeyfeale 

London  and  South  Western: 

November  23rd.— Collision  be- 
tween passenger  train  and 
goods  train  at  Maiden 


North  eastern  : 

December  2lst— Collision  be- 
tween two  naasenger  trains 
at  Neville  Hill,  Le<)ds  . . 


West  London  Extension  : 

December  23rd.— Collision  be- 
tween passenger  train  and 
ffoods  train  at  Chelsea 


Total 


43 


6 


17 


71        2 
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E. — Collisions  at  Junctions. 


Glasgow  and  South  western: 

Aognst  6th.  —  Oollislon  be- 
tween two  paaseDger  trains 
at  Gorbals  Junction    . . 


Gbbat  Central  : 

February  14th.— ColliBion  be- 
tween passenger  train  and 
ballast  train  at  Attercliffe 
Junction 


GREAT  NORTHERN : 

April  4th.— Collision  between 
passenger  train  and  light 
engine  at  Westwood  Junction 


Lancashire  and  Torxshire 

November  4th.— Collision  be- 
tween  paasenger  train  and 
pilot  engine  at  Todmorden  .. 

London  and  North  western  : 

June  S2nd.— Collision  between 
passenger  train  and  light  en- 
gine at  North  Junction, 
Crewe       


North  Eastern: 

July  90th.— OoUision  between 
two  passenger  trains  at 
Polam  Junction 


North  Staffordshire  : 

May  *25th.— Collision  between 
passenger  train  and  light 
engine  at  Harecastle  . . 


SOUTH  Eastern  and  Chatham  : 

November  16th— Collision  be- 
tween two  passenger  trains 
at  Shepherds  Lane  Junction 


Total 


20 


8 


17 


55 


8 


2 


F. — Collisions  within  Fixed  Signals  at  Stations  or  Sidings, 


Caledonian  : 

March  27th.— Collision  between 
two  piissenger  trains  at 
Maryhill   ..       ••       ..       •• 

April  18tl  -Collision  between 
mineral  train  and  engine  at 
Ho!yto"nn 


6 


3 


31 


HAHB  OF  BAILWAT 


AND 


DS8CBIPTION  OF  AGOIDENll 


8UFFERBB8 

BT 
AOCIDEMTi 


fa   s 


CAUSE3  OF  AOdDBNT. 


Attributable  to 

the  BoniDg  Stock 

or  the  Worki. 


Defective 
Mainten- 
ance of 


^ 


DefectiT 

Oonstmo- 

tionof 


i  6  I 


J.  • 


AtMbutaUe  to  the  Hanagementb 


i\ 


u 


u     ^ 


H^i 


^ 


'J 
If 


F. — Collisions  tvithin  Fixed  Signals  at  Stations  or  *S/rffn^s— continued. 


Glasgow  and  South  wbstkbx  : 

June  22nd.— Collision  between 
two  passenger  trains  at 
Kilmarnock       


OBBAT  NOBTHBBN: 

December  88th.— Collision  be- 
tween passenger  train  and 
goods  train  at  King's  Cross  .. 

LAKOASHIBB  and  TbRKSHIBB : 

November  5th.— Collision  be- 
tween passenger  train  and 
goods  train  at  Todmorden  .. 

November  5th.— Collision  be* 
tween  two  passenger  trains 
at  Windsor  Bridge 

December  14th.— Collision  be- 
tween passenger  train  and 
coal  train  at  Chew  Moor 


London  and  south  wbstbbn  : 

October  31sl— Collision  be- 
tween two  passenger  trains 
at  Oonnersbnry 

November  6tb.— Collision  be- 
tween two  passenger  trains 
at  Tomham  Oreen 


MKBOPOLITAN: 

Febmary  19th.— Collision  be- 
tween two  passenger  trains 
at  Baker  Street 


MIDLAND: 

April  10th.— Collision  between 
passenger  train  and  goods 
train  at  Sandhills 


North  Eastbrn: 

Jannary  18th.— Collision  be- 
tween passenger  train  and 
pilot  engine  at  Hnll    .. 

April  26th.— Collision  between 
goods  train  and  coal  train 
at  Cross  Gates 

Angnst  7th.— Collision  between 
pnawngcr  train  and  part  of 
goods  train  at  Grosmont 

November  24th.— Collision  be- 
tween two  passenger  trains 
atCastleford 


Pbrth  general  Station  : 

May  31st.— Collision  between 
passenger  train  and  cattle 
train  


TOTAL 
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Summary  of  Accidents  and  Casualties  wMcli  liave  been  reported 
to  the  Board  of  Trade  as  having  occurred  upon  the  Railways 
in  the  United  Kingdom  during  the  Nine  Months  ending 
dOth  September  1901. 


I. — Accidents  to  Trains,  Rolling-Stock,  Permanent- Wat,  &c. 

Accidents  to  trains,  rolling-stock,  permanent-way,  &c.,  caused  the  death  of  8  persons 
and  injury  to  383  persons,  viz. : — 


• 

• 

Total  for  9  months  ending: 
30th  September  1901. 

Total  for  the  eorreipimding 
period  in  1000, 

Killed. 

Injured. 

KUlfd. 

Tf^ured. 

aTqoSOU^I^^V        •••              •••              •••              •••              •••              •••              ••• 

Servants  of  Companies       

\^mer  x^e iBonB           *••         ••*         •*•         •••         •*•         ••• 

6 
2 

279 
102 

2 

16 

20 

2 

755 

182 

8 

X  O  MtX             •••          •••          •••          ••• 

8 

383 

88 

890 

Of  the  8  persons  killed  and  383  injured,  140  passengers  and  7  servants  were  injured 
in  collisions  between  passenger  trains  or  parts  of  passenger  trains  ;  61  passengers  and 
15  servants  were  injured  in  collisions  between  passenger  trains  and  goods  or  mineral 
trains,  light  engines,  or  other  moving  vehicles  ;  1  servant  was  killed  and  37  servants 
and  1  other  person  injured  in  collisions  between  goods  trains,  light  engines,  or  other 
moving  vehicles  ;  1  passenger  was  injured  in  a  collision  between  a  train  and  vehicles 
standing  foul  of  the  line  ;  3  servants  were  killed  and  37  passengers  and  2  servants  were 
injured  in  collisions  between  trains  and  buffer-stops  or  vehicles  at  rest,  caused  by  trains 
running  into  stations  at  too  high  a  speed  ;  13  passengers  and  9  servants  were  injured  in 
collisions  between  trains  and  buffer-stops,  &c.,  from  causes  other  than  the  above; 
24  passengers  and  4  servants  were  injured  by  passenger  trains  or  parts  of  passenger  trains 
leaving  the  rails ;  8  servants  were  injured  by  goods  trains  or  parts  of  goods  trains,  light 
engines,  iSbc,  leaving  the  rails  ;  2  persons  were  killed  and  3  passengers,  8  servants,  and 
1  other  person  were  injured  by  trains  running  through  gates  at  level-crossings  or  into 
other  obstacles  ;  2  servants  were  killed  and  4  injured  by  the  bursting  of  the  boilers, 
&c.,  of  engines  ;  7  servants  were  injured  by  accidents  arising  from  the  failure  of  rolling- 
stock  (wheels,  tyres,  axles,  &c.)  :  and  1  servant  was  injured  in  an  accident  not  included 
in  the  above. 

Altogether,  including  accidents  in  which  no  personal  mjury  was  sustained,  there 
were  reported  during  the  nine  months,  33  collisions  between  passenger  trains  or  parts 
of  passenger  trains  ;  o4  collisions  between  passenger  trains  and  goods  or  mineral  trains, 
light  engines,  &c.  ;  34  collisions  between  goods  trains,  parts  of  goods  trains,  light 
engines,  &c.  ;  4  collisions  between  trains  and  vehicles  standing  foul  of  the  line ; 
24  collisions  between  trains  and  buffer-stops,  &c.,  of  which  12  were  caused  by  trains 
running  into  stations  or  sidings  at  too  high,  a  speed,  and  12  were  due  to  other  causes  ; 
47  cases  of  passenger  trains  or  parts  of  passenger  trains  leaving  the  rails  ;  13  cases  of 
goods,  &c.,  trains  or  parts  of  goods  trains  leaving  the  rails  ;  151  cases  of  trains  running 
through  gates  at  level-crossings  or  into  other  obstructions* ;  16  cases  of  fires  in  trains  or 
vehicles  ;  and  1  case  coming  under  the  heading  of  miscellaneous  accidents  to  trains. 


•  During  the  nine  months,  29  horses,  5  donkeys,  23  beasts  and  cows,  108  sheep,  2  dogs,  and  3  pigs 
were  run  over  and  killed  ;  and  3  horses  and  3  beasts  were  injured. 
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The  following  accidents  to,  and  failures  of,  rolling-stock  and  permanent-way  were  also 
reported,  viz. : — 4  cases  of  the  bursting  of  boilers,  tubes,  &c.,  of  engines  ;.  2  cases  of  the 
failure  of  machinery,  springs,  &c.,  of  engines  ;  152  failures  of  tyres  ;  1  failure  of  a  wheel  ; 
129  failures  of  axles ;  6  failures  of  couplings  ;  236  failures  of  rails  ;  7  cases  of  flooding 
of  the  permanent-way  ;  5  slips  in  cuttings  or  embankments  ;  and  5  fires  at  stations. 

Of  the  152  tyres  which  failed,  7  were  engine-tyres,  1  was  a  tender-tyre,  2  were  coach- 
tyres,  17  were  van-tyres,  and  125  were  waggon-tyres  ;  of  the  waggons,  100  belonged  to 
owners  other  than  the  Railway  Companies  ;  97  of  the  tyres  were  made  of  iron  and  55  of 
steel  ;  2  of  the  tyres  were  fastened  to  the  wheel  by  Gibson's  patent  method  ;  4  by 
Mansell's  patent  method,  1  of  which  left  the  wheel  when  it  fiiiled  ;  139  by  bolts  and  screws, 
3  of  which  left  their  wheels  when  they  failed  ;  and  7  by  other  methods,  1  of  which  left 
the  wheel  when  it  failed  ;  11  tyres  broke  at  screw  or  bolt  holes,  45  in  the  solid,  and 
96  split  longitudinally  or  bulged. 

Of  the  129  axles  which  failed,  87  were  engine  axles,  viz.,  69  crank  or  driving,  and 
18  leading  or  trailing  ;  7  were  tender  axles  ;  and  35  were  waggon  axles  ;  of  the  waggons, 
15  belonged  to  owners  other  than  the  Railway  Companies.  Of  the  69  crank  or  driving 
axles,  16  were  made  of  iron  and  53  of  steel.  The  average  mileage  of  15  of  the  crank 
or  driving  axles  made  of  iron  was  213,984  miles,  and  of  51  of  the  crank  or  driving 
axles  made  of  steel  271,150  miles. 

Of  the  236  rails  which  broke,  57  were  double-headed,  152  were  single-headed,  1  was  a 
bridge  rail,  and  26  were  Vignoles'  rails  ;  of  the  double-headed  rails,  25  had  been  turned. 
All  of  these  rails  were  made  of  steel. 


11. — Accidents  to  Passengers  from  Causes  other  than  Accidents  to  Trains, 
Rolling -Stock,  Permanent-Way,  &c.,  including  Accidents  from  their 
own  want  of  Caution  or  Misconduct  ;  Accidents  to  Persons  passing  over 
Level-Crossings  ;  Trespassers  ;  and  Others. 

Of  the  468  persons  killed  and  1,420  injured  under  this  heading,  84  of  the  kiUed  and 
1,163  of  the  injured  were  passengers.  Of  these,  23  were  killed  and  103  injured  by  foiling 
between  carriages  and  platforms,  viz.,  14  killed  and  55  injured  when  getting  into,  aii< 
9  killed  and  48  injured  when  alighting  from,  trains  ;  7  were  killed  and  548  injured 
by  felling   on    to   platforms,    ballast,    &c.,    viz.,    68  injured    when   getting    into,    and 

7  killed  and  480  injured  when  alighting  from,  trains  ;  12  were  killed  and  6  injured  by 
falling  off  platforms   and    being   struck   or    run  over   by  trains  ;    14  were  killed  and 

8  injured  whilst  passing  over  the  line  at  stations,  viz.,  6  killed  and  6  injured  at  stations 
where  there  is  a  subway  or  footbridge,  and  8  killed  and  2  injured  at  stations  where 
there  is  neither  a  subway  nor  footbridge  ;  264  were  injured  by  the  closing  of  carriage 
doors  ;  16  were  killed  and  55  injured  oy  falling  out  of  carriages  during  the  travelling 
of  trains  ;  and  12  were  killed  and  179  injured  from  other  causes  connected  with  the 
movement  of  trains  or  railway  vehicles.  42  persons  were  killed  and  22  injured  whilst 
passing  over  railways  at  level-crossings,  viz.,  13  killed  and  10  injured  at  public  level- 
crossings,  12  killed  and  9  injured  at  occupation-crossings,  and  17  killed  and  3  injured 
at  foot-crossings.  2]1  persons  were  killed  and  114  injured  when  trespassing  on  the 
railways  ;  103  persons  committed  suicide  on  railways,  and  14  persons  were  injured  while 
apparently  attempting  to  commit  suicide  ;  14  persons  were  killed  and  88  injured  while 
on  business  at  stations  and  sidings  ;  and  of  other  persons  not  specifically  classed, 
14  were  killed  and  19  injured. 


ill. — Accidents   to    Servants    in    the  Employ   of   Railway   Companies   or    Con- 
tractors,   CAUSED    BY    THE    TRAVELLING    OF    TrAINS    OR    THE    MOVEMENT    OF 

Vehicles  used  exclusively  upon  Railways. 

During  the  nine  months  there  were  345  servants  of  companies  or  contractors  reported 
as  having  been  killed  and  3,006  injured,  in  addition  to  those  included  in  Division  I. 
9    were   killed   and   411    injured    whilst    coupling  or    uncoupling    vehicles  ;    3  were 


killed  and  27  injured  by  coming  in  contact,  whilst  riding  on  vehideft  during  shuntiiqf, 
with  other  vehicles,  &c.,  standing  on  adjacent  lines  ;  16  were  injured  whilst  passing 
over  or  standing  upon  buffers  during  shunting  ;  1  was  killed  and  179  injured  in  gettinjf 
on  or  off,  or  by  fetUing  off,  engines,  waggons,  &c.,  during  shunting  ;  6  were  killed  add 
290  injured  whilst  braking,  spragging,  or  chocking  wheels  ;  1  was  killed  and  77  injurdd 
whilst  attending  to  ground-points  ;  10  were  killed  and  324  injured  whilst  moving  vehicles 
by  capstans,  turntables,  props,  horses,  &c.,  during  shunting  ;  and  27  were  killed  and  3^4 
injured  by  various  other  accidents  during  shunting  operations  ;  15  were  killed  and  61 
injured  by  falling  off  engines,  &c.,  during  the  travelling  of  trains  ;  9  were  killed  and  207 
injured  whilst  getting  on  or  off  engines,  vans,  &c.,  during  the  travelling  of  trains  ;  8 
were  killed  and  49  injured  by  coming  in  contact  with  over-bridges  or  erections  on  the 
aides  of  the  line  during  the  travelling  of  trains  ;  270  were  injured  whilst  attendiii^ 
to  the  machinery,  &c.,  of  engines  in  steam  ;  64  were  killed  and  92  injured  whilst  workit^ 
on  the  permanent-way,  sidings,  &c. ;  3  were  killed  and  2  injured  whilst  attending  to 
gates  at  level  crossings  ;  109  were  killed  and  213  injured  whilst  walking,  crossing,  or 
standing  on  the  line  on  duty,  of  whom  79  were  killed  and  175  injured  m  and  about 
stations,  and  30  were  killed  and  38  injured  at  other  parts  of  the  line  ;  13  were  killed 
and  83  injured  by  being  caught  between  vehicles  ;  7  were  killed  and  48  injured  by 
felling  or  being  caught  between  trains  and  platforms,  walls,  &c.  ;  30  were  killed  and 
20  injured  whilst  walking,  on  the  hne  on  the  way  home  or  to  work  ;  and  30  were 
killed  and  272  injured  from  various  other  causes. 

Altogether,  the  number  of  persons  killed  and  injured  on  railways  in  the  United 
Kingdom  in  the  course  of  public  traflSc,  during  the  nine  months  ending  30th  September 
1901,  as  reported  to  the  Board  of  Trade,  was  as  follows  : — 


Total  for  the  cvrre- 
sponding  period  in  1900. 

InoFMise. 

DeoMM*. 

KUled. 

Injoied. 

KiUed. 

Killsd, 

Injured. 

Killed. 

Injured. 

iBJOMd. 

Passengers : 

From  accidents  to  trains,  rolling- 

"^^  1 

279 

16 

756 

— 

16 

476 

stock,  permanent- way,  &c. 

By  accidents  from  other  causes 

84  '  1,163 

92 

1,087 

— 

76 

8 

— 

Servants  of  companies  or  contractors  :• 

1 

• 

Prom  accidents  to  trains,  rolling- 

6 

102 

20 

132 

— 

■■  ■ 

14 

30 

stock,  permanent- way,  &c. 

By  accidents  from  other  causes     ... 

345 

3,005 

432 

3,295 

— 

— 

87 

290 

Other  Persons : 

From  accidents  to  trains,  Ac. 

2 

2 

2 

3 

^ 





.1 

Persons  passing  over  railways  at  level- 

42        22 

50 

27 

8 

5 

crossings. 

Trespassers  (including  suicides) 

314 

128 

298 

130 

16 

2 

Persons  on  business  at  stations,  &c., 

28 

107 

38 

104 

3 

10 

— 

and  other  persons  not  coming  in 

above  classifications. 

^  ft/vwX                      •••                        •••                        •••                        ••• 

821 

4,808 

948 

5,533 

127 

725 

*  Of  contractors*  serrants  IB  were  killed  and  36  injured. 


In  addition  to  the  above,  the  Railway  Companies  have  reported  to  the  Board  of 
Trade,  in  pursuance  of  the  6th  Section  of  the  Kegulation  of  Railways  Act,  1871,  the 
following  accidents  which  occurred  upon  their  premises,  but  in  which  the  movement  of 
vehicles  used  exclusively  upon  railways  was  not  concerned,  namely  : — 10  passengers  killed 
and  209  injured  whilst  ascending  or  descending  steps  at  stations  ;  77  injured  by  being 
struck  by  barrows,  falling  over  packages,  &c.,  on  station  platforms  ;  3  killed  ajid  62 
injured  by  falling  off  platforms  ;  and  3  killed  an  J  132  injured  from  other  causes.  Of 
servants  of  companies  or  contractors,  5  were  killed  and  1,377  injured  whilst  loading, 
unloading,  or  sheeting  waggons  ;  1  was  killed  and  385  injured  whilst  moving  or  carrying 
goods  in  stations  or  sheds  ;  2  killed  and  158  injured  whilst  working  at  cranes  or  capstans  ; 
427  injured  by  the  falling  of  waggon-doors,  lamps,  bales  of  goods,  &c.  ;  1  killed  and 
991  injured  whilst  attending  to  engiues  at  rest  in  sheds,  &c.  ;  1  killed  and  593  injured 
by  falling   off,  or  when  getting  on  or  off,   engines  or  vehicles  at  rest ;    160  injured  by 


ialliDg  off  platforms  on  to  the  ballast ;  13  killed  and  268  injured  by  falling  off  ladders, 
scaffolds,  &c.  ;  480  injured  by  stumbling  whilst  walking  on  the  line ;  i  killed  and 
50  injured  by  being  trampled  on  or  kicked  by  horses  whilst  engaged  in  railway  work  ; 
10  injured  by  being  struck  by  articles  thrown  from  passing  trains  ;  1  killed  and  572 
injured  by  the  &11ing  of  rails,  sleepers,  &c.,  when  at  work  on  the  line  ;  4  killed  and 
830  injured  in  other  ways  when  at  work  on  the  line  or  in  sidings  ;  and  10  killed  and 
1,262  injured  from  various  other  causes.  Of  persons  transacting  business  on  the 
ccmipanies'  premises,  9  were  killed  and  248  injured  ;  and  of  other  persons  not  coming 
within  the  above  classifications,  13  were  killed  and  82  injured  ;  making  a  total  in  this 
class  of  accidents  of  77  persons  killed  and  8,373  injured. 

Thus  the  total  number  of  personal  accidents  reported  to  the  Board  of  Trade  by 
the  several  Railway  Companies  during  tDe  nine  months  amounts  to  898  persons  killed 
and  13,181  injured. 


i 


TABLES   OF   ACCIDENTS. 


jr 


NOTE. 


All  accidents  which  occur  in  the  working  of  railways  or  on  railway  premises  to 
persons  other  than  servantft^of  th€  companies  (described  in  the  following  Tables  as 
"  Passengers"  and  "  Other  Persons")  are  required  to  be  reported  to  the  Board  of  Trade, 
however  slight  the  injuries  may  be;  but,  as  regards  sers^ants  of  the  companies,  only 
those  accidents  which  prevent  the  servant  injured  from  being  employed  for  five  hours 
on  his  ordinary  work  on  any  one  of  the  three  working  days  next  after  the  accident  are 
reported. 

The  following  Tables  tbi^.e£Qre  ihow  the  total  number  of  persons  other  than 
servants  of  the  companies  injured  from  accidents  arising  in  the  working  of  railways 
or  on  railway  premises,  but  only  the  number  of  servants  whose  injuries  prevented 
them  working  for  five  hours  on  any  one  of  the  three  working  days  next  after  the 
accident. 


y 


TABLE  No.  1. 

Summary  Statement  of  the  Number  of  Passengera,  Servants  of  the  Oompanies  and 
of  Oontraotors,  and  other  Persons  reported  to  the  Board  of  Trade  by  Railway  Compantbs 
as  having  been  Killed  or  Injured  in  each  Division  of  the  United  Kingdom  in  Accidents  to  Trains, 
and  by  the  RdNNiNO  of  Trains  or  the  Movement  of  Railway  Vehicles,  during  the  Nine  Months 
ending  30th  September  1901  ;  with  corresponding  figures  for  the  United  Kingdom  for  the  Nine  Months 
ending  30th  September  1900. 


t 


1901. 

1900. 

ElfOLAND  AND 

Wales. 

Scotland. 

IBBI 

iA.ND. 

1 

Unitkd 

KlNODOM. 

ITnitbd 

« 

KtKODOM. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Kilted. 

Inj  ured. 

Killed. 

Injured. 

PaSSKNGBRS  :— 

In  accidents  to  trains 

•  •  • 

2:<3 

... 

41 

•    •  • 

5 

•  .  . 

279 

16 

755 

(For  details,  see  Table  No.  2, 

p.  10.) 

From  other  accidents  connected 

63 

1,078 

12 

77 

9 

8 

84 

1,163 

92 

1,087 

with  the  running  of  trains  or 

the    movement    of    railway 

vehicles. 

(For  details,  see  Table  No.  3, 

p.  12.) 

« 

Total  op  Passengers  ... 

63 

1,311 

12 

118 

9 

13 

84 

1,442 

108 

1,842 

Servants  : — 

• 

In  accidents  to  trains 

3 

78 

... 

18 

3 

6 

6 

102 

20 

132 

(For  details,  see  Table  No.  2, 

p.  10.) 

• 

From  other  accidents  connected 

268 

2,673 

65 

286 

12 

46 

345 

3,005 

432 

3,295 

with  the  running  of  trains  or 

the    movement    of    railway 

4 

vehicles. 

(For  details,  see  Table  No.  3, 

p.  12.) 

- 

Total  of  Servants  ... 

271 

2,751 

65 

304 

15 

52 

351 

1 

1 

1 

3,107 

452 

3,427 

Other  Persons:— 

In    accidents    to   trains,     {See 

2 

1 

•   •  • 

1 

... 

«  •  • 

2 

2 

2 

3 

Table  No.  2.) 

« 

While  passing  over  railwa>fs  at 

35 

21 

5 

•  •  • 

2 

1 

42 

22 

50 

27 

level   crossings.     (See  Table 

No.  3.) 

While  trespassing  on  line.  {See 

153 

82 

48 

30 

10 

2 

211 

114 

212 

122 

Table  No.  3.) 

Suicides  and  attempted  suicides. 

96 

10 

6 

4 

1 

... 

103 

14 

86 

8 

(See  Table  No.  3.) 

On  business    at    stations    and 

11 

70 

3 

16 

•  •  • 

2 

14 

88 

21 

S-.' 

sidings.    {See  Table  No.  3.) 

1 

Miscellaneous      (not      included 

10 

15 

3 

3 

1 

1 

14 

19 

17 

22 

above).     {See  Table  No.  3.) 

1 

386 

Total  of  Other  Persons 

307 

199 

65 

1 

54 

14 

C 

259 

388 

264 

Grand  Total  op  Passengers.  ) 

* 

1 

■ 

1 

Servants,     and      Other  [ 

641 

4,261 

142 

47fi 

38 

71 

821 

4,808 

948 

5,533 

Persons.                              ) 

Note. — For  the  Dumber  of  persons  killed  or  injured  on  railway  premises  otherwise  than  through  accidents  to  train?  or  the  movement 
of  railway  vehicles,  str  Tables  S,  9,  and  10. 


10388 


B 


10 


Number  of  Pbrsons  EifLLBD  or 


TABLE  No.  2. 


Number  of  Passengers,  Servants  of  the  Cobipanibs  and  of  Contractors,  and  Other  Persows 

in  each  DIVISION  of  the  United  Kingdom,  in  the  different  Classes  of 


NUMBBB  OF  PASSBNOBBS. 


Class  of  \ccident. 


England 
and  Wales. 


Killedj 


In- 
jured. 


Scotland. 


Killed. 


In- 
jured. 


Ireland. 


Killed. 


In- 
jured. 


United 
Kingdom. 


Killed. 


In- 

jurdd 


NUMBBB  OF  SEBYAMT8. 


England 
and  Wales. 


Killed. 


In- 
jured 


Scotland. 


Killed. 


In- 
jured. 


Ireland. 


KiUed. 


In- 
jured 


United 
Kingdom. 


Killed. 


In- 
jured. 


1.  Collisioiui  between  passenger* 
tnuDB  or  parts  of  pasaengei  trains. 


2.  Collisioub  bettveen  passenger 
trains  and  goods  or  mineral  trains, 
light-engines,  or  other  movinjr 
vehicles. 


8.  Collisions  between  goods 
trains  or  parts  of  goods  trains, 
light-engines,  or  other  moving 
vehicles. 


4.  Collisions  between  trains  and 
vehicles  standing  foul  of  the  line. 


5.  Collisions  between  trains  and 
buffer-stops,  or  vehicles  at  rest : 
(a)  From  trains  running  into 

stations    at   too   high    a 

speed. 

(()  From  other  causes 

tf.  Trains  coming  in  contact 
with  projections  from  other  trains 
running  on  parallel  lines. 


7.  Passenger  trains  or  parts  of 
passenger  trains  leaving  the  rails. 


8.  Goods  trains  or  parts  of 
goods  trains,  light  engines,  &c., 
leaving  the  rails. 


9.  Trains  running  through  gates 
at  level-crossings,  or  into  other 
obstacles. 


10.  The  bursting  of  boilers  or 
tubes,  &c.,  of  engines. 


1 1 .  Other  accidents  arising  from 
the  failure  of  rolling-stock  (in- 
cluding the   failure   of    wheels, 
tyres,    axles,   couplings,    brake 
apparatus,  and  ropes  on  inclines). 

1 2.  Other  accidents  arising  from 
the  failure  of  permanent-way 
(including  failure  of  tunnels, 
bridges,  viaducts,  culverts,  and 
rails,  the  flooding  of  the  perma- 
nent-way, end  slips  in  cuttings 
and  embankments). 


13.  Fires  in  trains 

14.  Other  accidents 

TOTAii 


103 


53 


37 


13 


...  I 


23 


3 


..        ... 


•  '     . " 


(     •>• 


233 


87 


•  •  •     I         •  •  • 


41 


o 


HO 

•  •• 

61 

•  •• 

•  •  • 

1 

1 

•  •• 

37 

•  *« 

IS 

•  •  • 

•  •  • 

•  •  • 

24 

•  •• 

• 

■  •  • 

•  •  • 

3 

•  •  • 

•  •  • 

2 

•  • 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  •• 

279 

8 

12 


27 


8 


.  6 


78 


10 


18 


16 


87 


8 


8 


102 


X.B.— The  Board  of  Trade  state  the  cause  of  accident  as  returned  by  the  Com(>anies,  but  do  not  guarantee 


11 


iNJUMb  IN    ACCIDBNTS  TO  TRAINS. 


TABLE  No.  2. 


reported  to  the  Board  of  Trade  by  Railway  Oompanibs,  as  having  been  Killed  of  Injured 
Accidents  to  Trains,  during  the  Nine  Months  ending  30th  September  190L 


) 


NuxBBR  OF  Other  Persons. 

total  of  passsngers,  skrtahtb,  and  other 

Persons. 

— 

uidWalei. 

Scotland. 

Ireland. 

United 
1    Kingdom. 

Enfl^nd 
and  Wales. 

Scotland. 

Ireland. 

United 
Kingdom. 

Class  of  aooidbnt. 

Killed. 

In- 
jnrod. 

KiUed. 

In- 

iarecL 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured 

tilled. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

•  •• 

•  •• 

... 

.  •• 

1 

•  ••          (          • •  • 

1 

•  •• 

•  •• 

•• 

107 

! 

1 

1 

1 
... 

1 

•  •  • 

H7 

1.  Collisions  between  pasHonger 
trains  or  parts  of  passenger  trains. 

•  •• 

••« 

... 

«•• 

• ••                    • •• 

j 

•  •• 

• 

•  •• 

•  •  • 

65 

•  •  • 

3 

I 

r           •  •• 

r 

1 

8 

1 

•  •  • 

76 

2.  Collisions  between  passenger 
trains  and  goods  or  mineral  trains, 
light-engines,  or  other  moTing 
vehioles. 

•  •• 

1 
• ••        • •• 

1 

•  •• 

...  1 

1 

•  •• 
1 

1 

1 

1 

27 

•  •  • 

11 

•  •  • 

•  •  « 

1 

38 

3.  Collisions  between  .  goods 
trains  or  parte  pf  goods  trains 
light  engines,  or  other  moring 
vehicles. 

•  •• 

1 
•••        • • • 

1 

... 

•  •  • 

•  •• 

1 

1 

1 

•  •• 

•  •  « 

I 

... 

•  •• 

•  •• 

•  •  • 

a  •  • 

1 

4.  ColliBious  between  trains  and 
vehicles  standing  foul  of  the  line. 

•  •• 

1 

•  •• 

*  •• 

•  •• 

•  •• 

•  •  • 

r 

1 

«  •  • 

•  •• 

39 

• 

•  ••                  ••• 

1 

8 

•  •• 

3 

39 

5.  ColHsl<»n8  between  trains  and 
buflFor- stops,  or  vehicles  at  rest : 
(/»)  From  trains  running  into 
stationH  at    too    high  a 
9peed. 

1 
•••    1     •■• 

1 

... 

•  •  • 

*  •• 

...  i 

•  •« 

•  •• 

... 

22 

•••                  •••              •••' 

•  •• 

...     !     22 

1 

(ft)  Prom  other  causes. 

««>         ••• 

1 

•  •  • 

1 
•  ••      1         • •• 

1 

1 

1 

• ••                • •• 

1 

t 

i 
1 

•  •• 

... 

•  •• 

•  •  •                  • •# 

... 

•  ••     1 

...          ... 

6.  Trains  coming  in  contact 
with  projections  from  other  trains 
running  on  parallel  lines. 

•  ••                •  • • 

•  •• 

1 
1 

1 
...          .•• 

1 
1 

1 

•  •• 

•  •• 

•  •  • 

24 

4 

1 

••• 

...  i 

...     1    28 

1 

7.  Passenger  trains  or  parts  of 
passenger  trains  leaving  the  rails. 

•  ••               «•• 

1 

1 

1 

1 

\ 

•  a .                         . *• 

1 

1 

1 
... 

1 

•  •• 

•  •  • 

8 

r 
...                       ... 

1 

r 

•  «.                   o 

9 

8.  Goods  trains  or  parts  of  goods 
trains,  light-engines,  ko.,  leaving 
the  rails. 

2 

1 

t      4         •  •  • 

r 

1 
.. •        .«•          ... 

;       1 

1 

i         2 

1 

I 

2 

y 

4 

1 

•   •   • 

t 
2  , 

1 

t 

1 

2        12  i 

!               1 

9.  Trains  running  through 
gates  at  level-crbesingi*,  or  into 
other  obstacles. 

••• 

•  •  •       4            •  •  * 

1 

1 

1 
•  •• 

r 

i 

t 
...     i     ... 

i 
1 
1 

2 

3 

1 
...          ... 

•    •   • 

1 

2          4 

10.  The  bursting  of  boilers  or 
tubes,  &c.,  of  engines. 

••• 

i        1 

1 

1 

i                            1 

•  ••                   •  •• 

1 

i 

1 

t 
j 

.      j 

«  •  • 

6 

1 

1 

1 
...           '           ...      1 

t 

1 

i 

I 
7 

11.  Other  accidents  arising  from 
the  failure  of  rolling-sto<£  (in- 
cluding the  failure  of  wheels, 
tyres,  axles,  couplings,  brake- 
apparatUH,  and  ropes  on  inclines). 

••• 

1 

•••                  •••                      ••• 

1 
1 

• 

1 

... 

J 

\ 
1 
1 

...             ... 

t 
1 
t 
1 

1 

•  •• 

•  •  • 

•  • •                   •  •• 

•    •    • 

1 

•  •• 

t 

1 
1 

1 

•  •  •                    •  •  • 

! 

1 2.  Other  accidents  arising  f  roza 
the  failure  of  permanent-way 
(including  failure  of  tunnels, 
bridges,  viaducts,  culverts,  and 
rails,  the  flooding  of  the  perma- 
nent-way, and  slips  in  cuttings 
and  embankments). 

•  •• 

•t*                  ••                      ••• 

...                         ... 

t 

• • •             '             • «• 

1 

1 

•  •  •         1         •  •  • 

...       ... 

•    •   • 

... 

• ••                       • • • 

13.  Fires  in  trains. 

1 

1 

•••               •••                  ••• 

* • •                         ... 

t                                  1 

1 
■  .  •             '             •  •  • 

1 

...    !      1 

1 
....     ... 

1 

•    •    •                        1                        •    •  • 

1 

...      '        I 

1 

14.  Other  accidents. 

2 

1 

!                          1 

1         ...             1 

1 

1 

1 

2         2 

1 

5 

312 

•  •  • 

60 

3 

11 

t 

8  ,  :^83 

I 

Total. 

ritt  adopt  the  statement,  except  in  oases  where  an  official  inquiry  has  been  held. 
10888 


B  2 
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NuHBBR  OF  Persons  Killed  or  Injured  from  the  Running 
TABLE  No.  3. 


Number  of  Passenqers,  Servants  of  the  Companies  and  of  Contractors,  and  Other  Persons 

in  each  Division  of  the  United  Kingdom,  by  the  Running  of  Trains  or  by  the 


Ekgland  and  Wales. 


Scotland. 


Killed. 


Injnred.- 


Pasbkngabs  :— 


1.  From  falling  between  trains  and  platforms  : 

(1)  When  entering  trains     

(2)  When  alighting  from  trains     

2.  From  falling  on  to  the  platform,  ballast,  &o. : 

(1)  When  entering  trains     

(2)  When  alighting  from  trains     

8.  From  falling  off  platforms  and  being  struck  or  run 

over  by  trains. 
4.  Whilst  crossing  the  line  at  stations  : 

( 1 )  Where  there  is  either  a  snbway  or  footbridge 

(2)  Where  there  is  neither  a  subway  nor  footbridge 

6.  By  the  closing  of  carriage  doors        

C.  From  falling  out  of  carriages  during  the  running 

of  trains. 

7.  By  other  accidents        

Total  op  Passengeb.s 


Sebvantb  :-«- 

By  aooidents  occurring  during  shunting  operations, 
vis: 

1.  Whilst  coupling  or  uncoupling  vehicles 

2.  By  coming  in  contact,  whilst  riding  on 
vehicles,  with  other  vehicles,  &c.,  standing  on 
adjacent  lines. 

3.  While  passing  over,  under,  or  standing  on 
bulfers. 

4.  When  getting  on  or  off,  or  falling  off  engines, 
waggons,  &c. 

5.  Whilst  braking,  spragg^ng,  or  chocking  wheels 

6.  Whilst  attending  to  ground-points       

*  7.  Whilst  moving    vehicles    by    capstans,  turn- 
tables, propH,  levers,  kc. 

8   Bf    other    accidents    not    included    in    the 
preceding. 
9.  From  falling  off  trains,  engines,  &c.,  in  motion  ... 

10.  When  getting  on  or  off  engines,  vans,  &c.,  during 
the  running  of  trains. 

11.  By   coming     in    contact    with    over-bridges    or 
erections  on  the  sides  of  the  line. 

12.  Whilst  attending  to,  or  by  the    failure  of,   the 
machinery,  &c.,  of  engines  in  motion. 

].H.  Whilst  working  on  the  permanent- way,  sidings,  kc. 

14.  Whilst  attending  to  gates  at  level-crossings 

15.  Whilst  walking,  crossing,  or  standing  on  the  line 
on  duty  : 

(1)  At  stations 

(2)  At  other  parts  of  the  line  

ir».  From  being  caught  between  vehicles         

1 7.  From  falling  or  being  caught  between  trains  and 
platforms,  walls,  &c. 

18.  Whilst  walking,  &c.,  along  the  line  to  or  from  work 

19.  Miscellaneous    ... 

Total  of  Servants        


0th I R  Persons:— 

1.  Whilst  passing  over  railways  at  level-crossings 

2.  Whilst  trespassing  on  line       

.S.  Suicides  and  attempted  suicides        

4.  On  business  at  stations  and  sidings 

6.  Miscellaneous  (not  included  above) 

Total  op  0th kr  Persons 


Grand  Total 


•••  ••• 


13 


4 

8 


5 

7 

11 
10 


63 


8 
3 


6 
1 

7 

25 

10 
3 


46 

1 


08 

20 

11 

6 

25 
22 


268 


35 

153 
96 
11 
10 


305 


636 


49 
41 

62 
464 


5 

2 

243 

42 

165 


1,078 


863 
19 


7 

153 

272 

65 

308 

329 

50 
184 

39 

249 

82 
1 


152 
32 
68 
39 

18 
243 


3,673 


21 
82 
10 
70 
15 


198 


3,949 


KiUed. 


Injured. 


I- 


2 
1 


1 
2 


4 

1 


12 


3 

1 

3 
3 

2 


17 
•> 


10 

10 

2 

1 

4 

V 


65 


5 
48 
6 
3 
8 


65 


142 


H 
7 

5 

16 

1 


1 

•  •• 

21 

7 

13 


77 


87 

8 


9 

25 

15 
12 
11 

S3 

7 
17 

8 

20 

10 


19 

6 

15 

7 

2 
25 


286 


30 
4 

16 
3 


fS 


416 


N.B. — ^The  Board  of  Trade  state  the  cause  of  the  accident  as  returned  by  the  Companies,  but  do  not 
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or  Traixs  or  thb  Movbmbkt  of  Railway  Vbhiclbs. 

TABLE  No.  3. 


reportod  to  the  BOARD  of  Tradb  by  RAILWAY  COMPANIES  as  having  been  Killed  or  Injured 
Movement  of  Railway  Vbhiolbs  daring  the  Nine  Months  ending  30th  September,  1901. 


1 

IBSLAKD. 

United  Kingdom. 

KiUed. 

Injured. 

KiUed. 

Injured. 

* 

Passenobbs  :— 

1.  From  falling  between  trains  and  platformt : 

•  •• 

•  •« 

14 

55 

CU  Wben  entering  trains. 

S 

•  •• 

9 

48 

(2)  When  alightine  from  trains. 
2.  From  falling  on  to  me  platform,  ballast,  k^.  -. 

•  •• 

1 

«•• 

68 

(!)  Wlien  entering  trains 

s 

•  •• 

7 

4-0 

(2;  When  aligbttng  from  trains. 

2 

•  •■ 

12 

6 

3.  From  falling  off  platforms  and  being  struck  or  ran 

over  by  trains. 
4.  WhiUt  crossing  the  line  at  stations : 

1 

•  •• 

6 

6 

(1)  Where  there  is  either  a  subway  or  footbridflre. 

(2)  Where  there  is  neither  a  snbwaj  nor  footbridge. 

... 

•  •• 

8 

2 

•  •  • 

•  •« 

•  •• 

264 

5.  By  tbe  closing  of  carriage  doors. 

1 

8 

16 

55 

6.  From  fallinj;  out  of  carriages  during  the  running  of 
trains. 

1 

1 

12 

179 

7.  By  other  aooidentfi. 

9 

8 

84 

1,163 

Total  of  PASsBNaEBs. 

Srbvants  :— 

By  accidents  occurring  duriuic   shunting  operations, 

1 

11 

9 

411 

1.  Whilst  coupling  or  uncoupling  vehicles. 

•  •• 

•«. 

3 

27 

2.  By  coming  in  contact,  whilst  riding  on  vehicles, 
with  other  vehicles,  &o.,  standing  on  adjacent 
lines. 

•  •• 

... 

•  •• 

16 

3.  While   passing?   ovev.   under,,  or   standing   on 
butfers. 

*  •• 

1 

1 

179 

.    4.  When  getting  on  or  off.  or  falling  off  engines, 
waggons,  ko. 

•  •  • 

3 

6 

290 

5.  Whilst  braking,  spragging,  ox  chocking  wheels 

•  •• 

•  •• 

1 

77 

6.  Whilst  attending  to  ground-points. 

7.  Whilst  moving  vehicles  by  capstans,  turn-tables. 

•  •  • 

5 

10 

3'Ji 

props,  levers,  &c. 

I 

2. 

27 

3(i4 

8.  By    other     accidents     not    included    in    the 
preceding. 

2 

4 

15 

61 

9.  From  falling  off  trains,  engines,  &c.,  in  motion. 

3 

6 

9 

207 

10.  When  getting  on  or  off  engines,  vans,  &o.,duriii|r 
the  running  of  trains. 

1 

2 

8 

49 

11.  By    coming     in    contact    with    over-bridiices    or 
erections  on  the  sides  of  the  line. 

•  •• 

1 

•  • 

270 

12.  Whilst  attending  to,  or  by  the  failure  of,  the 
machinery,  &c.,  of  engines  in  motion. 

1 

•  •• 

64 

92 

1 3 .  Whilst  working  on  the  permanent- way,  sidings,  kc 

•  •  ■ 

1 

8 

2 

14.  Wnilst  attending  to  gates  at  level-crossingif. 

15.  Whilst  waiJang,  crossing,  or  standing  on  the  line 
on  duty : 

1 

4 

79 

175 

(1)  At  station?. 

•  •• 

•  •  • 

80 

HS 

(2)  At  other  parts  of  the  line. 

••• 

•  •  ■ 

i3 

83 

1 0.  From  being  caught  between  vehicles. 

•  •  • 

2 

7 

48 

1 7.  From  falling  or  being  caught  between  trair^s  and 
platforms,  walls,  ko. 

1 

•*. 

30 

20 

18.  Whilst  walkinjT,  ko ,  along  the  line  to  or  from  wotk. 

1 

4 

30 

272 

ID.  Miscellaneous. 

12 

46 

846 

3,005 

Total  op  Sbbvaxts. 

* 

Otheb  Pkb^ons  :  — 

2 

1 

42 

22 

1.  Whilst  passing  over  railways  at  level-crossings. 

10 

2 

211 

114 

2.  Whilst  trespassing  on  line. 

1 

•  •• 

103 

14 

3.  Suicides  and  attempted  suic:d«>s. 

•  •• 

2 

14 

SS 

4.  On  business  at  stations  and  sidings. 

1 

1 

14 

19 

5.  Miscellaneous  (not  included  above). 

14 

6 
60 

384 

257 

Total  of  Otheb  Pbbsons. 

35 

813 

4,425 

Ukanu  Total. 

r 

; 


guarantee  or  otherwise  adopt  the  statement,  except  in  cases  where  an  olBcial  inquiry  has  been  held. 
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Number  of  Persons  Killed  or 


TABLE  No.  4. 


Number  of  Persons  reported  to  the  Board  of  Trade  by  Railway  Companies  as  having  been  Killed  or 

to  Trains,  Rolling-Stock,  and  Permanent-Way  of  the 


iW*" 


Namb  of  Company 


betweon 
PaBsenger 

Trains 
or  ParU  of 
Paflflonger 

Trains. 


K* 


Lt 


CoUisionb 
between 
Flossenger 
Trains  and 
Goodii  or 
Mineral 
Trains, 
Light- 
En  ffines, 

AC. 


ENGLAND  AND  WALES. 

■Wlrr^  ••«  •*•  ... 

(krliflle  Goods  Traffic  Oom- 

mittee. 

Gheahlre  Lines       

Pnmefls 

Great  Central        

Great  Eastern         

Great  Northern      

Great  Western 

Hnll,  Bamsley  and    West 

Riding  Junction. 
Lanoasb ire  and  Yorksh ire . . . 
Lancashire  and   Yorkshire 

and  London  and  Xorth- 

Westem  Joint. 
London  and  North- We-^tom 
London  and  North- Western 

and  Midland  Joint 
London  and  Sonth-Western 
London,     Brighton,      and 

South  Coast. 
Manchester,  South  Junction 

and  Altrincham. 

Metropolitan  

Midland       

Midland  and  South- Western 

Junction. 

North-Eastern        

North  Staffordshire 

Rother  Valley        

South-Easteru  and  Chatham 
South  Wales  Mineral 

TaffVale     

Wigan  Junction.    

Total,  England  and  ( 
Wales         ...  i 


1 

6 

•  •  • 

11 

7 


SCOTLAND. 

Caledonian 

Dumbarton     and    Balloch 

Joint. 
Great  North  of  Scotland  ... 
North  British         


Total.  Scotland 


•  •  • 

■  •  ■ 

9 

•  •• 

22 

•  ■  • 

1 

•  •  • 

2 

•  •  • 

15 

■  •  ■ 

•  •• 

•  •  • 

>  •• 

■  •  • 

28 

•  •  ■ 

•  •  « 

•  ■  ■ 

■  •  • 

■  •  ■ 

•  •• 

•  •  • 

•  ■  • 

•  •  • 

2 

•  ■  • 

•  V  • 

lo; 

•  •• 

.  IRELAND. 

Great  Northern      

Great  Southern  and  Western 


Total.  Ireland 


Total,  United  Kino- 

DOM   •••  •.. 


4 
I 
2 


23 


9 
8 


65 


22 

■  •  • 

•2 

•  •  • 

•  •  ■  ■ 

I 

«  •  • 

18 

•  •  • 
■  •  • 

■  •  • 
•  •  • 

•10 

■  •  • 

3 

Collisions 

between 

Goods 

Trains  or 

Parts  of 

Goods 

Trains, 

Light- 

Enffines, 

AC 


K. 


OoUisions 
between 
Trains  and 
Vehicles 
standing 
foul  of 
the  Line. 


Collisions  between  Trains 

and  Bnff er-Stops, 

or  Vehioles  at  rest. 


(a.)  From 
Trains  run- 
ning into 
Stations  at 
too  high  a 
speed. 


E. 


1 
1 


1 
3 


2  I 


6  I     ... 


1 
4 


(6.)  From 

other 

Causes. 


K. 


a 

Trains 
coming  in 

Contact 

with 

Projections 

from  other 

Trains 

running 

on  Parallel 

Lines. 


K. 


I. 


Passenger 

Trains  or 
Parts  of 

Passenger 
Trains 
leaving 

the  Ralls. 


K. 


8 

Goods 

Trains  or 

Parts  of 

Goods 

Trains, 

Lights 

Engines,  Ac 

lea\ing 
the  Bails. 


6        ... 

%  •  •  ■  •  • 


27 


8 


•  «  •      1  • ■ • 


9 


11 


19 


12 


2 


39 


5 
4 
1 
1 

2 


•  •  •  •  •  • 

■  •  ■ 


• ••  • •■ 


•  ■  •      '  •  •  ■ 


«  •  •      '  •  I 


•  •  •      I  ■ • • 


•  •  «  •  •  • 


•  ■  •  •  ■  • 


22 


I     ... 


2 

6 


8 


■  •  • 
•  «  • 


•  •  •  •  ■  ■ 


147 


76 


38 


39 


22 


3 


•  •  ■ 

2 

•  •  • 

•  ■  • 

•  •  ■ 

•  •• 

V  «   • 

■  •  • 

■  ■  a 

•  ■• 

■  •  • 

•  •  • 

•  •• 

8 

•  •  • 

•  •• 

•  •  ■ 

■  •  • 

•  •  • 

•  •• 

•  •• 

*  ■  • 

•  •  • 

1 

•  •  • 

•  •  • 

■  •  • 

•  •  • 

•  •  • 

■  •  • 

•  •• 

24 

4  : 


28 


8 


8 


Note. — ^In  tlie  ab^ve  Table  the  persons  killjd  and  injured  from  aooidents  are  entered  against  the  Company  on  whow 
•  Killed.  t  Injured. 
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IirJURBD  IN  ACOIDBNTS  TO  TRAINS. 


TABLE.  No.  4, 


iNJTTRBD  in  the  different  Classes  of  Accidents  occurring  on  the  Lines  of  the  several  Railway  CojcPA^jiaB 
Odmpanibs  during  the  Nine  Months  ending  30th  September  1901. 


1           9 

10 

u 

Accidents 

12 
Accidents 

13' 

14 

Trains 

arlaiug  f  rtim 

arlstngfrom 

- 

— 

»  •■  • 

running 

ihrougfi 

'    Gates  fti 

Level 

OroesingR 

The 
bursting  of 
Boilers  or 
Tube^Jka, 

Bn^nes. 

the  Failure 

the  Failure 

of  Bolling- 
Stook  (in- 
cluding 
Failure  of 

of  Perma- 
nent-Way 
(including 
Failure  of 

Fires  in 
Trains. 

Other 

Accidents. 

Total 
Number 

of 
Persons 

Number 

of 

Passengers 

and 

others. 

Number 
of 

Servants. 

Name  of  CoxPAinL 

or  into 
other 

Wheels, 
Tyres.  Axle)}, 

Tunnels, 
Bridges, 

of  all 
Classes. 

Obstaeias. 

1 

Ac.). 

Rails,  Ac.). 

f 

K.»       I.t 

K. 

L 

1 

K.     1    L 

K. 

L 

1 
K.        I. 

1 

K.        L 

1 
K.    i     L 

K. 

I. 

I 

t 
• 

1 
I                      ' 

1 

1                      1 

1 

1 

• 

• 

» 

• 

ENGLAND  AND-WALESL 

... 

■  ■  • 

•  •• 

•  •  • 

1 

■  •  • 

•  «  • 

•  •  • 

•  •  • 

■  •  ■ 

• 

•  •• 

1 

•  •  • 

•  •  ■ 

•  •  • 

1 

Uarry. 

•  •■ 

•  • 

•   •• 

•  •« 

•  •  « 

•  •• 

•  «• 

•  •  i 

•  •  • 

•  •  • 

1 

•  •• 

■  •  • 

•  •  • 

I 

Carlisle  Goods  Traffio  Qom,^ 

mittee. 

•  •  • 

•  •• 

•  ■■ 

... 

•  •  • 

•  • 

■  •  • 

•  ■  • 

•  •• 

1 

• 
•  •• 

1 

■  •  • 

•  •• 

Cheshire  Lines. 

•  •• 

■  •  • 

*•• 

•  •• 

•  •■ 

•  •• 

«•« 

•  •  • 

•  •• 

5 

•  •• 

5 

•  •• 

*  •  • 

Fumees. 

1        ••• 

■  •  ■ 

•  ••                                 ■   •• 

•  •  • 

•  •« 

•  •• 

•  ■• 

•  •• 

>•• 

7 

•  •• 

6 

•  •• 

1 

Great  Centrat. 

•  •• 

•  •• 

•••            1                    •  •• 

•  •• 

•  •« 

•  «• 

•  •« 

■  •• 

■  •  • 

28 

•  •• 

27 

•  •• 

1     Qrea*  Baatern. 

■  ■• 

• « • 

•  ••            1                     •   •• 

•  •• 

•  • 

•  «• 

•  ■  • 

■  •• 

•  •  • 

21 

•  •• 

15 

■  •• 

6  j  Great  Northern. 

■  •• 

2 

... 

•  *• 

•  •• 

•  •• 

•  •• 

*•« 

•  •• 

•  •« 

•  •• 

8 

*  «• 

3 

•  •  • 

5  j  Great  Western. 

•  ■  ■ 

•  •  • 

... 

t  •• 

a«« 

■  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

I 

•  »• 

•  •  • 

■  •• 

1 

Hull,  Bamsley   and   Weal 

1 

Riding*  Jtmoeionr- 

•  •• 

3 

2 

•  •• 

•  •• 

•  •  • 

•  •  • 

•  •• 

•  •• 

•  •  • 

1 

2 

10 

•  •• 

1 

8 

9     Lancashire  and  Yorkshire^ 

•  ■■ 

•  •  • 

•  •  • 

•  •  • 

■  •• 

•  •• 

•  •  • 

•  ■• 

•  ■  • 

•  •  • 

•  •• 

•  ■  • 

7 

•  •■ 

7 

... 

•  •■ 

Lancashire  and   TorlnlifM 

1 

_ 

and  London  and  Xorljli^ 

Western  Joint. 

•  •  • 

■  •  * 

1 

•  ■  • 

1 

■  •• 

•  ■« 

•  •• 

•  •• 

•  •• 

•  •• 

23 

•  •• 

8 

... 

15 

fiondonand  North-AVestem. 

•  •« 

•  »  • 

... 

*•• 

•  •• 

•  •  • 

•  •• 

•  «• 

•  •• 

■  •  • 

•  •« 

9 

•  •« 

o 

... 

4 

London  and  North- Western 
and  Midland  Joint. 

2 

3 

•  ■  • 

•  ■  • 

•  •• 

•  •• 

■  •• 

■  •• 

•  •• 

•  •• 

2 

48 

2 

47 

••# 

1 

London  and  South- Weatwm 

... 

•  •• 

*  •  • 

■  •  • 

1 

•  •« 

•  •• 

•  •• 

■  •• 

•  •• 

•  •  • 

9 

•  •• 

2 

■  •  • 

•      7 

London,      Bri^rhton,     »nd 

k 

South  Ootist. 

•  •• 

•  •  • 

•  •• 

•  ■  • 

■  •  • 

•  ■  • 

•  •• 

•  ■  • 

■  •• 

•  •• 

•  •• 

2 

•  •• 

2 

•  ■« 

... 

Manchester,  South  Jnnotioa 
and  Altrinohanij 

■•• 

«  •  • 

•  ■  • 

•  •• 

■  •• 

•  •• 

•  •  ■ 

■  •• 

•  •• 

•  »• 

•  •■ 

16 

«  •• 

15 

•  ■• 

1 

Metrop<^tan. 

■  •• 

•  •• 

•  •■ 

•   «  ■ 

2 

■  •  • 

•  •  ■ 

•  •• 

•  «• 

•  •• 

...  ,     40  1 

■  •  • 

27 

•  •• 

13 

Midland. 

... 

2 

•  •• 

•  •• 

. .. 

■  •  • 

■  •• 

«•• 

•  •■ 

•  •« 

•  •■ 

2 

•  • « 

•  •  • 

•  •« 

I      2 

.Midland  and  Soadi4-W4rt|Ma 

1 

Junction. 

f    ••• 

• ••                • « ■ 

■  ■  a 

2 

•  ■  • 

•  «■ 

•  «« 

•  •  • 

•  a* 

I 

55 

•  «• 

49 

I 

6 

North-EaHtern. 

•  •• 

... 

•  «• 

■  •• 

•  •  • 

■  ■  « 

•    • 

•  •« 

•  •• 

... 

8 

•  •  • 

8 

•  •• 

•  ■• 

North  Staffordshire.' 

i 



•  •■ 

•  •• 

•  •• 

•  •• 

...  ' 

•  »• 

•  «• 

... 

1 

•  •• 

1 

•  •• 

•  •• 

Bother  Valley. 

1    ■•• 

2 

«  «• 

■  •  • 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

... 

5 

•  •• 

3 

•  •  • 

2 

South-Eastern  and  Chathaai 

•  •• 

... 

■  •  • 

*  •  • 

•  •• 

•  «  • 

•  •  • 

•  •• 

•  •  • 

... 

1 

•  •  • 

• 
•  •• 

•  •■ 

1 

Sovth  Wales  Min«nii. 

■ 

•  •  • 

•  •• 

•  •• 

•  •  • 

•  •• 

•  *  • 

•  •• 

•  ■  • 

... 

1 

■  •• 

•  •• 

•  •• 

1 

Taff  Vale. 

'    ... 

1 

9 

2 

•  •• 

3 

•  •• 

•  •• 

6 

•  •  • 

>•• 

•  •■ 

•  •• 

•  •• 

1 

...         2 

1 

•  •• 

2 

2 

234 

■  •• 

... 

78 

Wigan  Junction. 

2 

•  •• 

•  •• 

■  •• 

f 

5 

31. 

3 

)  Total.    Kitolasd    axo 
)     Walks. 

1 

' 

1 

1 

i 

1 

1 

SOOTL.-i.ND.* 

1    .  .        . •■ 

•  •• 

... 

•  •  • 

■  ■  ■ 

•  •• 

•  «■ 

•  •• 

•  •• 

•  •  • 

•  ■  • 

•  •  • 

SS 

...        21 

•  •  ■ 

12 

Caledonian. 

...        . •  • 

•  va 

... 

•  •  • 

■  ••                ■  •  • 

«  •  • 

•  •  • 

•  ■« 

•  •  • 

•  *« 

•  •  • 

1 

•  ••      1              i 

i 

•  •• 

■  •  • 

Dumbarton   and    BaQoch 
Joint. 

1 

•  ■  • 

•  ■• 

•  •  • 

1 
...        ... 

•  •• 

•  •• 

•  *• 

•  •  • 

«  •  • 

•  •  • 

1 

•  «•     j       •  •  • 

•  ■  • 

1 

Great  North  of  Scotlaxtd. 

1    ... 

•  •  • 

•  ■  • 

•  •  ■ 

•  •  ■ 

•  •  ■ 

•  •  • 

•  •  • 

1 

•  •• 

... 

•  •  • 

•  •  • 

•  •• 
■  •  • 

•  ■  • 

•  •  • 

•  •• 

•  •  • 

•  *  • 

25 

60 

...  ;  20 

...  .     42  ' 

•  •  • 

•  •  ■ 

5 

North  British. 

1 

■  •• 

I 

•  ■  ■ 

... 

18 

TcTAL,  Scotland. 

1 

1 

1 

! 

1 

1 

1 

1 

r 
1 

1 

• 

IRELAND. 

2 

....             L 

1 

•  •• 

•  •• 

•  •• 

•  •  • 

■  •• 

■  •  ■ 

5 

•  •• 

•  •  ■ 

•  ■  9 

6 

Great  Northern. 

•  ■•               ■ •  ■ 

•  ■  • 

•  •• 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  «  ■ 

•  •  • 

■  •  • 

•  •  ■ 

■  •  • 

•  •  • 
■  •  • 

3 

6 
11 

•  •  • 

5 
5 

3 
3 

1 
6 

Great  Southern  and  Western. 

1 

2 

1 

V   ■  • 

... 

1 

■  ■•                ■ ■  ■ 

1 

1 

3 

Total,  Ibblani;. 

'    2 

1 

12 

2 

4 

1 
•  •• 

7 

•  •• 

•  •• 

•  •• 

■  •• 

•  •• 

1 

8 

388 

2 

281 

6 

102 

Total,  ITNitrn.  KisoroM. 

linei  the  accidents  oeonrred,  exceyit  in  oases  of  injuries  arising  from  the  accidents  enumerated  in  Columns  Nos.  10  and  II. 

♦  Killed.  t  Injured. 
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Nttmber  of  Persons  Killed  or  Injured  by  the  RuNNixa 


TABLE  No.  5. 


'Number  of  Persons  reported  to  the  Board  of  Trade  as  haying  been  Killed  or  Injured  npon  the  several 

during  the  Nine  Months 

A.  Passengers. 


KA3fE  OF  OOMPAKY. 


From  falling 

between  Trains 

and  Piatforma. 


When 
entering 
Trains. 


JL* 


Lt 


(b) 

When 

alighting 

from 

Trains. 


K. 


From  falling  on  to 

the  Platform, 

Ballast,  Ao. 


(a) 

When 

entering 

Trains. 


K. 


I. 


(b) 

When 

alighting 

from 

Trains. 


I. 


From 

falling 

off 

Platforms 

amd 

beine 

strnck 

or  run 

orer  by 

Trains. 


K. 


Whilst  crossing 

the  line  at 

Stations. 


(a) 
Where 
there  is 
either  a 
Subway 
or  Foot- 
bridge. 


K. 


Where 
there  is 
neither  a 
Subway 
nor  Foot- 
bridge. 


By  the 
closing 

of 

Carriage 

Doors. 


E. 


From 
falUnff 
out  or 
Carriages 
during 

the 
runnni^ 

of 
Trains. 


By 

other 
Accidents 


Total. 


K. 


ENGLAND  AND  WALES. 

Cflntml  London        

Cbealiire  Lines 

City  and  South  London 


Oantang  and  Knot  End     ... 

Great  Central  

GreatEoBtem  

Gz«ftt  Northern       

Gzaat  Western         

Lancashire  and  Yorkshire ... 

Lancashire  Mid  Yorkshire 
and  London  and  North- 
western Joint. 

Lancashire,  Derbyshire,  and 
Bast  Coast. 

liyerpool  Oyerhead 

London  and  India  Docks  ... 
London  and  North- Western 

London  and  North-Westem 

and  Cockermouth  Keswick 

and  Penrith  Joint. 
London  and  North-Westem 

and  Great  Western  Joint 
London  and  North-Western 

and  Midland  Joint. 
London  and  North-Westem 

and   North    Staffordshire 

Joint. 
Lcudon  and  Sonth-Westera 

London  and  South- Western 
and  London,  Brighton  and 
South  Coast  Joint. 

London,  Brighton,  and  South 
Coast. 

London,  'nibury,and  South- 
end. 

u.eKsey  ...        ...        ... 

Metropolitan 

MiBtropolltanancl  Great  West- 
ern Joint. 

Metropolitan  and  Metropoli- 
tan DiRtriot  Joint. 

Metropolitan  District 

Midland 

Midland  and  Great  Northern 

Joint. 
Midland  and  Lancashire  and 
•  Yorkshire  Joint. 
Midland  and  North-Eastern 

Joint. 


1 
2 


•  •  •  ■ 


8 
4 
2 
4 
3 


1 
8 


i; 


2 


3 


••• 


2 
4 

3 
1 

1 


o 


I 
1 


8 


:} 


8 


7 
2 


r. 


2 

9 


1 


4 
4 


1 

7 
38 

7 
30 

8 

3 

1 


91 
1 


2 


110 
1 

13 

12 
2 

3 


■  •  •      I      •  I 


2 


•  •  •  ■  ■ 


••«      J      ■•• 


I  •  •      I      •  I 


a  •  •  ■  •  ■ 


5 
t) 
2 
9 
9 
2 


•  •  •  •  •  • 


1 
I 


•  •  •      J      •  •  • 


108 


6 

1 


16 


•  •  •  •  •  • 


'2 
1 


1 

... 

t.. 

•  •  • 

>  •• 

•  •  • 

1 

■  ■  • 

1 

•  ■  • 

•  ■  • 

■  •  - 

i  10 

•  •  • 

■  •  • 

•  •  • 

•  ■  • 

•  •  • 

28 

... 

■  •• 

•  •  • 

1 

•  •  • 

•  •• 

•  •  • 

■  •  « 

•  ■  • 

■  •  • 

•  ■  • 

2 

•  •  • 

•  «  • 

•  •  • 

■  •  • 

•  •  • 

•  ■  • 

1 

■  •  * 

... 

■  ■  ■ 

•  •• 

•  •  • 

« ■ •  • •■ 


3  I 


•  ■  •  •  •  • 


•  •  •  «  « < 


2 

28 


•  ■  •  •  •  • 


2 
3 


2 
2 
5 
2 


•  ■•  • •• 


.'> 


1 
2 
2 


2 

1 


1 
1 
1 


3 

18 
4 

12 
2 
2 


2 


40 


3 
1 


14 


1 
3 


3 
1  !      1 

1 
8 
1 
1  i  21 


6 

4 
9 
3 


\ 


14 


•  •  « 

•  •• 

1 

2 

•  •  • 

1 

»  ■  « 

1 

■  •  • 

«  •  ■ 

1 

26 

•  •  • 

•  •  • 

•  •  • 

... 

•  •  • 

1 

7S 
22 
62 
25 

8 

1 
1 
1 
252 
1 

16 

4 
1 

161 

1 

28 

29 

4 

14 
6 
5 

16 

96 

1 

2 

I 


Killed. 


Note.— In  the  above  Table  the  pcirsons  killed  and  injured 
t  Injured. 
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OP  Trains  or  the  Movement  op  Railway  Vehicles. 


TABLE  No.  5. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of  Railway  Vehicles 
ending  30th  September,  1901. 

A.  Passengers. 


Name  of  Company. 


1 

From  falling 
between  Trains 
and  Platforms. 


(a)       I       (6) 
Whan    I    ^^en 

Trains.   ;   ^S, 


From  falling  on  to 

the  Platform, 

Ballast,  Ac. 


(a) 

When 

entering 

Trains. 


K*    Lt  ,  K       I.       K. 


ib) 

When 

aliehting 

H-om 
Trains. 


K. 


From 

falling 

off 

Platforms 

and 

being 

strunk 

or  ran 

over  by 

Trains. 


Whilst  crossing 

the  Line  at 

Stations. 


L   I  K. 


(a) 
Where 
there  is 
either  a 
Subway 
or  Foot- 
bridge. 


ib) 
Where 
there  is 
neither  a 
Subway 
nor  Foot- 
bridge. 


K. 


! 

) 

6 

i 

J 

By  the 

closing 

of 

From 

falling 

onto? 

Carriages 

during 

the 
running 

of 
Trains. 

By 

other 

Carriage 

Accidental 

Doors. 

K. 

L 

K.      L 

1 

K 

L 

Total. 


EiwaiiAND  AND  Wales-— 
eont. 

Neath  and  Breoon 

Nortli    and    Soath-Westem 

Junction. 

Noith-Eaatem         

North  London  

Nottingham  Joint  Station... 
Oldham,     «A8hton  -  under- 

Lyne   and  Gnide   Bridge 

Junction. 
Rhondda  and  Swansea  Bay 
Rhymnfly       ...        ...        ... 

Sheffield  and  Midland  Joint 
SomeiBet  and  Dorset  Joint... 
Soorh-EftAtem  and  Chatham 
X <aii  V ai.6       •..        «•.         ... 

Tottenham  and  Forest  Gate 

Joint. 
Tottenham  and  Hampstead 

Joint. 

Waterloo  and  City 

Wectt  London  Extension  Joint 
Wurral  ...         ...        ... 

Wrexham.    Mold   and  Con- 

nah's  Quay. 


Total,  England  and 
Wales 


iD  I 


1 
2 


•  •  • 


I 
1 


1 ; 


.•    •  I 


..    ... 


2 

1 


9 


•  •  •  ■• 


>  •  •  •  • 


••■  •••  •«• 


12 


49  ,     6  I  41 


•  •  « 

•  •  « 

■  ■  • 

I 

•  •• 

■  •• 

•  •  ■ 

0 

•  •  • 

•  •  • 

•  •  • 

21 

•  •  • 

10 

•  •  • 

32 

•  •  • 

•  •  • 

•  •  • 

•  •• 

■  •  ■ 

2 

•  •• 

•  ■• 

•  •• 

•  •  • 

•  •• 

•  •  • 

•  •• 

•  •  • 

•  •  ■ 

■  •  • 

•  •  • 

•  •• 

•  •* 

■  •• 

•  •  • 

•  •• 

•  •  • 

•  •• 

•  •  ■ 

1 

•  •  • 

18 

•  ■  • 

*  «  • 

•  •  ■ 

•  ■  • 

•  •• 

•  •• 

■  •  • 

1 

•  •  • 

1 

•  •« 

6 

•  •  ■ 

«  a  • 

■  ■• 

•  •  •  ' 

■  •  • 

1 

•  •  • 

1 

•  •• 

•  •  • 

•  •• 

1 

•  •  • 

•  •• 

■  •• 

•  •  • 

*•• 

62 

4 

464 

SCOTLAND. 

Caledonian 

Dumbarton     and     Balloch 

Joint. 
Glasgow  and  Paisley  Joint... 
Glasgow  and  South- Western 
Glasgow,      Barrhead,      and 

Kilmarnock  Joint. 
Glas;row  District  Subway  ... 
Great  North  of  Scotland    ... 
Highland 
North  British  

Total,  Scotland 


IRELAND. 

Belfast  and  County  Down... 

Bel^t  and  Northern  Coun- 
ties. 

CaTan  and  Leitrim  ... 

Dublin,  Wicklow  and  Wex- 
ford. 

Great  Northern 

Great  Southern  and  Western 

Midland  Great  Western 

Total,  Ibeland 


Total,  United  Kingdom... 


2 


14 


•  •  •     I     •  •  • 


•         •  • « 


•         « •• 


1     ... 


8       5 


•  •  • 

•  ■  • 

•  •• 

•  a  • 

■  • 

•  •  • 

•  •  ■ 

•  ■  ■ 

•  •  • 

•  •  • 

•  •• 

•  90 

•  •  • 

■  •  • 

•  ■  • 

•  •• 

■  •  • 

•  •« 

•  •• 

•  ■  • 

•  ■  • 

•  •• 

•  •• 

■  •  • 

5 

7 

•  •  ■  • 


•  •■  • 


•  •  • 

•  •  • 

•  •• 

•  •• 

•  •  ■ 

•  •  ■ 

28 

1 

6 

10 

«  ■• 

1 

•  •  • 

•  •• 

•  •  • 

I 

•  •  ■ 

•  •  • 

•  •  • 

1 

•  •  ■ 

•  •  • 

■  •  • 

1 

■  •  ■ 

... 

1 

2 

1 

■  •  • 

1 

■  •  • 

1 

B  •  • 

•  •  • 

1 

I  •  •  ■  ■ 


I  •  •  ■  • 


13 
9 


•  •  »  •  •  ■ 


»••      I     •#« 


2  !     4 


I  ■  a  «  < 


I 


*) 


I  •  ■  •  • 


1 
1 


243 


■  •  •  •  • 


•  •  •  •  I 


I  •  •  < 


■  «•  •  1 


10 


16/ 


i) 


1 

•  • 

1 


I 
6 

76 

67 

1 

S 


1 
1 

9 

•  •  • 

28 
I 
4 

10 

9 
8 

1 
I 


68 


1,078 


4 

•  «• 

2 

•  •• 

2 

1 

7 

2 

•  •• 

•  •  • 

«  •  • 

•  •  • 

■  *  B 

10 

1 

2 

..• 

4 

5 

•  •• 

•  •  * 

•  •  • 

•  •  ■ 

•  •  • 

■  •  • 

•  ■  • 

•  •• 

■  •« 

•  •  • 

•  •  • 

•  •• 

•  «• 

•  «  • 

... 

••• 

1 

■  «« 

•  •  • 

■  •  • 

2 

■  •  « 

•  •  ■ 

•  >• 

•  •  • 

•  •  • 

1 

•  •  • 

•  ■  ■ 

■  •  • 

•  •  • 

4 

... 

.•• 

... 

•  •• 

■  •  ■ 

■  •• 

1 

■  •  • 

•  •  • 

•  •  t 

1 

•  •  • 

•  •  • 

•  •  • 

•  •• 

•  ■• 

•  •• 

1 

... 

I 

2 

2 

•  ■• 

tt  •  • 

•  ■  ■ 

•  •  ■ 

•  •• 

•  •  * 

1 

•  ■  • 

t  •• 

•  •  • 

I 

•  •• 

•  ■« 

2 

... 

•  •• 

1 

1 

«  •  • 

•  •  • 

■  ■• 

1 

•  •• 

•  ■  • 

... 

«  ■• 

•  •  • 

•  •  ■ 

•  ■  • 

•  •• 

•  •• 

... 

«  • 

*  •  • 

■  •• 

•  •• 

•  ■  • 

■  •• 

•  •• 

■  •  ■ 

■  •  • 

•  ■  • 

•  •  • 

•  •  ■ 

•  •  • 

»  ■  • 

ft  •  « 

■  •« 

•  •  • 

2 

•  •• 

•  •  • 

1 

•  •  • 

•  •  • 

■  •  • 

*  •• 

•  ■  • 

•  •• 

•  •• 

«  ■  ■ 

■  •  • 

•  •• 

•  ■  • 

■  •  • 

•  • 

•  •  ■ 

1 

•  •• 

1 

•  •• 

2 

I 

2 

•  •• 

2 

■  •• 

7 

■  •• 

•  ■  • 

1 

•  •• 

■  •• 

•  •« 

4 

i 

2 

•  •• 

4 

3 

6 

1 

7 

•  •• 

5 

1 

16 

2 

1 

•  ■■ 

1 

1 

•  •  • 

•  •• 

21 

4 

7 

1 

13 

12 

81 
1 

7 
5 
4 

I 
2 
2 

24 


77 


•  ■••  •••  •• 


■  ■  •  I 


I  •  •  B  I 


■  •  •   I 


•  •  •  •   ■  ■  •   I 


■   •  •  •   I 


•   •  •  •   •   ■ 


•   •  •  I 


I  •  •   •  • 


>  •  •   •  • 


•   •  •  •• 

■  •  •  •  • 


•  ■  •« 


■  •  •  « 


•  ■•  ■« 


•  •*  ■! 


•  •• 

•  •• 


1        3 
1 


6 


1 
3 


3 
2 
2 


9 


8 


66 ;  9  ;  48    .. 


68 


7  480!  12 

I      I 


6 


8     2  ;  ...  1264 


16 


88   12 


179 


84 


1,163 


are  entered  against  the  Company  on  whose  line  the  injury  was  received. 

•  Killed. 

10388 


t  Injured. 
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NuiiBBB  OP  Persons  Killed  or  Injured  by  the  Running 


TABLE  No.  b^continued. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  theseyeral 

during  the  Nine  Months 

B.  Servants  of  Companies  and  Contractors.   . 


Naur  of  Oompany, 


Bt  aooidbnts  occurbinq  dubino  Shunting  Operations. 


Whilst 
coupling 

or  un- 
coupllng 
Vehicles. 


By 
coming  in 
contact 
whilst 
riding  on 
Vehicles 
with 
other 
Vehicles, 
Ac.,  stand- 
ing on 
adjacent 
Lines. 


3. 


Whilst 
passing 

over, 
nnder.  or 
standing 

upon, 
Buffers. 


4. 


When 
getting 

on  or  off. 

or  fulling 
off, 

Engines, 

Waggons, 


5. 


WhUst 

braking, 

spragging, 

or 

chocking 

Wheels, 


Whi^t 
attending 
to  Ground 

Points. 


7. 

Whilst 
moving 
Vehicles 

Capstans, 
Turn- 
tables, 
Props, 
Levers, 
<ftc. 


8. 


By 

other 

Accidents 

not 
included 
in  the 
preced- 
ing. 


9. 


tBlhng 

off  Trains, 

Engines, 

dbc,  in 
Motion. 


10. 


When 

getting 

on  or  off 

Engines, 

Vans,^kc, 

duriniT 

the 

running 

of  Trains. 


K* 


I.t      K. 


K.       L   '   K.       L 


I. 


K. 


I. 


K. 


E. 


ENGLAND  AND  WALES. 
AlttKandra  (Newport)  Dock  ... 
Bftny     ...        ...        M. 

Brecon  and  Merthyr  ... 
Oambrian 


...        .. 


...        .* 


*••        .•• 


\/BUvLUI     ...  ...  .«•  ••• 

Central  London  ...        .'.. 

Cheshire  Lines 

City  and  South  London 

x/Of jTIb        ...  ...  ...  «*. 

Bast  and  West  Junction 

Bast  London  Joint      

iTuxneso ...        ...        •••        ... 

Great  Central 

Great  Eastern  .  

Great  Northern 

Great  Northern  and  Great  Eastern 

Joint. 
Great  Western 

Hull,    Bamsley,  and    West    Riding 

Junction. 
Isle  of  Wight 

Isle  of  Wight  Central 

Lancashire  and  Yorkshire 

Lancashire  and  Yorkshire  and  Lon 
don  and  North- Western  Joint. 

Lancashire,    Derbyshire    and    East 
Coast. 

LlTerpool,    St.    Helens    and    South 
Lancashire. 

London  and  North- Western 


London    and     North- Western     and 

Great  Western  Joint. 
London     and     North- Western     and 

Midland  Joint. 
London     and     North-Western    and 

North  Staffordshire  Joint. 
London  and  South- Western 

London  and  South  Western  and  Lon- 
don, Brighton,  and  South  Coast 
Joint. 

London,  Brighton,  and  South  Coast 


2 


3 


1 
1 


10 
10 
26 

•  •  ■ 

37 
1 


1 

27 

2 


t      •  •  • 


3 

I 


.V 


.  ... 


19 


11 


Killed. 


2 
2 
1 


18 


9 
1 


22 


1 
6 


1 

4 


14 


14 


18 


22 


24 


71 


2      ... 


1      12 


19*  •  •  • 


«•  ••« 


1     1     ... 


8 


•  •  •      1      ■  •  • 


16 


» •      J      •  < 


t  Injured 


2 


29 


19 


26 


29 
9 
1 


97 
3 
1 


11 


11 


*  *  *  ■ 


.) 


2 


11 


25 


17 


>  ■•      I      ••• 


4      40 


•••  ... 

2  1  22 

...  i     1 

•   ■  •   •  • 


6     SO 


I  •  •  I 


I 


I  ••• 
10 


■  •■  • 


...  I  10 


1  1  ... 


>v%     '     ••• 


t«*  . 


»  •  T  •  •  • 


•  •  •   ■• 


11 


•   •  •  I  • 


I        ••• 


1 


k  •  •  •  fl 


I ••       T       •  * 


1 
11 

8 
12 

..      •«. 
17 

>.  >  ... 


•      .•• 


1 
2 

1 


>••      .*• 


8S 


•  •  •  «  •  • 


8 


••«  I  ... 


1        6 


1» 


Of  Trains  or  the  Movement  of  Railway  Vehicles. 


TABLE  No.  b— continued. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of  Railway  Vbhioles 
ending  30th  September  1901 — continued. 

B.  Servants  of  Companies  apd  Contractors. 


u. 

12. 

13. 

14. 

1                      15. 

1 

10. 

17. 

1 

18, 

19. 

( 

By 

oontftct 
'withOrei^ 

1  bridges  or 

Whilst 
attending 

to  the 
Machinery, 

Ac,  of 

Enffinesin 

motion. 

Whilst 
working  on 

the 
Permanent 

Way, 
Sidings,  Ac. 

1 
1 

Whilst 

attending 

to  Gates 

at  Level 

OrosaingH. 

1 
1 

Whilst  walking, 
crossinff,  or  standing 
'   on  the  Line  on  Duty. 

1 

I 

From 
'      being 
1     caught 
'    between 
\    Vehicles. 

1 

From 

faUing 

or  being 

canght 

between 

Trains  and 

Platforms, 

Walls,  Ac 

Whilst 

walking, 

ACn  along 

the  Line 

to  or  from 

Work. 

Miscellaneous 

Toi 

rAL. 

'  Sreotions 
on  the 
8kl«wof 
IhaLlne. 

!         (a.) 

,          At 
,    Stations 

1 

(6.) 

At  other 

Parts  of 

the  Line. 

K.»       Lt 

K. 

L 

K. 

L 

K. 

I. 

K. 

L 

1 
K.    ,     L 

I 

K. 

L 

K. 

I. 

K. 

L 

K. 

I 

K 

L 

( 
1 

•  •• 

... 

•'•• 

«•• 

... 

... 

•  •• 

•  «• 

•  •• 

•  •  ■ 

•  •• 

•  •• 

1 

•  ■  • 

•  •  • 

•  •  • 

•  •  ■ 

1 

1 
( 

1 
...        ... 

••* 

•  •• 

■  •• 

4 

•  •• 

... 

•  •• 

1 

.*• 

.  . 

•  •• 

•  9« 

•  •• 

2 

•  ■• 

•  •  ■ 

•  ■  • 

•  •  • 

•  •• 

1 

1 
...        ... 

... 

•  *• 

2 

16 

■  •• 

«■• 

■  «« 

•  •• 

. .. 

... 

•  • 

•  •• 

•  •• 

1 

1 

1 

1 

•  •• 

•  •  • 

•  •  ■ 

I 

1 
...  1     ... 

... 

•  «■ 

1 

4 

•  •• 

... 

•  •• 

•  •• 

... 

• «. 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

1 

1 

1 

I 

1 

1 

7 

«•• 

•  •• 

•  •• 

•  •• 

■ .. 

1 

•  ■• 

•  ■  • 

I 

•  •■ 

•  •• 

•  •  • 

i 

•  •• 

•  •  • 

•  •  ■ 

•  •  ■ 

•  •  •                • •• 

1 

... 

•  •  • 

3 

3 

•  •• 

s 

•  •• 

•  •• 

... 

■  •• 

•  •• 

•  •• 

■  •• 

1 

•  •• 

•  •  • 

■  ■• 

•  •• 

•  •  • 

•  •  • 

•  •  • 

1 

•  •  ■ 

... 

1 

•»• 

4 

•  •■ 

•  •• 

•  •• 

•  •• 

1 

•  «• 

•  •• 

»»• 

•  •• 

•  •• 

• 

•  •• 

2 

1 

1 

•  «• 

•  •• 

2 

•  •• 

... 

2 

4 

10 

•  •• 

•  •• 

•  •• 

•  *• 

•  «• 

•  •  • 

•  •• 

•  »• 

•  •• 

•  ■  • 

•  •• 

•  •• 

•  •  • 

•  •  ■ 

1 

•  •• 

•  •  • 

••• 

... 

1 

1 

4 

1 

•  •• 

•  •• 

•  •• 

•  «• 

•  •• 

•  •• 

•  •• 

•  •  • 

■  •  • 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •  • 

I 

• .. 

•  •• 

... 

1 

•••                           • •• 

•  «• 

•  •• 

•  •  • 

•  •• 

•  •• 

«• 

•  ■• 

•  •• 

•  •  •                •  •  • 

•  •• 

•  •• 

«  •• 

•  ■• 

• ••                ••• 

.»• 

•  •• 

... 

1 

•  •• 

•  •■ 

•  •• 

•  •• 

•  •• 

1 

•  «• 

•  •• 

•  •• 

I 

•  •  •      1         •  •  • 

1 

•  •  • 

•  •• 

•  •  • 

• 

•  •• 

•  •• 

... 

•  •• 

... 

S 

1 
•••                           • •• 

1 

•  •• 

•  •• 

«•• 

.*• 

•  •  • 

»•• 

«•• 

•  •  • 

... 

•  •• 

•  •• 

•  •• 

•  • 

«  •  • 

•  •• 

1 

•  •  • 

... 

•  •• 

... 

11 

1              ... 

•  •• 

6 

1 

1 

•  •  • 

•  •• 

3 

3 

1 

... 

•  •• 

1 

•  •• 

•  •  • 

2 

a*        ... 

*•• 

4 

10 

78 

1 

•  •• 

14 

4 

10 

•  •• 

•  •• 

5 

8 

1 

... 

2 

•  •« 

3 

1 

*  1     ... 

1 

2 

21 

18 

164 

...  1        9 

•  •• 

5 

1 

2 

•  •  • 

•  •• 

9 

21 

•  •  • 

1 

... 

11 

•  •• 

5 

2 

2 

2 

14 

19 

169 

1         . 

•  •                 •  •• 

•  •• 

•  •• 

•  •• 

... 

•  •• 

•  •• 

•  «• 

... 

•  •  • 

•  •• 

•  •  • 

... 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

1 

••• 

!    ...         4 

1 

•  •• 

32 

3 

6 

1 

... 

7 

12 

4 

4 

2 

6 

1 

4 

I 

1 

1 

19 

32 

261 

•  •  •                •  •• 

•  •• 

3 

..* 

•  •• 

■  •  ■ 

•  •• 

1 

•  •  • 

«  •  • 

... 

•  •• 

•  •• 

•  ■  ■ 

•  •  • 

1 

•  •  • 

1 

*  •  • 

3 

6 

•  ••               •  •• 

I 

•      •          H 

•  »• 

... 

■  •• 

••• 

•  ■• 

... 

1 

•  •  • 

•  *. 

•     a 

•  •• 

•  •  ■ 

•  •  ■ 

•  •  • 

•  •• 

■  •• 

•  «• 

•  •• 

.       2 

... 

•  •• 

•      •• 

•  •• 

... 

•  •• 

•  •• 

•  •• 

... 

•  •  • 

•  •  • 

... 

ft  «• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •  • 

•  •• 

•  •  V 

•  ■• 

1 

... 

1 

••• 

16 

7 

13 

•  •  ■ 

•  •• 

6 

16 

•  •  ■ 

1 

•  •  • 

4 

•  ■• 

1 

•  •• 

2 

1 

26 

20 

202 

•  •• 

... 

•      •• 

•  •• 

1 

•  •  • 

•  •• 

«  •  ■ 

■  •  • 

2 

•  ■• 

•  •• 

1 

2 

•  •  • 

•  •  • 

•  •  • 

... 

•  •• 

•  r> 

2 

20 

t 

• ••                  • •• 

1 

•     •• 

•  «• 

•  •• 

#•• 

•  •  • 

1 

•  •• 

1 

•  •■ 

•  *■ 

«  •  • 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  .  • 

... 

• 

o 

1 
•••              ••• 

•     •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

«  •• 

•  •  • 

•  •  • 

•  •« 

•  •• 

•  •• 

•  •• 

•  •« 

1 

•  .  • 

•  •• 

.  .  • 

1 

•  •• 

li      7 

•       •• 

78 

6 

8 

•  «  • 

•  •• 

.5 

15 

3 

5 

•  •• 

9 

«  ■• 

2 

4 

3 

3 

50 

30 

610 

t 

•••         '                •  •• 

•      •• 

•  •  • 

1 

2 

■  •  • 

•  •• 

•  •• 

2 

1 

•  •• 

■  •  • 

1 

•  •• 

•  •• 

•  •  • 

•  •  • 

1 

3 

3 

21 

•  •                              •  •• 

•      »• 

•  •  • 

•  •  ■ 

•  •• 

•  •  • 

•  •  ■ 

*  •  • 

«  •  • 

•  •  • 

•  •• 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  .  • 

•  •  • 

1 

•  •« 

.5 

•••         .                 ••• 

•      •• 

•  •  . 

•  ■• 

•  •• 

•  •■ 

•  •• 

•  •• 

... 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  ■• 

•  •  • 

.  .  ■ 

•  #• 

I 

•  •• 

8 

•  •• 

4 

•       •• 

7 

4 

6 

•  •■ 

•  •• 

2 

11 

•  •  • 

I 

1 

•  •  • 

4 

1 

•  .  « 

•  •  • 

15 

10 

120 

•  •• 
1                                  1 

•  •• 

•      •* 

•  •• 

... 

... 

... 

•  •  • 

•  •  • 

1 

•  •  ■ 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •  ■ 

•  • « 

1 

•  •• 

•  •  • 

•  •  • 

1 

'                  1 

1        —    1        — 

•        •• 

2 

6 

7 

•  •  • 

•  •• 

4 

4 

•  •• 

•  •• 

•  •• 

•  •• 

1 

3 

•  ■• 

•  •  • 

3 

4 

17 

69 

Killed. 


10388 


t  Injured. 


C  2 


20 


Number  of  Pbrsons  ^Killed  or  Injured  by  the  Running 


TABLE  No.  5— continued. 


Number  of  Parsons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  npon  the  several 

during  the  Nine  Months 

B.  Servants  of  Companies  and  Contractors— con^tnti^. 


Namb  of  Coscpant. 


By  AOCIDBMTS  OOCURBINO  DUBING  SHUKTINO  OPBBATION8. 


1. 


Whilst 
ooapling 

or  un- 
oonpling 
Vehicles. 


2. 

^y 
coming  in 

contact 
whilst 

riding  on 

Vehicles 
with 
other 

Vehicles, 
ftc.,  stand- 
ing on 

adjacent 
Lines 


8. 


Whilst 

passing 

over, 

mider,or 

standing 

upon 

Buffers. 


When 

getting 

on  or  off, 

or  falling 

off, 

En^nes, 

Waggons. 


5. 


Whilst 

braking, 

spragging, 

or 

chocking 

Wheels. 


6. 


Whilst 
attending 
toOronnd 

Points. 


7. 

Whilst 
moving 
Vehicles 

CapeCans, 
Tom- 
tables, 
Propft, 
Levers, 


8. 


S7 

other 
Accidents 

not 
indnded 
in  the 
preced- 
ing. 


9. 


fall&g 

off  Trains, 

Engines, 

&c..  in 
Motion. 


10. 


When 

getting 

on  or  off 

Engines, 

Vans,  Ac, 

daring 

the 

running 

ofTrainsL 


K.-  1  Lt 


K. 


I. 


K. 


K. 


EnoLAKD  and  WJihE8--Cont. 

London,  Tilbnry,  and  Southend 
Maryport  and  Carlisle 

jiLenK? jT     •••  •■•  ...  ■••  ..« 

Metropolitan 

Metropolitan  District 

Mialand...        ... 

Midland  and  Great  Northern  Joint 

Midland  and  Great  Western  Joint  ... 

Midland  and  Lancashire  and  York- 
shire Joint. 
Midland  and  South- Western  Junction 

Neath  and  Brecon       


•  •  •  •  ■  I 


Normanton  Joint  Station 

North-Eastem  ... 

North  Eastern     and     London     and 

North-Western  Joint. 
North  London  ... 

North  Staffordshire 

Otley  and  Ilkley  Joint  

Port  Talbot       

Rhymney 

Severn  and  Wye  Joint  

Sheffield  and  Midland  Joint  ... 

Somerset  and  Dorset  Joint    

South-Eastem  and  Chatham 

Staly bridge  Joint  Station     

Swinton  and  Knottingley  Joint 

X au  Y aie  .••         ..•         ...         ... 

Wrexham,  Mold  and  Connah*&  Quay 

Railway  Clearing  House       

Total.  England  and  Walfis  ... 


81 
3 
1 


I 

31 

2 


3 


18 


•  •      I     •  ■ 


>  •      I      •  •  ■      \ 


'•      ( 


>  •      I      •  •  • 


'  •  •  I 


I 


363  ,     3 


11) 


1 


KiUed. 


2 


35 


20 


t  m  •  •  I 


»  «  •  •  « 


>  •  •  •  I 


>  •  »  •  • 


K. 


37 


21 


1 
•     1 


o         ... 


•  •  • 

1 

•  •  ■ 

•  •• 

6 

7 

•  •  • 

•  •■ 

•  •  • 

•  •  * 

153 

6 

272 

10 


•  •* 


15 


65 


SO 


>  ■      I      •  •  • 


!     6 
15 


*m  •  •  • 


■  •       \      •  •• 


*  •  ■  •  ■ 


*•  •  •• 


'  •       I       •  •  ■ 


I  •  •  •  • 


•  •  •  •  • 


•   •  •   •   4 


•  •  •  ■ 


•  •  •   « 


•   •  •   1 


7  ,308 


t  Ii^ored. 


25 


47 


329 


K. 


1      ... 


» «•      I      • • • 


32       1 


1  ... 

2  ... 


I  •  •  •  • 


•  •  «  •  ■ 


*•  •  •  ■ 


10 


••  •••  ••• 


«•  •  •  • 


1 
1 
41 
1 
1 
•      ... 


19 


•  ••■ 


»«•      I      tt ■« 


A      1     • ••  ••• 


6  1  ... 


*  •  •  *• 


I     1 

•••  •••  •••  a 


3 


60 


•..      • 


184 


21 


OF  Trains  or  thb  Movhmbkt  of  Railwat  Vbhiclbs. 

""—^  TABLE  No.  b— continued. 


Railways  in  the  TTkitbd  Kingdom  from  the  Running  of  Trains  or  the  Movbmbnt  of  Railway  Vbuiclbb 
ending  30th  September  1901 — continued. 

B.  Sbrvants  of  OOMPANIBS  and  Contraotors— con^mwtfrf. 


u. 


By 

otmingiB 

oontect 

witbOrflr- 

Mdgetor 


an  the 

Sideflof 

theLiDe. 


13. 


Whiltt 
attending 

to  the 
Machinery, 

^..of 

Ensinee  in 

Motion. 


13. 


Whilst 
working  on 

the 
Permanent- 
Way. 
Sidings,^. 


14. 


Whilst 

attending 

to  Gates 

at  Level 

Crossings. 


15. 

Whilst  walkii^. 
crossing,  or  stanung 
on  the  Line  on  Duty. 


(a.) 

At 
Stations. 


(6.) 

At  other 

Parts  of 

the  Line. 


16. 


Prom 

heing 

oanght 

between 

Vehicles. 


17. 


From 

fiOllng 

or  being 

caught 

between 

Trains  and 

Platforms, 

Walls,  Ac. 


18. 


Whilst 

walking, 

Ao.^  along 

the  Line 

to  or  from 

Work. 


19. 


Misoellaneon*. 


Total. 


K.»  I   Lt 


L 


E. 


L 


1. 


I. 


.*•        ..• 


..  I 


1 
1 
6 


39 


1 
2 


47 
1 


18 

•  •  ■ 

1 
3 


1 


249 


•  •  •< 


46 


1 
1 

7 
1 


8 


6 


82 


<  Killed. 


t         ••• 


•  ■  •     1         •  •  • 


11       24 


8 


2 


I  ..a 


3 
1 


1  ; 


2 

1 


•  •  • 

•  •• 

I 

2 

•  •• 

•  •  • 

•  •  ft 

•  •  • 

»  •  • 

1 

68 

10 


o 


•  •  •  «  ■  • 


•  •  •  •  •  • 


152 


20       32 


11 


14 
3 


68 


2 
1 
4 
1 


39 


25 


5 


18 


22 


t  Injured. 


4 

3 

32 

1 


21 


9 


243 


86 
1 
2 


19 


16 


268 


1 
1 
21 
T 
3tO 
16 
S 
2 
5 
1 
11 
243 
5 
8 
17 
2 
1 
6 
3 
2 
1 
80 
1 
1 
46 
2 
1 

2,67S 


22 
Number  of  Persons  Killed  or  Injitrbd  by  the  Running 


TABLE  No.  5 — continued. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the  several 

during  the  Nine  Months 

B.  Servants  of  Companies  and  Contractors — continued. 


Nams  of  Company. 


SCOTLAND. 


Galeddnian 


Dmnbarton  and  Bftlloch  Joint 

Dnsdee  and  Arbroath  Joint ... 

0-1a8gd>w  and  FaUley  Joint 

Glaafl^ow  and  Soxith- Western 

Gla8|^w,  Barrhead  and  Kilmarnook 

Joint. 
Great  North  of  Scotland       


•«•        ••• 


Kilsyth  and  Bonnybridge 


North  British   ... 


• ••  • •• 


Poctpatriok  and  Wigtownshire  Joint 
Railway  Clearing  Honse       

To'j  iL,  Scotland     


By  Aoon>SNTs  oocubbinq  dubinq  shunting  opkbations. 


1. 


Whilst 
oonpIiDg 

OP  un- 
coupling 
Vehicles. 


3 
By 

coming  in 
contact 
whilst 
riding  on 
Vehicles 
with 
other 
Vehicles. 
«&:c.,  stand- 
ing on 
adjacent 
Lines. 


3. 


Whilst 
passing 

over, 
under,  or 
standing 

upon, 
Buffers. 


4. 


When 

getting 

on  or  off, 

or  falling 

off. 

Engines, 

Waggons, 

Sui. 


5. 


Whilst 

braking, 

spragging. 

or 

chocking 

Wheels. 


6. 


Whilst 
attending 
to  Qround 

PointH. 


7. 

Whilst 
moving 
Vehicles 

Capstans, 
Turn- 
tables, 
Props, 
Levers, 
Ac. 


a 


By 

other 
AocidentB 

not 
included 
in  the 
preced- 
ing. 


9. 


By 

falling 

off  Trains, 

Engines, 

&c.,  in 
Motion. 


10. 


When 

getting 

on  or  off 

Engines, 

Vans.^.,) 

during 

the 

running 

of  Trains. 


K.» 


IRELAND. 

Belfast  and  Connty  Down     

Belfast  and  Northern  Counties 

Cavun  and  Leitrim      

Cork,  Bandon  and  South  Coast 

Dublin,  Wicklow  and  Wexford 
Great  Northern  ... 

Oreat  Southern  and  Western 
Londonderry  and  Lough  S willy 

Midland  Great  Western         

Sligo,  Leitrim  and  Northern  Counties 

Total,  Ireland       

Total,  United  Kingdom  ... 


l.t 


K. 


8 


... 

I 


24 


87 


1 
5 


2 


11 


411 


KiUed 


K.  .    L   '   K. 


E. 


K. 


I. 


K. 


E. 


•  •  •  ■  < 


8 


•  •  •  •  ■  ■ 


12 


1  i  ... 


9 


25 


8 


1  :     4 


■  •  •  •  • 


•  •  «  • 


15 


14 


12 


••«      I      ■••  •■■ 


I  •  •  • 


o 


11 


17 


33 


3 


3 


•  ■  •  •  •  • 


■  •  ■  • 


•  •  •  •  •  • 


1  :  ... 


p  ■  •        « •  • 


I  ■  ■    1    •  •  < 


1 


3 


•  •• 

•  ■  ■ 

•  ■• 

•  •• 

•  •  • 

•  •  • 

•  •  • 

•  *• 

•  •  • 

1 

•  •  • 

•  •  • 

«  •  • 

•  •  ■ 

«  •  • 

■  •  • 

■  ■  • 

1 

•  •  • 

1 

•  •  • 

•  •• 

•  •  a 

•  ■  • 

•  •• 

>  •  • 

•  •  • 

•  •• 

1 

I 

■  ■  • 

•  •  • 

•  •  • 

1 

2 

2 

27 


16 


179 


S90 


77 


10 


334 


27 


364 


16 


61 


t  Injoztd 


o 


8 


17 


>•     ! 


»  ■  a  Ml 


3 


f) 


207 


23 


OP  Trains  or  thb  Movjbmbnt  op  Railway  Vbhiclbs. 


TABLE  No.  b^coniinued. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of  Railway  Vehiclis 
ending  30th  September  1901 — conttniced. 

B.  Servants  of  Companies  and  GoNTRACTOBB—^conttnued. 


11. 

12. 

13. 

14. 

16. 

16. 

17. 

18. 

19. 

By 

ooming  in 

ooataot 

with  Over- 

bridfres  or 

Erections 

on  the 

Sides  of 

Whilst 
attending 

to  the 
Machinery, 

Ac,  of 
Engines  in 

Motion. 

Whilst 
working  on 

the 
,  Permanent- 
Way, 
Sidings,  Ao. 

Whilst 

attending 

to  Gates 

at  Level 

Crossings. 

Whilst  walking, 

crossing,  or  standing 

on  the  Line  on  Duty. 

From 

being 

oanght 

between 

Vehicles. 

Prom 

falUng 

or  being 

canght 

between 

Trains  and 

Platforms, 

Whilst 

walking, 

ifco.,  along 

the  Line 

to  or  from 

Work. 

Miaoe]] 

MMona. 

Total. 

• 

fa.)    . 

(6.) 

the  liine. 

1 

At 
Stations. 

At  other 

Part«  of 

the  Line. 

Walls,  dto. 

■• 

1 

K  •      l.t 

1 

K. 

L 

K. 

l 

K. 

L 

E. 

I. 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

2 

1 

4 

■  •  « 

3 

6 

2 

ft  ■• 

1 

ft  •• 

1 

5 

4 

3 

1 

1 
2 

■  ftft 

3 

2 

1 

2 

U 

21 

a5 

•  •• 

•  •  * 

■  •  • 

1 

«  ft  ft 

ft  ft  ft 

... 

ft   ■• 

ftft* 

ft  ft  ft 

1 

ftftft 

ft  ■• 

■  ftft 

ft  ft  ft 

... 

•     ftM 

•  *  ■ 

*•• 

• .. 

1 

1 

■  •• 

■  •  • 

•  «  ■ 

•  •  • 

I 

•  •  ft 

1 
1 

ftftft 

ftftft 

1 

1. 

ftft* 

ft  ft* 

•  ■  ft 

. .. 

ft   ftft 

•  ftft 

■  •• 

.«• 

2 

1 

■  •  » 

•  •  • 

■  •  • 

ft  •  • 

■  «• 

1 

•  ft  ft 

ftft* 

•  ft  ft 

ft  •  • 

1 

ft  ft  ft 

•  ■  ft 

•  ft  • 

•  ft  ft 

•«• 

ftftft 

ftft* 

■  *• 

... 

I 

4 

•  •• 

2 

«  •  • 

1 

4 

ft  • 

1 

ft  •• 

2 

3 

■  ft  ft 

•  ft  ft 

1 

1 

•  ft  ft 

1 

■  *• 

ftft* 

2 

1 

10 

!• 

> 

•  •• 

•  •  • 

V  •  • 

>  •■ 

ft  ft  • 

■  ft  ■ 

•  ft  • 

ft  ft  ft 

ftftft 

ftftft 

ftftft 

ftftft 

•  ft  ft 

■  ft* 

1 

ftftft 

ftft* 

•  •  • 

...  t 

..« 

1 

I  ••• 

•  •• 

«  •  • 

«  •  • 

ft  ■• 

1 

ft  ftft 

... 

ft*ft 

ft  •• 

ftftft 

ft  •  « 

ft  •• 

ft  •• 

2 

■  ** 

•  •• 

1 

•  ■• 

••• 

1 

3 

i     7 

•  •  • 

1 

■  •  • 

1 

ft  •• 

ft  ■  ft 

ft  ft  • 

•  ft   ■ 

ft  «• 

I 

1 

ft  •  ft 

•  ftft 

*• 

ftftft 

ft  ■« 

1 

ftftft 

••• 

3 

6 

U 

, 

■  »« 

•  •  • 

•  •  • 

■  •• 

•  •• 

•  •ft 

•  •• 

ft«« 

ft  •• 

ftftft 

1 

ft  ft  ft 

ft  ftft 

ft  ■  ft 

ft  •■ 

ftftft 

■   •• 

ft  ftft 

••• 

'  ••• 

1 

c 
t 

*•• 

•  •• 

I 

•  «  • 

14 

5 

7 

1 

•  ft  • 

6 

10 

1 

2 

•  ft  ft 

10 

ft  •• 

3 

ftftft 

8 

9 

i» 

U6 

• 

•  •• 

•  •  ■ 

•  •• 

1 

■  •■ 

•  ftft 

ft  •• 

■  ft 

•  •ft 

ftftft 

•  •• 

ftft* 

■  ft  ■ 

ftftft 

ftftft 

ftftft 

... 

,  ••• 

•  t  ■ 

,  « 

1 

«  •  • 

•  ■« 

•  •  • 

•  •  • 

ft  •  • 

ft  ft 

ftft* 

.  •  9 

ft  ft  ft 

1 

ftftft 

ftftft 

10 

•  ft  ft 

ft  ft  ft 

•  ft  ft 

•  ft  ft 

ftft* 

ft    ft  ft 

•  •• 

... 

... 
26 

1 

••* 

2 

8 

20 

17 

10 

1 

1 
1 

2       ... 

10 

19 

6 

2 

15 

1 

7 

4 

2 

7 

66 

i 

1 

•  •• 

«  •  ft 

■  •  ■ 

«  ft  ft 

>  ft  ft 

... 

ft  ft  • 

■  •  ft 

t 

»  ft  ft 

•  •  ft 

•  ft  ft 

•  ft  ft 

ftftft 

•  ft 

ft  ft 

ftft« 

1 

1 

ftftft 

■  ft* 

2 

•  •• 

•  •« 

■  ■  • 

•  • 

>  ft  ft 

1 

•  ft* 

1 

1  ft  • 

■  ftft 

•  ft  ft 

•  ft  ft 

ftftft 

ft  ft  ■ 

ftft* 

ft  «• 

1 

ft  •• 

9 

•  «• 

1 

•  •  ■ 

•  ft  ft 

1  •  ft 

ft  •  ft 

■  ft  ft 

ftftft 

1  ftft 

ftftft 

■  •  ft 

•  ftft 

ftftft 

ftft* 

ftft* 

ft  ft* 
ft 

... 

ft  ft* 

1 

•  •• 

•  •• 

V   ■  • 

ft  ft  ft 

•• 

•  ft  ft 

■  •  • 

ft  ■  ft 

•  ft  ft 

t  •  ft 

•  ft  ft 

•  ft  ft 

ft  •  ft 

ft  ft* 

ftft* 

ftftft 

ftVft 

•••   / 

1 

•  ft* 

1 

•  •  • 

■  ft  ft 

ft  ft 

ft  ft  ft 

ftftft 

ftftft 

•  ft 

•  ft  ft 

ftftft 

•  ft  ft 

ft  ft  • 

ft  ft  ft 

ft  •• 

•  ■• 

ftftft 

1 

••« 

•  •• 

•  •  • 

■  •  ■ 

«  ft  ft 

•  • 

ft  •  ft 

•  ■  ft 

•  •  ft 

ft  ft 

•  ft  ■ 

ft  ft  ft 

•  ft  ft 

1 

ftft* 

ftft* 

ft  •* 

1 

1 

i 

I 

1 

*  •  • 

1 

■  ■  ft 

ft  ft 

■   ft  ft 

•  ft  • 

1 

■  ft 

•  ■  ft 

■  ft* 

■  ft  • 

ft  ft  * 

1 

■  ft* 

1 

1 

3 

11 

■  •• 

•  •• 

•  •  • 

•  •• 

1 

ft  ■ 

•  ft  ft 

1 

1 

ft  ft 

•  ft  ft 

ftftft 

-  ft  ft 

1 

ft  ft  ft 

•  •  • 

• 

J 

4 

10 

1 

1       ••• 

1 

•  •  • 

1 

•  •  » 

•  ■  ■ 

■  ft  • 

■  ft 

•  ft  ft 

•  •• 

ft  • 

•  •• 

•  •  • 

•  ft  ft 

ftftft 

■  ft  ft 

ft  ft  • 

ftftft 

■  ft  ft 

•  ■  ft 

1 

■  « •            • .  • 

1 

•  •  • 

•  ft  ft 

•  ft  ft 

*  ft  ft 

•  ft  ft 

ft  •  ft 

•  •  ft 

ft  • 

■  ft  • 

■  •  ■ 

ft  ft  ft 

ftftft 

■  ft  ft 

■  ■  • 

ft  ■• 

ftftft 

1 

9 

■  •  •                        •  •  • 

1 

t 

«  •  • 

1 

•  ft  ft 

1 

•  ft  ■ 

1 

ft  ft 

ft  ft  ■ 

•  ft  ft 

... 

1 

•  •  ft 

■  • 

... 

•  ■  • 

•  ■  • 

«  ft  • 

•  ■  ft 

ftft* 

2 

ft  ft  ft 

1 

ftft* 

■  ft  ft 

a«ft 

4 

1 

1 

1 

1 

1 

2 

■  •  • 

•  ft  • 

1 

4 

•  ft  ft 

ft 

■  ft  ft 

1 

•  • 

»  ■  • 

•  •  ft 

1 

!2 

46 

8 

49 

•  •• 

J70 

61 

93 

3 

2 

79 

175 

80 

38 

13 

83 

7 

48 

SO 

20 

30 

273 

845 

3,065 

Killed. 


t  InjUA»d. 
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NuMBBR  OF  Persons  Killed  or  Injured  by  the  Running  of  Trains  or  the  MoviaiBNT  of 

Railway  Vehicles. 


TABLE  No.  b^coniinued. 


KuilBBR  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  tha^ 
boveral  Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of 
Railway  Vehicles  during  the  Nine  Months  ending  30th  September  1901— «>n^mu«f. 

C.  Other  Persons. 


Namb  op  Oompakt. 


ENGLAND  AND  WALES. 

"■•**j'  •••        •••        ••• 

Cambrian 


CentrU  London     

Cheshire  Lines 

Bast  and  West  Yorkshire 

Union. 
Farness 

Great  Central 

Great  Baatezn        

Great  Northern      

Great  Northern  and  Great 

Eastern  Joint. 
Great  Northern  and  London 

and  North- Western  Joint. 
Great  Western       

Great  Western  and  London 

and  South- Western  Joint 

Isle  of  Wight         

Lan<^^hire  and  Yorkshire. .. 

Lanoashire  and  Yorkshire 
and  London  and  North- 
western Joint. 

Iianoaahire,  Derbyshire,  and 
East  Coast. 

Llanelly  and  Myngrdd  Mawr 

London  and  North- Western 

London  and  North- Western 
and  Great  Western  Joint. 

London  and  North-Western 
and  North  Staffordshire 
Joint. 

London  and  South- Western 

London  and  South-Western 
and  London,  Brighton, 
aiid  South  Coast  Joint 

LoAdpn,  Brighton,  and 
South  Coast. 

London,  Tilbury,  and 
Southend. 

Maikchester  Ship  Canal    ... 

Metropolitan         

Metropolitan    and    Metro- 
politan District  Joint. 
Metropolitan  District 

Midland       ... 

Midland  and  GreatNorthem 
.  Joint. 

Midlknd  and  South* Western 
JunctJoiy 


K.« 


I.t 


Level  Cbosbimgs. 


Public.    :  0-r- 


Foot. 


K. 


I 
1 


2 


Total. 


K. 


I. 


1 
1 


6 


Tres- 
passers. 


K. 


• 

•  •  • 

1 

•  •« 

»• 

•  •• 

t  • 

•  •• 

■  • 

2 

•  • 

»  • 

•  •• 

1 

6 

1 

8 

1 

6 

•  •• 

•  •• 

1 

26 

... 

... 

8 

1 

•  •• 

1 

2 

19 

1 

... 

6 

•  •  • 

1 

4 

•  ■• 

•  »• 

1 

... 

... 

16 


I. 


Suicides 

and 

attempted 

Suicides. 


K. 


I. 


Persons  on 

Business 

at  Stations 

and 

Sidings. 


K. 


I. 


Miscel- 
laneous. 


K. 


I. 


Gbavd 
Total. 


K. 


1 
2 
3 
3 
3 


18 


8 


10 


1 

y 

4 


17 


A        ... 


1 

1 

1 

11 


...        *•• 


7 
4 


2 
2 


9 


17 


■  •  •  •  •  * 


I  •  •  i  •  •  • 


•  •  •  •  •  • 


2 


1 
5 


8 

22 
11 

1 


51 


1 

20 

3 

2 
1 
31 
3 
1 

16 
I 

10 
2 


27 


3 


1 

2 


I 
S 
4 

13 

8 


1 
29 


7 

2 


22 
1 

I 

22 


6 


16 


•  Killed. 


t  Injured 
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Number  of  Pbrsons  Killed  or  Injured  by  the  Running  of  Trains  or  the  Movement  of 

Railway  Vehicles. 


TABLE  No.  b—cantintied. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the 
several  Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of 
Railway  Vehicles  daring  the  Nine  Months  ending  30th  September  1901 — cojitinued. 

C.  Other  Persons— eon^int/^. 


Level  Ceossinos. 

TV— 

Suicides 
and 

Persons  on 
Business 

Miscel- 

Grand 

IXVB- 

at  Sidinf^rs 

and 
Stations. 

Name  of  Compant. 

Pul 

)lic. 

1 

i.t 

Occupa- 
tion. 

Foot. 

Total. 
K.       I. 

passers. 

attempted 
Suicides. 

laneons. 

Total. 

K.* 

K. 

I. 

K. 

I. 

K. 

I. 

K. 

I. 

K. 

I. 

K. 

I. 

K. 

I. 

Ekola^d  AND  Wales— ^o«/. 

1 

1 

1 

1 

j 
1 

1 

1 

NorthBastem        

2 

4 

3 

2 

2 

1 

7' 

7 

24 

6 

4 

1 

•  • . 

•  • 

6 

•  •• 

1 

35 

20 

North  London        

•  •  • 

•  •• 

... 

... 

a  •• 

•  •  • 

•  •  • 

•  •  • 

■  ■  • 

1 

1 

... 

>  •• 

•  ■  ■ 

•  •• 

•  ■• 

1 

1 

North  Staftordshlre 

*  •  • 

■  •• 

•*• 

1 

•  •  • 

•  •• 

•  •• 

1 

2 

4 

3 

...  1 

•  •• 

•  •• 

•  •* 

•  •• 

5 

5 

Rhondda  and  Swansea  Bay 

•  •• 

•  •• 

... 

I 

•  •  • 

■  •• 

•  •  • 

1 

1 

•  •• 

•  •• 

1  1 

*      ••• 

•  •• 

•  •• 

•  •• 

1 

2 

•  •• 

•  «• 

... 

•  •  ■ 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

1 

•  •• 

•  «• 

•  •  • 

■  •  • 

•  •• 

•  •• 

... 

1 

Severn  and  Wye  Joint      ... 

•  •• 

•  •• 

•  *. 

•  •• 

■  •• 

•  •• 

fl  •• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

•  ■  • 

•  •• 

•  •  • 

1 

.«• 

Sheffield      and      Midland 

•  •« 

•  •  • 

... 

•  ■• 

*  •• 

•  •  • 

•   •  • 

•  •  • 

«  •  • 

1 
... 

1 

1  1 

•  •  • 

•  •• 

■  ■  • 

•  «  ■ 

1 

1 

Joint. 

1 

Somerset  and  Dorset  Joint 

•  ■• 

•  •• 

... 

•  •• 

■  •■ 

•  •• 

■  ■  • 

•  •  « 

•  *• 

1 

1 

1 
...  t 

•  •• 

•  •• 

■  •  • 

1 

1 

2 

South- Bastem   and    Chat- 

1 

•  a  9 

.  •• 

1 

2 

■  •• 

3 

1 

9 

3 

10 

»; 

•  •  • 

3 

•  •  • 

•  •  • 

22 

10 

ham. 

1 

Swansea  and  MumbleB     . . . 

... 

•  •• 

... 

...  , 

... 

■  ■• 

•  •  • 

■  •  ■ 

1 

...  1 

•  •  • 

...  1 

•  •  • 

•  ■  • 

•  •  • 

•  •• 

1 

.•• 

TaffVale     

■  •  • 

... 

«.• 

•  •  • 

1 

•  •• 

1 

•  •  ■• 

7 

2 

•  •  • 

...  1 

■  ■  • 

•  •  ■ 

■  •  • 

•  •  • 

8 

2 

Wirral          ••.        •••        ••• 

•  •  • 

11 

•  •  ■ 

10 

1 

. .« 

•  •« 

•  •• 

16  1 

1 

•  •  • 

3 

•  ■  • 

35 

•  •• 

21 

1 
153 

•  •■ 

•  •  • 

96 

•  •  • 

1 

•  •« 

•  •  • 

70 

•  •  • 

10 

•  •  • 

15 

1 
305 

••• 

Total,  England  and  j 
Wales      •—       .••  1 

8         8 

82 

1 

11 

198 

SCOTLAND. 

■ 

Caledonian 

•  •  • 

«  •• 

1  •• 

•  «• 

. .. 

•  •  • 

'  •• 

•  •  • 

22 

12 

1 

1 

•  •  • 

8 

•  •* 

•  «• 

23 

31 

DnmlMrton    and     Ballooh 

•  •• 

•  •• 

.  •• 

•  •• 

. .. 

■  •• 

•  •• 

•  ■• 

•  •  • 

•  •• 

1 

... 

■  •• 

•  •• 

t*« 

-  •• 

1 

••• 

Joint. 

Dimdeeand  Arbroath  Joint 

•  •• 

•  •  • 

.*• 

•  •• 

1 

••• 

1 

■  •  • 

1 

1 

•  •  • 

..* 

•  a  • 

•  •  ■ 

•  •  • 

•  •  • 

2 

1 

Glasgow  and  Paisley  Joint 

•  •• 

•  •• 

.  .• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

■  •• 

1 

•  ■• 

>•• 

■  •• 

•  •• 

•  •■ 

•  «• 

■  •• 

1 

Qlaacrow  and  South- Western 

•  ■  • 

•  •  « 

..t 

•  ■• 

•  • 

... 

•  •• 

■  •  • 

5 

1 

•2 

2 

•  •« 

•  •• 

1 

1 

8 

4 

Glasgow,     Barrhead,    and 

•  •• 

•  •• 

- .. 

•  •« 

•  ■« 

•  •• 

•  •• 

•  •  • 

4 

. .. 

•  •• 

•  «  • 

•  •  • 

•  •« 

».. 

1 

4 

1 

Kilmamook  Joint. 

Giangemoath  Branch 

•  •• 

•  «« 

••• 

•  •• 

>•• 

•  •• 

•  «• 

•  ■• 

■  •  • 

1 

•  •• 

*•• 

•  •  • 

•  •• 

... 

a  •• 

•  •• 

1 

Oieat  North  of  Scotland ... 

•  •• 

•  ■  • 

... 

■  •  « 

•  •• 

•  •■ 

•  •  • 

•  •» 

1 

3 

•  •• 

•  •  • 

1 

•  •  • 

... 

•  •  • 

2 

8 

ffi^hland     ...        ...        •.• 

1 

■  •• 

*•• 

■  •• 

■  •• 

•  •• 

I 

•  •  ■ 

1 

2 

•  •• 

•  •  • 

a  •• 

•  •  • 

1 

•  •• 

3 

2 

North  British         

1 

•  •  • 

2 

■  •• 

•  •• 

•  •« 

3 

•  •• 

13 

9 

2 

1 

2          8 

1 

1 

21 

19 

Portpatrick  and  Wigtown- 

■  •• 

•  •• 

•  •• 

■  •  • 

•  •• 

•  •  ■ 

•  •• 

•  •■ 

1 

•  •  • 

•  •  * 

•  •• 

«  ■• 

•  •• 

•  •  ■ 

•  •• 

1 

.«• 

sh&e  Joint. 

•  •• 

2 

•  «• 

■  •• 

30 

6 

4 

3 

Total,  Scotland    ... 

2 

1 

0 

•  •« 

48 

16 

3 

3 

65 

53 

IRELAND. 

■ 

• 

1 

1 
1 

1 

Belfast  and  County  Down 

«  ■• 

■  •• 

■  •  ■ 

1 

•  •  • 

•  «  ■ 

•  •  ■ 

•  • 

•  •  • 

1 

■  •  • 

•  •  • 

•  a  • 

i 

■  •  •               •  •  • 

•  •  • 

•  •  • 

I 

■  •• 

Belfast       and       Northern 

•  •• 

•  •• 

1 

1 

•  •  • 

•  •• 

•  •• 

1 

•  ■  • 

•  •« 

•  •• 

1 

•  •  • 

•  •  •               •  •  • 

■  •  • 

•  ■  ■ 

2 

•  •• 

Coonties. 

Oavan  and  Leitrim 

■  •• 

■  ■« 

■  •• 

•  •  • 

•  •  • 

«  •• 

■  ■  • 

•  •  • 

•  •• 

•  •  • 

•  •• 

■  «  • 

•  •  •               •  •  • 

•  •  • 

1 

•  •• 

1 

Cork,       Blackrook,       and 

•  •• 

•  ■  • 

•  ■  ■ 

•  ■  • 

i       ••• 

•  •  • 

•  •  ■ 

•  •  • 

•  •  • 

1 

•  t  ■ 

•  •  ■ 

•  •  «               •  •  • 

■  •  • 

•  •  ■ 

•  •  • 

1 

Passage. 

I 

Dnblin,      Wicklow,      and 

•  •• 

•  •  • 

•  ■  • 

•  •  ■ 

•  •• 

•  •  • 

A. 

•  •  • 

•  •  • 

•  •  • 

■  •  • 

•  ■  • 

1 

•  •  • 

■  «• 

•  •* 

1 

Wexford. 

• 

Great  Northern      

•  •• 

■  •  • 

1 

•  •• 

•  •  • 

•  •  • 

1 

•  •• 

1 

•  •  • 

■  ■■ 

•  ■  • 

•  •  •               ■  •  • 

•  •• 

■  •• 

2 

*  •• 

Gn^t  Southern  and  Western 

•  •  • 

•  •• 

•  •• 

1 

1 

1       ••• 

•  •  • 

•  •  ■ 

1 

6 

1 

•  •• 

•  •• 

1 

1 

«•• 

7 

a 

Midland  Great  Western   ... 

•  «  • 

•  •• 

•  •• 

•  •• 

•  •  • 

... 

■  •  ■ 

1 

•  ■  • 

•  •  • 

•  •  • 

•  •  • 

2 

•  ■  • 

2 

1 

•  ■  ■      .         ■  •  ■ 

■  •  • 

•  •  • 

2 

■  •  • 

1 

•  •  • 

1 

2 

.  *• 

Total,  Ibbland 

2 

1 

[ 

2 

1 

10 

1 

•  •  • 

14 

6 

Total,  United  Kino-  ) 

13 

10 

i 

12 

9 

17 

8 

42 

22 

211    114 

103 

14 

14 

88 

14 

19 

384 

267 

Killed. 


103^8 


t  Lijared, 


D 


26 

Naturb  of  Injuries  to  Persons  from  Accidents  to  Trains  and  from  the  Movement  of  Railway 

Vehicles. 


TABLE  No.  6. 


Number  of  Passengers,  Servants  o£  the  Companies  and  of  Contractors,  and  Other  Persons  reported 
to  the  Board  of  Trade  by  Railway  Compa.nies  as  having  been  Killed  or  Injured  in  the  United 
Kingdom,  in  Accidents  to  Trains  and  by  the  Movement  of  Railway  Vehicles  during  the  Nine 
Months  ending  30th  September  1901,  classified  according  to  the  NATURE  of  the  INJURIES ;  with  fignre* 
for  the  corresponding  period  of  1900. 


Natubb  of  injobibs. 


Injuries  resulting 
in  Lose  of 


Fatal. 


1. 


Fractnres  of 


Passengers : 
1901      ... 

is«o 


«••      •• 


Servants  of  the  Com- 
panies and  Con- 
tractors : 

IvUl    «..  .••  ... 

I Jyjyf    «.*  •«•  «a. 


Other  Persons : 

Person?  havinfc  J  1901 
business     at  •^ 
Stations  I  1900 


Trespassers 


I  1901 
(1900 


Others*... 


1901 
1900 


*(Incladingr  accidents  at 
level  crossings,  sui- 
oides,  and  accidents 
to  other  persons  not 
coming  in  any  of  the 
nboye  classifications) 


Total 


•  1901 

■I, 


900 


84 
108 


351 


452 


14 
21 


211 
212 

161 
155 


821 
948 


7 
4 


63 


49 


12 


15 


4 
4 


Arms 

or 
Hands. 


X 


87 


2 
2 


16 


21 


3 


6 
6 


1 
2 


28 


74        32 


Fin- 
gers 
or 
Toes. 

4. 


SknU. 


!___  Collar 

^^  Bones 

or    I 

Arms,  jj^^y^^ 


2 

6 


18 


22 


2 
4 


2 
1 


25 


33 


4 
6 


10 


10 


16 


17 


6. 


30 
36 


97 


87 


11 


16 


n 


7. 


9 
4 


3 


144       82 


149 


86 


Other 
Bones. 


8. 


7 
10 


66       33 
73       46 


o 


44 


62 


Dis- 
loca- 
tions. 


P. 


ilnter- 

nal 
!  In- 
juries. 


10. 


7 
7 


28 
28 


37 


35 


Contosions 
of 


Head 

or 
Body. 

11. 


Limbs. 


12. 


Scalds 

or 
Bnms 


18 


9 
10 


81 
90 


8 


93 


112 


115 
176 


302 


338 


11 


18 


13 


10 
6 


451 
542 


321 
249 


777 
J^Ol 


21 


16 


17 


14 


4  I 
8  I 


1,140 
1,188 


76 


65 


78 
69 


Bpraina 


14. 


86 


34 


361 
342 


402 
379 


Cuts 

or 
Lace- 
ra- 
tions 


l.\ 


273 
260 


309 
305 


12 
14 


9 


10 


Shock 
to 

Sys- 
tem. 


16 


612 
594 


152 

189 


30 
41 


Mis- 
cella- 
neotul 

In- 
joriea 


17. 


Total 

In- 

jored. 


187 
230 


467 
846 


840 
1,009 


27 


25 


31 
33 


17 


18 


1,382 
1,931 


1,442 
1,841 


3,107 
3,437 


8» 
9t 

114 
122 


67 


60 


4,808 
5,633 


27 


Nature  op  Ordinary  Employbcbnt  op  Servants  op  the  Companies  Killed  or  Injured  in 

Accidents  to  Trains,  and  by  the  Movement  op  Railway  Vehicles. 

TABLE  No.  7. 


^Statkmknt  showing  the  Xumbbb  of  Sebvants  of  the  Companibs  and  of  Contractors  reported  to  the  Board  of  Trade  as  having  been 
KiJsLVD  or  Injured  in  Aooidbnts  to  Trains,  and  by  the  Running  of  Trains  or  the  Movbmbnt  of  Railway  Vbhioles  dnrinir  the 
Nine  Months  ending  SOtb  September,  1901,  classified  according  to  the  Nature  of  the  Emplotubnt  and  Age  of  the  persons  injured 
and  the  Naturb  of  the  Injuries  ;  and  also  the  total  number  of  Persons  employed  in  each  Class  of  Service. 


Naturb  of  Injuribs. 

Total 
In- 

Nature of 

iDjories  resoltiog 
in  loss  of 

Practores  of 

Dis- 

In- 
ternal 

Contofl  ons 
of 

Scalds 

Cuts 
or 

Shock 
to 

Mis- 
cella- 

Number 
of  Persons 
Employed 

EltPIX>  T  M  B  N  T . 

Fatal 

Legs 

or 

Feet. 

Arms 

or 
HandtL 

Fin- 
gers 
or 
Toos. 

Sknll 

Legs 

or 
Arms. 

Collar 
Bonee 

or 
Biba. 

other 
Bones 

loca- 
tions. 

In- 
juries. 

Head 

or 
Body. 

Limbs 

or 
Bums 

Sprains 

Lace- 
ra- 
tions. 

Sys- 
tem. 

neous 
In- 
juries. 

jured. 

in 
1898. 

1 

«4 

3 

4 

5 

6 

7 

8 

9 

in 

11 

12 

13 

14 

ir, 

Ifi 

17 

1.  Brakesmen.        (6Sm 

60od*  GuartU,^ 

1  Cbpstenmen  and  Cap- 

tlan-U^:  (1)  Men 

3 

•  •• 

•  •  • 

•  ■• 

■  •  • 

2 

•  •  • 

I 

•  •• 

•  •• 

3 

21 

•  •  • 

4 

2 

•  •• 

36 

6» 

921 

(2)  Boys 

•  •• 

•  •  • 

*•• 

1 

•  •• 

•  •• 

•     ■ 

•  ■• 

•  ■  • 

1 

•  •  • 

6 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

2 

10 

273 

a.  Oarmen     and    Van- 

guards :  (1)  Men 

1 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •  ■ 

•  •  • 

1 

... 

s 

•  •  • 

•  •  • 

•  •• 

1 

•  •  ■ 

■  ■• 

3 

8 

16,687 

(2)  Boys 

.«• 

1 

1 

•  •  ■ 

»  •  • 

■  •  • 

•  •  • 

•  •  • 

•  •• 

•  •  ■ 

•  •• 

•> 

•  •  • 

•  •  • 

•  • . 

•  •• 

1 

h 

6,666 

4.  Carnage  Cleaners : 

< 

(1)  Men 

2 

2 

•  •• 

1 

•  •  • 

•  •  • 

•  •  • 

•  «• 

•  •  • 

2 

o 

6 

•  •  • 

1 

2 

•  •• 

6 

24 

4,069 

(2)  Boys 

. .. 

■  •• 

•  •• 

1 

•  •• 

•  •• 

... 

•  •  • 

■  •• 

•  •  « 

•  •  • 

•  •• 

•  •• 

•  •  • 

•  •• 

1 

■  •  • 

2 

3 

372 

S.  Carriage  and  Wag- 

3 

2 

•  • 

•  •• 

•  •• 

2 

1 

•  •• 

•  •  • 

•  •  • 

•  •• 

4 

•  •• 

•  •• 

3 

•  •• 

2 

14 

3,106 

gon  Examiners. 

t 

6.  C£sckers  :    (1)  Men 

2 

1 

•  •• 

•  •• 

•  •• 

•  •  • 

•  ■• 

•  •• 

1 

«  •  • 

•  •  9 

1 

3 

•  *  • 

•  •  ■ 

1 

»  •  • 

11 

6,865 

(2)  Boys 

... 

«  •  « 

•  •  • 

•  •  a 

•  •« 

«  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •  ■ 

•  •  • 

•  •  • 

•  •  • 

1 

•  •  • 

.   . 

1 

160 

7.  Checkers.       Chain- 

boys,  and  Slippers : 

(1)  Men 

2 

1 

•  •• 

•  •• 

•  «• 

*  •• 

2 

1 

1 

1     ••* 

1 

3 

6 

•  •« 

1 

3 

•  •  • 

1 

24 

168 

(2)  Boys 

•  •• 

■  •• 

•  •• 

■  ■• 

1 

1 

1 

•  •• 

... 

1 

4 

82 

•  ■  • 

2 

1 

•  •• 

9 

42 

661 

S.  Clerks:  (1)  Men  ... 

4 

1 

•  •• 

•  •« 

■  •• 

■  •• 

1 

•  •• 

1 

•  •• 

•  •• 

*  •  • 

•  •• 

1 

1 

•  •  ■ 

4 

9 

43,247 

(2)  Boys  ... 

4 

«  «  • 

•  •  • 

1 

■  •  • 

1 

•  •  • 

•  •• 

•  •  • 

•  •  • 

•  •• 

1 

•  •  • 

•  •  • 

•  ■  • 

•  •  • 

1 

4 

10,674 

9.  Engine  Cleaners : 

f 

(l>  Men 

3 

2 

•  •  • 

•  •• 

•  •• 

4 

•  •• 

•  •  • 

2 

4 

7 

6 

2 

2 

5 

•  •• 

14 

48 

16,191 

(2)  Boys 

2 

1 

•  •  • 

•  •• 

•  •  • 

«  •  ■ 

1 

1 

•  •• 

•  •  ■ 

2 

1 

•  •• 

•  ■• 

1 

1 

7 

15 

4,602 

10.  Engine  Drivers     ... 

17 

4 

•  •• 

•  •  • 

•  •• 

4 

4 

2 

2 

6 

37 

31 

26 

19 

30 

1 

70 

236 

22,237 

11.  Firemen      ...        ... 

19 

3 

•  •• 

2 

4 

5 

3 

5 

•  •• 

8 

32 

90 

44 

30 

47 

2 

100 

375 

21,821 

11  Oatekeepers 

3 

•  ■• 

•  •• 

•  «• 

•  •• 

1 

•  •• 

•  •• 

•  •« 

••» 

2 

••• 

■  •• 

•  •• 

... 

•  •• 

•  •• 

3 

8,631 

IS.  Qreasers  :    (1)  Men 

5 

•  •■ 

•  ■• 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

... 

1 

2 

•  •• 

*  •• 

2 

•  •  • 

•  •  • 

5 

966 

(2)  Boys 

4 

■  •  • 

•  •• 

■  ■• 

•  •• 

1 

•  «• 

•  •• 

•  •« 

... 

2 

•  •« 

•  •  • 

*  •  « 

... 

*  •  • 

3 

6 

668 

14.  Guards  (Goods)  and 

31 

8 

7 

3 

•  •  • 

10 

9 

6 

2 

11 

66 

145 

2 

122 

44 

10 

161 

599 

14,720 

Brakesmen. 

f 

15.  Guards,  Passenger 

5 

•  •  • 

•  •■ 

•  •• 

>•• 

1 

•  •• 

•  •  • 

1 

2 

6 

21 

20 

13 

ir. 

82 

6,826 

16.  Horse  Drivers 

2 

•  •  • 

•  •  • 

•  •  • 

■  ■  - 

3 

1 

•  ■  • 

1 

•  •  • 

4 

37 

9 

6 

•  •  • 

10 

71 

2,088 

17.  Inspectors : 

V 

(I)  Permanent- way 

1 

1 

•  •• 

•  •  • 

•  •  • 

•  •  ■ 

•  •• 

•  •  ■ 

•  •  • 

•  •  • 

•  ■• 

•  •■ 

•  •  • 

•  •  • 

•  •• 

•  •  • 

•  ■• 

1 

1,026 

(2)  Others 

5 

•  •  • 

•  •• 

•  •  ■ 

•  •• 

■  ■  • 

« «  • 

•  •• 

•  •  • 

•  •  • 

I 

3 

•  • « 

1 

1 

1 

4 

11 

7,686 

18.  Labourers 

23 

5 

•  •• 

•  •• 

«  •  * 

8 

•  ■• 

2 

3 

15 

27 

3 

19 

•  «  • 

32 

119 

62,900 

11  LampmenandLamp- 

# 

lads  :  (1)  Men    ... 

8 

*  •  • 

•  •• 

•  •  • 

•  •  • 

•  •• 

•  •  • 

•  •  ■ 

•  •  • 

•  •  • 

1 

•  •  • 

•  •  • 

4 

•  •  • 

1 

6 

1,769 

(2)  Boys  ... 

•  •  • 

•  •  • 

•  •« 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

■  •  V 

•  •  • 

2 

1 

•  •  • 

•  •• 

•  •  ■ 

•  •• 

8 

378 

30.  Loaders  and  Sheeters 

2 

•  •• 

•  •• 

•  •  • 

•  •• 

1 

1 

•  •  • 

1 

1 

8 

<•• 

•  ■• 

•  #  ■ 

7 

19 

4,130 

il.  Mechanics  :  (1)  Men 

12 

1 

•  •• 

•  •• 

•  •• 

1 

1 

•  •• 

•  •• 

1 

3 

5 

•  •• 

•  •« 

•  ■« 

1 

7 

20 

68,661 

(2)  Boys 

•  •• 

•  •• 

«•« 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

#  •  • 

•  •  • 

•  •• 

•  •• 

«  •« 

•  •  • 

•  •  ■ 

•  •  • 

•  •  • 

8,609 

21  If  essengers  :  ( 1  Men 

•  •• 

•  •• 

•  •• 

•  •• 

•  •« 

•  ■• 

•  •■ 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  *  • 

•  •• 

•  ■• 

*  *  * 

1 

1 

706 

(2)Boys 

2 

1 

•  •• 

•  •• 

*  •• 

1 

•  •• 

•  •  • 

•  •  • 

•  •• 

2 

1 

•  •  • 

#  •  • 

■  •  • 

2 

7 

2,466 

JL  Number  Takers : 

9 

(1)  Men... 

1 

•  •• 

•  •• 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  •  • 

•  •• 

2 

2 

•  •  • 

2 

1 

... 

1 

9 

969 

(2)  Boys 

1 

•  •• 

•  ■• 

•  •• 

•  •• 

.. . 

1 

•  •  • 

•  •  ■ 

•  •  • 

1 

2 

■  *  # 

•  9« 

•     • 

1 

•  •  • 

5 

667 

U.  Permanent- way  Men 

84 

4 

1 

1 

1 

11 

12 

1 

2 

2 

9 

19 

4 

9 

1 

38 

110 

63,860 

2$.  Pointsmen 

3 

1 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

1 

•  •  t 

1 

7 

1 

6 

7 

25 

1,066 

tt.  Policemen 

tr.  Porters  :  (1)  Men... 

2 
25 

5 

1 

•  •• 

5 

««« 

2 

•  •• 

16 

•  •• 

10 

7 

•  •• 

3 

•  •• 

10 

37 

•  *• 

131 

•  •• 

1 

1 
40 

•  •• 

43 

•  •• 

5 

1 
97 

2 
413 

1 
1,886 

46,677 

(2)  Boys... 

2 

... 

2 

1 

•  •• 

•  ■• 

1 

•  •  • 

•  •• 

•  •■ 

1 

4 

•  •• 

1 

4 

•  •  ■ 

3 

17 

4,167 

So.  ShnnterH     

22 

9 

2 

1 

•  •  • 

5 

10 

2 

8 

16 

36 

126 

1 

84 

37 

4 

127 

468 

9,244 

29.  Signal  Fitters 

1 

•  •• 

•  •• 

*  «• 

2 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  ■■ 

«  ■• 

•  ■• 

•  •• 

•  •• 

1 

5 

2,273 

30.  Signalmen 

1 

«  •• 

1 

1 

4 

1 

1 

1 

1 

2 

8 

2 

1 

8 

32 

26,648 

^1.  Signal  Box  Lads   ... 
31  Siation  Masters    ... 

1 

•  •• 

•  •• 

■  •  • 
•  •  • 

1 

•  •• 

•  •• 

1 

•  •• 

•  •  • 

2 

*  •• 

•  •• 

•  •• 

2 

4 

•  •• 

•  •• 

2 

•  •• 

2 

•  •• 

1 
4 

8 
17 

1,963 
7,868 
8,069 

81  Ticket  Collectors  ... 

•  •  • 

•  •• 

•  •• 

■  •• 

1 

•  •  • 

•  •• 

1 

3 

•  •  • 

2 

3 

•  •  • 

3 

18 

34.  Watchmen  ... 

35.  T^dsmen 

3(.  MisoeUaneous : 

•  •• 

1 

•  •• 

•  «« 

1 

•  •• 

... 

•  •« 

•  •• 

1 

•  •• 

•  •• 

... 
2 

•  •• 

•  •• 

1 

•  •* 

5 

5 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  •  ■ 

•  •• 

... 
11 

•  •• 

27 

983 
1,816 

(1)  Adults 

16 

1 

1 

«•■ 

•  ■  • 

5 

1 

1 

1 

7 

11 

8 

•  •  • 

6 

11 

•  •• 

23 

76 

26,866 

(2)  Boys 

Total  of  Railway  1 
Servants.         < 

2 

•  •• 

•  •• 

•  •• 

•  •  • 

1 

•  •  • 

•  •  ■ 

•  •• 

3 

2 

•  •  * 

. .. 

1 

•  •• 

•  •• 

8 

2,037 

338 

60 

15 

1 

17 

10  1 

93 

66  , 

32 

28 

81 

301 

770 

76 

360 

306 

30 

836 

3,081 

534,141 

37.  Contractors'       Ser- 

1 

1 

vants  :  (1)  Men ... 

13 

3 

1 

1 

•  •  ■ 

4 

•  •  • 

1 

... 

•  •  4 

1 

7 

1 

...  ! 

1 

2 

•  •• 

4 

25 

(2)  Boys... 

•  •  • 

IS 

•  •  • 

•  •  • 

•  •  • 

•  •  ■ 

■  •• 

...  ; 

...    ' 

1 

1 

1 

1 

... 

•  •  • 

•  •  • 

•  •* 

•••    ! 

•  •• 

•  «• 

1 

•  •• 

•  •• 

•  •• 

1 

Totalof  Contrac-  1 
tors'  Servants,  t 

3 

1 

1 

4 

1 

•  •• 

•  •• 

1 

1 

•  •  • 

1 

7 

1 

3 

4 

26 

Total  of  Railway ) 

and    Contrac-  \ 
tors'  Servants. ) 

351 

63 

16 

18 

10 

97 

66 

38 

28 

81 

302 

777 

76 

361 

309 

30 

840 

3,107 

10888 


D  3 
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NUMBBB  OF  PBRSONS  KILLED  OR  INJURED  ON   RAILWAY  PREMISES  OTHERWISE 


TABLE  No.  8- 


SuHMART  Statement  of  the  Number  of  Passengers,  Servants  of  the  Companies  and 
Killed  or  Injured,  in  each  Division  of  the  United  Kingdom,  otherwise  than  in  Accidents 
Companies  in  the  Nine  Months  ending  30th  September  1901,  with  corresponding  figures  for 


1901. 

England  and 
Wales. 

Scotland. 

Ireland. 

Killed. 

Injured. 

Killed. 

Injured. 

KiUed. 

Injured. 

Passskoicrs  :— 

1 .  Whilst  asoendinir  or  descending  steps  at  stationtt 

8 

207 

2 

2 

•  •« 

•  •• 

2.  Bj  being:  strnok  bj  barrows,  by  falling  over 

paokagres,  &o.,  on  station  platforms. 
8.  From  falling  off  platforms  on  to  tbe  ballast  ... 

3 

77 
60 

•  •• 

•  •• 

... 
2 

•  •• 

•  •• 

•  •• 

•  •• 

4.  By  other  aooidents            

2 

124 

1 

8 

•  •• 

•  •• 

Total  of  Passknoebs 

13 

468 

3 

12 

•  •• 

m  •• 

S£BVANT8  :— 

■ 

1.  Whilst  loading, unloading,  or  sheeting  waggons, 

tmoks,  and  horse-boxes. 

2.  Whikt  moving  goods  and  loggage  in  stations 

or  sheds. 
8.  Whilst  working  at  cranes  or  capstans 

4 
1 
2 

1,291- 
866 
148 

1 

•  •• 

•  •• 

71 

18 

9 

•  •• 

■  *• 

16 

1 
1 

4.  By  the  falling  of  waggon-doors,  lamps,  bales 

of  goods,  &c. 

5.  Whilst  attending  to  engrines  at  rest      

•  •• 

■    V  • 

897 
930 

•  •• 

26 
56 

•  •• 

1 

4 
5 

6.  From  falling  off.  or  when  getting  on  or  off 

engines  or  vehicles  at  rest. 

7.  From  falling  off  platforms  on  to  the  ballast  ... 

1 

... 

561 
158 

•  •• 

•  •• 

25 
6 

•  •• 

•  •• 

7 
1 

8.  From  falling  off  ladders,  scaffolds,  9lo 

12 

247 

1 

17 

•  •• 

4 

9.  By  stumbling  whilst  walking  on  the  line 

... 

461 

•  «• 

15 

•  •• 

4 

10.  By  being  trampled  on  or  kicked  by  horses 

whilst  engaged  in  railway  work. 

11.  From  being  struck  by  articles  thrown  from 

passing  trains. 

12.  From  the  falling  of  rails,  sleepers,  &c.,  when  at 

work  on  the  line. 
IS.  Otherwise  injured  when  at  work  on  the  line 

or  in  sidings. 
14.  Miscellaneous         

1 

•  •• 

1 

•  •• 

3 
9 

48 

8 

556 

801 

1,208 

«  •  « 

1 

•  •• 

1 

2 

2 

12 

21 

42 

•  •• 

•  •• 

•  «• 

1 

... 

.•« 
4 
8 

12 

Total  op  Sbbvants       

38 

7,175 

4 

322 

2 

66 

Otubb  Pbbsons  :^ 

On  busSviH^  at  stations  and  sidings           

6 

281 

3 

14 

•  •  ■ 

3 

Miscellaneous  ...        •••        •••        •••        ••• 

11 

71 

2 

10 

•  «• 

1 

Total  of  Otuxb  Pbbsons       

17 

302 

5 

24 

•  •  m 

4 

Gband  Total       

63 

7,945 

12 

358 

2 

70 

'  Notv. — The  term  "  Railway  Premises  '*  includes  stations,  permanent- way,  sidings,  goods  yards,  and  all  other  premises 

warehousing  goods,  repairing  sheds, 
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THAJS  IB  AOGIBBNTS  TO  TRAINS  OR  BY  THE  MOVBMBNT  OF  RAILWAY   VbHIOLBS. 


TABLE  No.  &. 


of  ConTRAOTORS,  and  Othbr  Parsons  reported  to  the  Board  op  Tradb  as  having  been 
to  Trains  or  by  the  Movement  op  Railway  Vehicles,  on  the  Premisbs*  of  the  Railway 
the  United  Kingdom  for  the  Nine  Months  ending  30th  September  1900. 


1901. 

1900. 

Ukitxd  Kingdom. 

Unitbd  Kikodom. 

KiUed. 

Injured. 

Killed. 

Injured. 

* 

Passbngbbs  :-* 

10 

209 

2 

215 

1.  Whilst  aeoending  or  descending  steps  at  stations. 

••• 
3 

77 
62 

••• 

70 
40 

2.  By   being   stmok   by  barrows,    by   falling    over 

packages,  &c.,  on  station  platforms. 

3.  Prom  falling  off  platforms  on  to  the  ballast. 

3 

J  82 

1 

104 

4.  By  other  accidents. 

16 

480 

3 

429 

Total  op  Passbnobbs. 

« 

• 

Sbbyakts  :— 

6 

1 
2 

1,877 
885 
168 

5 

•  •• 

1 

1,736 
443 
177 

1.  Whilst  loading,  unloading,  or  shMtiag  wag«M9b 

trucks,  and  horse-boxes. 

2.  Whilst  moring  goods  and  luggage  in  statiaM*i«r 

sheds. 

3.  Whilst  working  at  cranes  or  capstans. 

•  •• 

1 

427 
991 

2 

1 

469 
1,0S0 

4.  By  the  falling  of  waggon-doors,  lamps,  bales  of 

goods,  9ui, 

5.  WhUst  attending  to  engines  at  rest. 

1 

••• 

598 
160 

2 

759 
175 

6.  Prom  falling  off,  or  when  getting  on  or  off  engines 

or  yehicles  at  rest. 

7.  Prom  falling  off  platforms  on  to  the  ballaatb 

18 

268 

6 

285 

6,  Prom  falling  off  ladders,  scaffolds,  ^oe. 

••• 

480* 

2 

512 

9.  By  stumbling  whilst  walking  on  the  lisob 

1 

•  •• 

1 

4 

10 

50 

10 

672 

880 

1,262 

1 

*•• 
2 
7 
b 

88 

7 

306 

1,086 

1,066 

10.  By  being  trampled  on  or  kicked  hj  horses  whilst 

engaged  in  railway  work. 

11.  Prom  being  struck  bj  articles  thrown  from  passing 

trains. 

12.  Prom  the  falling  of  rails,  sleepers,  ^c,  wten.<«l 

work  on  the  Ihie. 

13.  Otherwise  injured  when  at  work  on  the  line  or  in 

sidings. 

14.  Misoellaneous. 

89 

7,568 

31 

8,189 

Total  op  Sebvants. 

Othbb  Pbbsoks  :^ 

9 

248 

8 

274 

On  business  at  stations  and  sidings. 

18 

82 

8 

87 

Miscellaneous. 

22 

880 

11 

361 

Total  op  othbb  Pebsoxs. 

77 

8,878 

48 

8,979 

Gbakd  Total. 

1 

Qted  lor  the  purpose  of  working  the  railway,  but  does  not  Include  factories,  workshops^  buildings  used  exdusi^el?  im  , 
•titles,  hotels,  and  other  similar  premises. 
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Servants  op  the  Companies  and  op  Contractobs  Killed  or  Injured  otherwise 


TABLE  No.  9. 


Number  of  Servants  of  the  Companies  and  of  Contractors  reported  by  the  several  Railway 

otherwise  than  in  ACCIDENTS  to  Trains  or  by  the  Movement 


Name  of  Compant. 


Whilst  loading, 

nnloading,  or 

Bbeeting 

Waggons. 


Whilst  moving 

Goods  and 

Lnggage  in 

Stations  or 

Sheds. 


Killed. 


In- 
jured. 


Whilst  work- 


By  the  falling 
of  Waggon 


ingatOranen  ;  Doors.  Lamps, 
or  Capstans.  *       Bales  of 
I     Qoods,  Ac. 


Killcl. 


In- 
jm^. 


Killed 


In- 
jured. 


Whilst 

attending  to 

Engines 

at  rest. 


Killed. 


In- 
jured. 


6 

From  falling 

off,  or  when 

getting  on  or 

off  Engines 

or  Vehicles 

at  rest. 


KiUed. 


ENGLAND  AND  WALES. 
Alexandra  (Newport)  Dook 


Barry 

Brecon  »nd-MerMt 
Burry    P 
Vulley. 
Cambrian 


Bnrry    Port     and     Gwendraeth 


T 


•••  ••• 


» •  •  •  •• 


Carlisle  Joint  Staiion       

Central  London      

Oheahire  Lines       

Gttj  aud  South  London 

Cookermonth,  Keswidk,  and  Pen- 
rith. 
Oolne  Vallej  and  Halstead 

East  and  West  Yorkshire  Union... 

furness        ••.        ..•        .••        ••■ 

Great  Central        

Great  Eastern        

Great  Northern      

Great  Northern  and  Great  Eastern 

Joint. 

Great  Western       

Hall,  Bamsley.  and  West  Riding 

Junction. 
Lancashire  and  Yorkshire 

Lancashire  and  Yorkshire  and 
London  and  North-Westem 
Joint. 

Lancashire,  Derbyshire  and  East 
Coast. 

London  and  North- Western 


•  I 


London  and  North- Western  and 

Fnmess  Joint. 
London  and  North- Western  and 

Great  Western  Joint. 

London  and  North- Western  and 
Midland  Joint. 

London  and  Sonth-Westem 

London  and  Sonth-Westem,  and 
London,  Brighton,  and  South 
Coast  Joint. 

London,    Brighton,    and    South 

Coast. 
London,  TilburT*  and  Southend  ... 

Macclesfield  Joint  Station 

Mar  jport  and  Carlisle      

wi6rs»>j  ..■  ...  ...  ... 

Metropolitan  

Metropolitan  and  Metropolitan 
District  Joint. 

Metropolitan  District       

Mi<iland 

Midland  and  Glasgow  and  South- 
western Joint 

Midland  and  Great  Northern 
Joint. 

Midland  and  Great  Western  Joint 

Midland  and  Lancashire  and 
Yorkshire  Joint. 

Midland  and  Sonth-Westem  Junc- 
tion. 

Neath  and  Brecon 


I 


p  •         I 


8 


6 


O    ! 


41 

112 

72 

1 

134 
1 

211 

12 

1 

295 


11 


I 


73 


31 

t 

«  •  t 

8 
1 

1 

.  a. 

2 

•  •  • 
•  • 

•  «  • 

1 

•  •  • 

2 

2 

•  •• 

•  •  • 
■  ■  • 

2 

■  •  ■ 

2  ' 

•  •  ■ 

1 

167 

•  •  • 

46 

11 

37 
52 


21 

•  • 

53 


58 


1 

1 

35 


10  . 

•  ■  • 

•  •  • 

•  •• 

1  •  • 

■  •  ■ 

•  •  • 

•  •  ■ 

2! 

1 

1 

i 

■ « 

•  •  • 

« ■  t 

1 

•  • 

2 

•  •  • 

•  •■ 

6 

8 

12 


8 

.. 

17 


36 


8 


6 


33 


«*• 
... 
... 


U 
36 
35 


17 

•* 

44 
2 


73 


20 


20 


2 
1 


87 


1 


2 

1 


1 

3 

18 

94 

5 


92 
1 

135 


320 


20 


15 


>*•     '     ... 


I         2 

!    Ill 


From  falling 

off  Platforms 

on  to  the 

Ballast. 


64 


150 


•  •• 

•  •  « 

12 

•  •  ■ 

1 

.  •  ■ 

2 

•  •  • 

•  •  « 

3 

93 

■  •  • 

'         4 

•  «  • 

•  •  • 

•  •• 

•  •• 

22 


3 

25 


•  }{0T6  —The  term  "Hail way  Premises  *'  includes  stations,  parmanent-way,  goods  yards,  sidings,  and  all  other  premises  used  for  the 

sheds,  stables,  hotels,  and 
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THAN  IN  AOCIDBXTS  TO  TbAINS  OR  BY  THB  MOVBMBNT  OP  RAILWAY  VBHIOLBS. 


TABLE  No.  9. 


Companibs  to  the  Board  of  Tradb  as  having  been  Killed  or  Injurbd  npon  their  Railway  PRBMIsBa^ 
of  Railway  Vbhiclbs,  daring  the  Nine  Months  ending  30th  September  1901. 


■ 

8 

9 

10 

11 

12 

13 

u         1 

By  the  faUing 

off  La 

Seaffol 

falling 
dders, 
Ids,  Ac. 

In- 

jxxred. 

By  stumbling 

whilst 

walking  on 

the  Line. 

By  being 

trampled  on 

or  kicked  by 

Horses  whilst 

engaged  in 
Railway  Work. 

By  being 

strack  by 

Articles 

thrown  from 

passing  Trains. 

of  Bails, 
Sleepers,  Ac, 

when  at 

Work  on  the 

Line  or  in 

Sidings. 

Otherwise 

Injared  when 

at  Work  on 

the  Line  or 

in  Sidings. 

Miscel- 
laneous. 

Total. 

• 
NAHB  or  OOKPANT. 

Kined. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

Tn- 
jnred. 

KiUed. 

In- 
jured. 

KiUed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

ENGLAND  AND  WALES 

...         . •• 

• 
... 

... 

•  •• 

•  •• 

■  •• 

•  «• 

•  «• 

««• 

•  ■  • 

I 

•  •« 

... 

••• 

1 

Alaxandra       (Newport) 

1 

Dock. 

•  ••                           1 

... 

1 

«  •• 

•  *• 

•  •• 

■  «  • 

•  •■ 

1 

■  ■• 

2 

•  •• 

1 

.•• 

11 

Barry. 

•  •• 

•  •  ■ 

..• 

1 

■  •• 

•  •• 

m  •• 

•  •  • 

«•• 

•  •  « 

•  •  • 

»  «• 

•  •• 

1 

.«. 

3 

Br3ooii  and  Merthyr. 

• 

•  «• 

«  •  • 

... 

•    • 

•  •• 

•  •• 

■  «• 

■  ■  • 

•  «• 

•  «  • 

«  •  • 

•  •• 

«  •• 

... 

... 

1 

Barry  Pojrfc  and  Gweiki- 
draeth  Valley. 

•  ■  ■ 

•  •  • 

1 

•  •• 

«  •  « 

•  •• 

■  •■ 

•  •  « 

5 

•  •  • 

2 

•  mm 

4 

... 

29 

Oambrian. 

•  •» 

1 

•  ff                       •  •• 

•  •• 

■  ■  « 

•  t  • 

•  •• 

•  •• 

*  «  * 

•  •« 

•  •• 

1 

... 

3 

Carlisle  Joint  Station. 

■  •• 

«  ■  • 

•  •• 

•  •  • 

•  •• 

•  •• 

•  ■  • 

•  •• 

•  •  • 

1 

4 

1 

4 

Central  Lon.ion. 

•  •« 

•  •  ■ 

■  •  • 

•  •  m 

•  •« 

•  •« 

■  •  ■ 

•  •  • 

•  •  • 

«  «• 

•  ■  • 

•  •• 

2 

1 

6 

Cheshire  Lines. 

««« 

1 

•  •• 

•  ■  • 

•  •• 

V  ■  « 

«  •« 

•  •  • 

•  •• 

•  •  ■ 

•  «  « 

•  •• 

4 

•  •• 

6 

City  and  South  London. 

••• 

1 

•  • 

•  •  • 

•  *• 

•  • 

•  «  « 

•••                  « •• 

•  •  • 

2 

•  •  • 

... 

«•■ 

3 

Cookermonth,     Keswiok, 

1 

1 

and  Penrith. 

•  •• 

•  •• 

...          ... 

■  •■ 

•  t « 

•  ■• 

•  •  • 

*  ••          j          • • • 

•  •• 

1 

■  ■  ■ 

•  a. 

•  •• 

2 

Collie  Valley  and   Hal- 

1 

stead. 

•  •* 

•  •• 

... 

•  «« 

•  •  • 

•  •  • 

•  ■• 

•  •« 

•  •  • 

•  •  • 

•  •« 

■  «• 

■  •« 

.  .. 

•  •• 

1 

East  and  We3t  Yorkshire 

t 

« 

■ 

Union, 

■  •t 

•  •• 

1 
...     1     ... 

■  «• 

•  •• 

•  •« 

«  •• 

•  *• 

1 

•  •• 

3 

■  •  ■ 

4 

■  ■  ■ 

19 

Fnrnaps. 

1 

5 

'         7 

■  •• 

«  ■• 

•  •• 

•  •  • 

•  ■• 

9 

•  •• 

« 

2 

28 

4 

158 

Great  Cestral. 

1 

16 

•  ■  ■ 

34 

1 

8 

•  •• 

•  «• 

•  «* 

66 

121 

■  «• 

160 

2 

734 

Great  Eastern. 

•  •• 

19 

•  •»          1              «^0 

•  «• 

4 

«  •• 

•  •• 

«  ■  • 

22 

42 

•  •• 

78 

«  ■• 

410 

Great  Northern. 

•  •• 

•  •« 

i 

«  V  V 

•  •« 

•  •• 

•  •• 

■  •  • 

•  •  ■ 

1 
...     1     ... 

•  •  « 

1 

•  •• 

2 

Great  Northern  and  Great 

■ 

1 

Bastem  Joint. 

■  •  • 

24 

48 

•  ■  V 

•  «« 

•  •  • 

2 

•  •• 

76 

1  i       98 

•  •  • 

106 

2 

719 

Great  Western. 

•  •« 

•  •• 

•  «  •                    ■  •  • 

•  •  • 

•  «  • 

•  •• 

•  «  • 

■  ■• 

•  •• 

*  ••         I            •• 

«  ■• 

■  •• 

... 

2 

Hull,  Bamsley<aad  West 

! 

% 

Ridinir  Junction. 

3 

29 

...  ;    27 

•  «  • 

4 

■  «• 

1 

*  t  * 

22 

»  •  ■ 

:52 

.    S 

77 

9 

696 

Lancashire    and     York- 

1 

shire. 

1 

1 

...     '         4 

•  •• 

«  «« 

■  •• 

t  «• 

■  •  • 

3 

»  •  « 

1 

•  ■• 

6 

1 

30 

Lancashire  and  Yorkshire 
and  London  and  Nortii- 
Western  Joint. 

«•• 

1 

1 

•  •  « 

•  •• 

•  •■ 

•  ■  • 

m  •• 

•  •• 

•  •  ■ 

2 

•  •• 

«•• 

•.. 

10 

Lancashire,  Derbyshire 
and  East  Coast. 

.    1 

63 

...     '     132 

•  ■« 

4 

•  •• 

2       ... 

169 

•  •• 

242 

•  •  V 

312 

1 

1,879 

London      and       North- 

1 
1 

Western. 

•  •• 

■  •« 

1 

•  «• 

•  •• 

•  •  •  * 

•  •  •                  »  ■  • 

•  •  • 

•  •  « 

•  t  • 

■  •« 

•  •  ■ 

... 

1 

London  and  North- West- 
ern and  Fnrnese  Joint. 

•  •• 

o 

1 

•  ••                   o 

•  •  • 

.*  ** 

■  »• 

•  ■  • 

•  •  « 

7 

«  •• 

20 

■  •• 

11 

... 

64 

London      and       North- 

j 

western     and     Great 

1 

Western  Joint. 

i 

■  •« 

•  •  • 

•  ■  «                         •  •  • 

•  »  • 

«  «• 

•  •  • 

•  •  • 

•  ■  • 

•  ■  • 

•  •« 

■  »  • 

•  •  • 

2 

... 

6 

London      and      North- 

f 

western  and  Midland 

i 

Joint. 

■  •• 

14 

14 

•  •m 

1 

•  •  • 

1 

•  •«      1      • * « 

30 

•  «• 

30 

•  «  * 

28 

... 

293 

London      and       South- 

I 

western. 

«  ■• 

•  •  • 

1 

1 

■  •  • 

•  ■  • 

•  •• 

* « • 

•  ■  • 

»  ■  • 

•  •                     ■  •  * 

1 

•  ■  • 

1 

... 

3 

London  and  South- 
western, and  London, 

! 

1 

Brighton,   and    South 

1 

Coast  Joint. 

1 

15 

7 

«  •  • 

•  •• 

*  •« 

■  •  •              » t » 

19 

1   ,       24 

•  •  • 

14 

2 

172 

London,    Brighton,   and 

1 

\ 

South  Coast. 

•  ■■ 

■  •  • 

•  ••                    «  •  ■ 

•  ■  • 

•  •« 

•  •  • 

■  «•              « ■ 

•  •« 

•  ««                   • •• 

•  •« 

•  •• 

«•« 

1 

London,  Tilbury  and 
Southend. 

•  •  • 

'  • •                    • «• 

•  ■  •                         •  ■  « 

■  «• 

•  •  •               •  •  • 

•  •• 

• •■                   • •• 

•  •• 

•  •• 

•  •« 

4 

Macclesfield  Joint  Station. 

•  •• 

•  •  •                    •  ■  • 

1 
1 

•  •  ■ 

*  •  •              •  •  • 

•  «• 

1 

■  •• 

■  •• 

m  •• 

2 

Maryport  and  Carlisle. 

1 

■  •  •                    •  •  • 

1 
...      1   ^  ... 

•  ■  • 

... 

■  •  « 

1 

...          ... 

■  •• 

2 

•  *• 

11 

Mersey. 

2 

4 

•  ••                        • ■ « 

•  •  • 

•  •  • 

•  •  • 

6 

...                 o 

•  -  • 

6 

•  •  . 

33 

Metropolitan. 

... 

1 

•  ■  •                    •  •• 

...      1      ... 

■  •• 

■  •  •              •  •  • 

•  •  • 

...                   • • . 

•  •• 

1 

•  ■• 

2 

Metropolitan  and  Metro- 

1 

politan  District  Joint. 

•  •• 

1 

1 

• ■•            ■            • •• 

•  •■ 

■  •  ■ 

•  •  • 

3 

«  «• 

3 

•  ■« 

2 

•  •• 

21 

Metropolitan  District. 

•  ■• 

26 

87 

...     1       19 

•  ■  • 

2 ;  ... 

70 

1 

1 1 

•  t« 

289 

2 

1,072 

Midland. 

1  ... 

•  •< 

1 
••                    •••                    •«•                    ••■ 

•  •  • 

1 

1 

•  •  •           •  •  • 

•  •« 

•  «  • 

... 

•  •  • 

•  •• 

... 

1 

Midland  and  Glasgow  and 

1 

! 

South-Westera  Joint. 

I  - 

•  •• 

1 

•••                              •••               j              •••                                          1 

•  *■ 

t « • 

4 

■  •■ 

1 

1 

S 

1 

35 

Midland  and  Great 
Northern  Joint. 

■  •• 

1 

■••                              ••■               1              »•• 

•  ■  • 

•  •• 

•  •■ 

■  •  • 

«  •  « 

■  «  ff 

•  *  ■ 

1 

... 

4 

Midland      and       Great 

1 

Western  Joint. 

1 

•  •  • 

1     1    ■ 

1 

•  «• 

•  «  • 

•  •• 

•  •  • 

t 
•  •  •                         •  •  • 

•  •• 

2 

••• 

7 

Midland  and  Lancashire 
and  Yorkshire  Joint. 

*•• 

•  *• 

■  ••                    t                     ••■                     I                    «•• 

•  ■  • 

•  •• 

• « • 

•  •• 

•  •« 

•  ■  «                     ••• 

f 

«  •* 

■  •• 

... 

2 

Midland  and  South-  West- 
em  Junction. 

•  •■ 

2 

j 
•••                                          •••                                          •«• 

9  *• 

■  •• 

•«• 

•  •  • 

■  •  • 

1 

•  •• 

•  •• 

•  ■■ 

.  .* 

6 

Xeath  and  Brecon. 

pnrpose  of  working  the  railway,  but  does  not  include  factories,  workshox)S,  buildings  used  ezclusiTely  for  warehousing  goods,  repairin 
other  similar  premiseB. 
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Servants  op  thb  Companies  and  op  Contractobs  Killed  or  Injured  otherwise 


TABLE  No.  9— c/m^inu<9d. 


Number  of  Servants  of  the  Companies  and  of  Contractors  reported  by  the  several  Railway 

otherwise  than  in  ACCIDENTS  to  TRAINS  or  by  the'  MOVEMENT 


Name  of  Coxpant. 


Whilst  loadlsfr, 
nnloading,  or 
sheeting 
I       Waffgons. 


Whilst  moving 

Goods  and 

Luggage  in 

Stations  or 

Sheds. 


Whilst  work- 
ing at  Cranes 
or  Capstans. 


KiUed. 


In- 
Inred. 


Killed. 


In-    ' 
jared.  i 


KUled. 


By  the  falling 
of  Waggon 

Doors.  Lamps, 

Bales  of 

Ooods,  Ac. 


Whilst 
[attending  to 
Engines 
at  rest. 


Killed.i  j^  i  KUled. 


In- 
jured. 


6 

From  falling 
off,  or  when 
getting  on  or 
off  Engines 
or  Vehicles 
at  rent 


Killed.! 


In- 
jured. 


From  fUllBg 

off  Platf ormn 

on  to  the 

Ballast 


Killed. 


ENor.ANn  AND  Walea — Ptmt 

N'tirmanton  Joint  Station 

North  and  Sonth- Western  Junc- 
tion. 

North -Eastern        

North-Eastexn  and  London  and 
North* Western  Joint. 

N'Vrth'Lcmdon       

North  Staffordshire 
NoMaghjuoa  Joint  Stad  on 

Otflhiun,  Ashton-nnder-Ljne,  and 
Guide  Bjddge  Junction. 

Rtqndda  and  Swansea  Bay 


Rhymnoy     .-.        ...        ... 

Berem  and  Wye  Joint     ... 
Sheffield  and  if  idland  Joint 


Somerset  and  Dorset  Joint 

Soath-EHHtem  and  Chatham 

^ air  V aie     .«.        ■••        ...         .,. 
ToMBhlon  and  Forest  Gate  Joint 

Tottenham  and  Hampstead  Joint 

"Wm^  London  Extension  Joint    ... 

W^M&hum,   Mold,   and    Connah's 

Q««y. 

Btflwmy  Clearing  House 

T«TAL,  Enqlaio)  akd  Walkr 

SCOTLAND. 

QlasfTow  and  Paisley  Joint 

Glasgow  and  South- Western 

Giaegow,  Barrhead,  and  Kilmar- 
nook  Joint. 

Great  North  of  Scotland 

Highland 

North  British         

Total,  Scotland 

IRELAND. 

Belfast  and  County  Down 
B«lfhstft<id  NoMihem  Counties  ... 

Cdrk,'  Bmdon,  and  Sonth  Coast ... 

DutidaUt,  Newry  and  Greenore  ... 

Great  Northern      

Great  Southern  and  Western 

Midland  Great  Western 

TOTAIi,  ICELAND       


Total,  Uititbd  Kikodom... 


1 

58 


4 

3 


1 


8 


1,291 


•  •  « 

•  ■  • 

■  •  • 

*  •  • 

28 

V  «  • 

«  •  • 

«  •  * 

3 

■  •  • 

2 

■  •  • 

1 

•  •  • 

•  •  • 

•  •  • 

•  «  • 

•  •• 

•  •  • 

«  •  ■ 

1 

V  •  ■ 

•  •  • 

•  ■  • 

•  •  • 

■  •  • 

1 

•  •  « 

1 

1 

•  •  V 

*  •  • 

■  •  • 

•  •  • 

1 

S6(> 

1 

■  •• 

•  •  • 

■  •• 

... 

15 

25 

•  «■ 

... 

•  t  • 

1 

1 

2 

•  •• 

•  •  ■ 

•  •  « 

•  «* 

■  «  • 

•  *  • 

«  •  ■ 

•  •  • 

•  •  • 

«  •■ 

1 

•  «  • 

... 

2 

1 

7 

•  ■  ■ 

1 

1 

*  •  • 

* 

•  •• 

■  •  • 

•• 

•  ■  • 

•  •  t 

148 

397 

1 

■ 

60 


5 
1 


1 

35 
1 


1 
3 


o 
1 


1 

13 
12 


1  '     ... 


... 


930 


1 

1 

1 

17 

15 


ne  1 


27 

7 


1 

1 

4 

31 


71 


11 


I 


18 


•  •  ■ 

5 

■  •  • 

6 

•  •« 

■  •  ■ 

1 

■  •• 

fl  •• 

V  V  « 

•  •  ■ 

1 

•  •  • 

2 

•  •• 

*  *  • 

•  •  V 

•  •  » 

•  •  ■ 

■  •« 

•  •  • 

•  •  • 

•  •  • 

•  «• 

•  ■  ■ 

•  •  fl 

1 

■  •  • 

•  •  • 

ft  ft  • 

•  •« 

1 

■  ■  ■ 

18 

•  ■  ■ 

•  ■  • 

9 

«  •• 

26 

•  ■  • 

22 


2 
30 


56 


4 

IB 


1 
1 


1 
3 


1,877 


1 


885 


168 


427 


1 


991 


1  I  598 


In- 
jared. 


8 

> 

1 


153 


9 

•  •• 

•  ■  • 

•  •• 

■  •  ■ 

•  •  • 

•  •  t 

«•« 

•  •  • 

■  ■  fl 

•  •  • 

■  •  • 

16 

■  •• 

25 

•  ■  • 

6 


160 


♦  NOTF.— The  term  "Railway  PremlFcs"  includes  ftationp.  termonfut-vvay.  goods  yard.«,  sidings,  and  all  other  premises  used  for  the 

sheds,  stables,  hotels,  and 
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THA5  IN  Accidents  to  Trains  or  by  the  Motbmbnt  of  Railway  Vehicles. 


TABLE  No.  9— continued. 


Companies  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  their  Railway  Premises* 
of  Railway  Vehicles,  during  the  Nine  Months  ending  30th  September  1901. 


8 


From  falling 
off  Ladders, 
Scaffolds,  Ac. 


9 


By  Btambling 

whilst 

walking  on 

the  Line. 


Ki"«ii  iS^   KiUed.  ^^^ 


10 


u 


By  being 

trampled  on 

or  kicked  by 

Horses  whilst 


By  being 

struck  by 

Articles 

thrown  from 


12 
By  the  falling 

of  Bails. 
Sleepers,  xc, 

when  at 

Work  on  the 

Line  or  in 

Sidings. 


13 

Otherwise 

Injured  when 

at  Work  on 

the  Line  or 

in  Sidings. 


14 


Miscel- 
laneous. 


^"l«<i  '  iurVd. ,  K*'l«^-  ju°ek. ;  ^^^\  ^^^. '  KiUedJ  ji°ei  '  ^^^^^'^  ii°ei. 


12 


1 
2 


3 
1 


12       '247 


Total. 


K»"«l-    jared. 


Namb  of  GOMPANT. 


37 
1 


2 
2 


1 

B 

2 

6 

2 
1 


•161 


48 


•  •  ■ 

1 

1 

•  •  ■ 

■  •  • 

•  «  ■ 

1 
•  • » 

1 

•  •  • 

■  •  • 

•  •  ■ 

•  •  • 

•  •  • 

«  •  ■ 

1 

29 

•  •• 

61 

■  ■  » 

•  •  • 

•  ■  • 

■  •  • 

•  •  • 

■  •  • 

•  •  ■ 

2 

•  •  ■ 

2 

•  •  V 

•  •« 

2 

•  •  • 

•  •» 

■  •• 

«  •  « 

•  ■  • 

•  fl 

■  •  • 

•  ■• 

•  •  « 

.•. 

■  •  • 

•  •• 

•  ■  » 

•  «• 

•  ■ 

•  •  ■ 

•  •  ■ 

1 

•  •« 

•  •• 

•  •• 

«  •  ■ 

■  ■• 

•  •• 

■  •  * 

•  •  • 

■  •  ■ 

»  •  • 

•  •  • 

1 

6 

«  *• 

•  •  • 

S 

7 

«  ■« 

•  •  « 

3 

4 

«  >  • 

•  ■■ 

*  ■  • 

•  •  • 

■  •  • 

1 

■  «  • 

•  •  • 

«  •■ 

•  •« 

•  ■  • 

• 

•  •  « 

•  •  • 

•  •  • 

•  ■  • 

■  •  • 

8 

1 

556 

:\ 

801 

88 
3 


5 
6 


1 
2 

1 

7 
3 


1»     1,208 


•  • 

3 

■  • 

3 

3 

458 

■  > 

5 

•  ■ 

26 

•  • 

27 

«  ■ 

2 

•  • 

4 

■  t 

3 

1 

8 

•  • 

4 

■  • 

7 

•  • 

14 

2 

82 

•  • 

51 

■  m 

2 

•  « 

1 

■  V 

2 

■  ■ 

3 

1 

2 

•I-- 


S3  I    7,175 


•  •a 

9 

«•• 

8 

•  •  « 

2 

•  •• 

■  •  « 

•  ■  • 

4 

•  «■ 

7 

] 

20 

2 

126 

•  •• 

1 

•  •• 

•  «• 

«  «« 

•  •« 

««  ■ 

2 

•  •• 

... 

»•  • 

•  t  • 

•  •• 

•  «  • 

■  •  • 

12 

1 

4 

•  •■ 

•  •• 

•  «  « 

■  ■  * 

•  •• 

•  •• 

•  ■« 

•  •  « 

•  •  • 

•  • 

■  «  ■ 

1 

1 

10 

•  m 

«  •• 

«  •• 

■  •  • 

•  •  • 

•  •« 

•  •  • 

«  •  ■ 

•  •  « 

•  •  ■ 

■  *■ 

1 

■  •  • 

•  •  V 

•  •  ■ 

2 

■  ■• 

•  •  « 

•  ■« 

•  •  * 

*•• 

•  •  • 

»  •  • 

«  «• 

•  •• 

•  •  • 

*  •  • 

•  mm 

•  •  ■ 

•  •« 

•  •  • 

1 

•  •• 

•  «  • 

«  •* 

•  ■  • 

•  •• 

•  •• 

•  •« 

•  ft* 

•  •• 

1 

•  •  • 

1 

•  •« 

/ 

•  ■  ■ 

11 

•  •• 

3 

•  •• 

7 

•  «• 

«  •■ 

•  •  • 

•  •■ 

1 

7 

•  •  • 

12 

•  •  • 

19 

1 

160 

1 

17 

•  •  « 

15 

■  ■  • 

2 

•  •• 

2 

1 

1-2 

•  «  ■ 

21 

1 

42 

4 

322 

1 

IRELAND. 

. .. 

•  »  • 

•  «■ 

■  •• 

•  •• 

■  •• 

... 

«  «  « 

•  •• 

•  ■  • 

1 

...     1          4 

Belfast  and  County  Down. 

.  ■ . 

•  a  ■ 

•  «• 

•  •• 

... 

•  «• 

...       1 

•  «• 

•  •  • 

■  •« 

1 

17 

1 

Belfast    and     Northern 
Coanties. 

... 

•  •• 

■  •* 

•  «• 

«  •■ 

■  ■« 

... 

•  •• 

•  «• 

*  •• 

2 

1             4 

Cork,  Bandon,  and  SouUi 
Coast. 

••• 
1 

•  •• 

«•• 

... 

•  •» 

•  •• 

1 

•  •• 

1 

•  •  • 

1 

•  ••                              A 

Dnndalk,    Newry,     and 
Greenore. 

1    ••• 

•  ■• 

•  •• 

. .. 

t  •  • 

■  •• 

■  •  • 

■  ■  • 

... 

... 

1 

•  •  •                            A 

Great  Northern. 

... 

3 

•  •• 

2 

•  ■  • 

... 

3 

1 

7 

«  •  • 

4 

1  .        24 

Great      Southern      and 

Western. 

... 

1 

•  •  • 

2 

■  •  • 

... 

•  •• 

•  ■  . 

•  •« 

«<« 

2 

2' 

12 

Midland  Great  West  am. 

.•• 

i 

•  «• 

.        4 

•  •• 

•  •« 

4 

1 

8 

•  •• 

12 

1 
1 

66 

Total,  Ireland. 

13 

r 

268 

•  •  • 

480 

1 

50 

•  ■  • 

10 

1 

572 

4 

830 

10 

1,262 

39 

7,563 

(  Total,  United  King- 

]     DOM. 

England  and  Walks^ 

Normanton  Joint  Station. 
North  and  South-Weetern 

Janction. 
North-Eastem. 
North    -    Eastern      and 

London     and     North* 

Western  Joint. 
North  London. 
North  Staffordshire. 
Nottingham    Joint    Sta- 
tion. 
Oldham,    Ashton-nndeE- 

Lyne,  and  Guide  Bridge 

Junction. 
Rhondda    and    Swansea 

Bay. 
Rhymney. 

Severn  and  Wye  Joint. 
Sheffield    and     Midland 

Joint. 
Somerset     and      Dorset 

Joint. 
South-Eastcrn  and  Chat- 
ham. 
TaflP  Vale. 
Tottenham    and    Forest 

Gate  Joint. 
Tottenham    and    Hamp- 

stead  Joint. 
West  London  Extension 

Joint. 
Wrexham,      Mold,     and 

Connah's  Quay. 
Railway  Clearing  Honse. 

(  Total,  England  and 
\     Wales. 

SCOTLAND. 

Caledonian. 

Glasgow  and  Paisley 
Joint 

Glasgow  and  South- 
western. 

Glasgow,  Barrhead,  and 
Kilmarnock  Joint. 

Great  North  of  Scotland. 

Highland. 

North  British. 

Total,  Scotland. 


imrpotfe  ok'  woiking  the  railway,,  but  does  not  include  factories^  workshops,  buildings  used  exolusively  for  warehousing  goods,  repairing  ' 
other  similar  premises. 


1038S 


B 
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Natube  op  Ordinary  Emplothknt  op  Sbbvants  op  the  Companies  and  op  Contractors  Killed  on 
Injured  otherwise  than  in  Accidents  to  Trains  or  by  the  Movement  op  Railway  Vehicles. 


TABLE  No.  10. 


Statement  showing  the  number  of  Servants  of  the  Companies  and  of  Contbactobs  reported  to  the  Board  of  Trade  ae  having  bees 
Killed  or  Injured  otherwise  than  in  Acoidentb  to  Trains  or  by  the  Movement  of  Railway  Yehiolbs  dnring:  the  Nine 
Months  ending  80th  September,  1901,  olaasified  aoooiding  to  the  Nature  of  the  Employment  and  Aqe  of  the  Pbrbonb  iajoxed  and 
the  Nature  of  the  Injuries  ;  and  also  the  total  number  of  Persons  employed  in  each  Class  of  Service. 


nature  of 

Employment. 


Nature  of  Injuries. 


FaUU 


1. 


Inlnriofi  reenlting 
in  loBB  of 


Fracture  of 


Legs 

or 

Feet. 


Arms 

or 
Hands. 

3. 


Fin-  I  T^^ 

____  ■  LegH 

«l^  I  Skulls.'    or 

Toes.  I  i^™** 

4.     I      5.      I     6. 


Collar- 
bones 
or 
ribs. 

7. 


Other 

Bones. 
8. 


Dis- 

locar- 
tions. 

9. 


In- 
ternal 

In- 
jnriea 

10. 


ContUHions 
of 


1.  Bzmkesmen.  {Sef 
Goods  Cfuards,^ 

2.  Capstan-men  and 
Capstan-lads:  (1)  Men 

(2)  Boy 

3.  Carmen  and  Van- 

guards :  (1)  Men 
(2)  Boys 

4.  Carriage-cleaners: 

(1)  Men 

(2)  Boys 

6.  Carriage  and  wag- 
gon examiners. 

€.  Checkers:  (I)  Men 
(2)  Boys 

7.  Checkers,  Chain- 
boys,  and  Slip- 
pers :  (1)  Men  ... 

(2)  Boys  ... 

8.  Clerks :  (1)  Men 

(2)  Boys 

9.  Bngine-cleaners : 

(1)  Men 

(2)  Boys 

10.  Engine-drivers  ... 

11.  Fiz6men  ...        ... 

12.  Gatekeepers 

18.  Qreaiers :  (1)  Men 

(2)  Boys 

14.  Guards      (Goods) 

and  Brakesmen. 
16.  Guards  (Passenger) 

16.  Horse-drivers    ... 

17.  Inspeotors: 

(1)  Permanent- way 

(2)  Others 

18.  Labourers 

19.  Lamp-men       and 
lamp-lads:  (1)  Men 

(2)  Boys 

20.  Loaders     and 
Sbeeters. 

21 .  Mechanics :  ( 1 )  Men 

(2)  Boys 

22.  Messengers:  (I)Men 

(2)Boy» 
28.  Number-takers  : 

(1)  Men 

(2)  feoys 

24.  Permanent  -  way 
Men. 

25.  Pointsmen 

26.  Policemen 

27.  Porters:  (1)  Men 

(2)  Boys 

28.  Shunters... 

29.  Signal  fitters     ... 

30.  Signalmen 

31.  Signal-box  lads ... 

32.  Station-masters... 

33.  Ticket-collectors 

34.  Watchmen 
85.  Yardsmen 

36.  Miscellaneous : 

(1)  Adulle    ... 

(2)  Boys 

Total  of  Railway ) 
Servants  ^ 

37.  Contractors*    Ser- 
vants:  (1)  Men  ... 

(2)  Boys... 

Total  of  Contrac-  i 
tors'  Servants     « 

Total  of  Railway  J 
and  Contractors'  ( 
Servants 


3 


1 
1 
1 


1 

•  • 

4 


8 


1 
1 


34 


5 


39 


... 
... 
... 


... 


... 
... 


... 
... 
... 


... 
... 
... 


2 


10 


10 


9 
2 

8 

•  • 

1 


2 
1 
6 
3 

•  • 

1 
1 
2 


2 
24 

1 

■  •  • 

1 

5 
1 


23 

1 
2 

30 
3 

1 


I 

•  • 

1 


8 
1 


141 


3 

* 

4 


4 

1 


11 


19 

•  • 

4 

1 
2 
1 
2 

1 


1 
1 


1 
2 
3 
2 

I  m  • 
>  m  • 


17 
1 

•  •  « 

2 
1 


10 


12 
1 


70     59 


2 
2 


5 
2 


1 
2 

•  • 

6 


1 

17 

1 

•  m 

1 

2 


62 


0 

2 
2 


9 
2 
5 
2 


1 
21 


o 
1 
1 
2 

2 

■  •  • 

12 


33 

2 

1 
3 

1 

1 


94 
2 
9 
5 
3 

«  •  « 

1 
1 

2 
1 


3        12  i     .?3 


Head 

or 
Body. 

11. 


Limbs. 


12. 


17 
9 

10 
1 
2 

8 


13 

3 

35 

31 

1 

2 

9 

6 
2 


1 
40 


16 
2 


26 


133  1 392 


4 

1 

72 
22 

11 
2 
5 

36 
1 


6 
5 

44 

8 

70 

131 

2 

3 

1 

48 

18 
7 


10 
385 

2 
3 

40 

60 


1 

3 

8 

335 

1 
4 

533 
18 
24 
11 

18 
1 
6 


80 
4 


2,060 


Scalds 

or 
Bums. 

13. 


Spraias. 


14. 


2 
1 


26 

9 

32 

32 


13 


13 


11 
1 
2 


13 


162 


1 

1 

49 

7 

19 
1 

8 

23 


1 

1 

10 

3 

87 
13 

77 

99 

3 

1 

.. 
69 

28 

.7 


11 
120 

15 

4 

17 

60 
1 
1 
2 

8 

... 
13) 

4 

2 
293 

/ 
33 

7 
41 

•  *  « 

11 

8 
1 


49 
1 


1,289 


10 


o 


10 


148 


72 


2 


I        t 

Cuts  ^^o^^\  Mis- 
or    I    to    I  cella- 

Lace-  fl^^    neous 
ra-  I  Sy^      ^- 

tions.!  tem. 
I 


15.    I    16. 


2 

1 

26 
12 

12 

••• 
2 

6 


1 
4 

34 

6 

44 

68 


11 


103 

6 

12 

53 
1 

•  •• 

2 
1 

«  •  • 

131 


2 

176 

10 

10 

10 

9 

•  «• 

2 
2 

•  «  • 

2 

27 
H 

797 


1 
1 


o 

1 
1 
1 


neous 

In- 
juries. 

17. 


'•   I 


28 


84 
20 

31 

3 

11 

29 


4 
4 
8 
4 

105 

16 

151 

166 

3 

8 

•  ■  • 

53 

15 
6 

1 

7 

321 

24 
1 

41 

134 
7 
2 
3 

2 

1 

289 

2 

5 

464 

15 

29 

2i 

37 

2 

7 

5 

5 

5 

112 
10 


2,279 


Total 
In- 
jured. 


IS 
8 

267 
79 

98 

9 

32 

106 
1 


6 

5 

29 

18 

277 
60 

434 

528 

11 

18 

3 

189 

80 
27 

1 
32 

1,070 

56 

12 

120 

358 

18 

4 

12 

18 

4 

976 

8 

16 

1,693 

57 

114 

60 

116 

4 

S3 

21 

10 

17 

340 
22 


No.  of 

Persons 

employed 

in 

1888. 


7,484 


61 


62 


138 


396 


20 


20 


2,070 


163 


1,294 


10 


10 


807 


22 


22 


29 


2,301 


79 


79 


7,563 


921 
27S 

16,687 
6,655 

4,069 

372 

3,105 

6,866 
150 


153 

551 

43,247 

10,674 

16,191 

4,602 

22,237 

21,821 

3,631 

955 

663 

14,720 

6,826 
2,082 

1,025 

7,585 

52,900 

1,769 

378 

4,130 

68,661 

8,609 

705 

2,466 

959 

657 

63,360 

1,056 
1,836 

46,677 
4,167 
9,244 
2,273 

25,643 
1,963 
7,868 
3,069 
983 
1,816 

26,255 
2,037 


534,141 
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AociDBifTS  TO  Trains,  Rolling  Stook  and  Pbkmanbnt  Way. 


TABLE  No.  11. 


SUMMART  STATHMENT  of  the   NUMBBR  of  AOOIDBNTS  tO   TRAINS,   ROLLING  STOOK,   PbRMANBNT 

Way,  &c.,  reported  to  the  Board  op  Tradb  as  having  occurred  on  the  Railways  in  each 
Division  of  the  Unitbd  Kingdom  daring  the  Nine  Months  ending  30th  September  1901, 
classified  according  to  the  Nature  of  the  AooiDBNT ;  with  figures  for  the  United  Kingdom 
for  the  corresponding  period  of  1900. 


Natubb  op  Aooident. 


1901. 


BNOLAin) 
▲ND 

Wales. 


SOOTLAJID. 


IbBIiAND. 


United 

KiKODOM. 


1900. 


United 
Kingdom. 


(A)^Acoidbnt8  to  Trains  :— 

I.  Collisions  between  passenger  trains  or  parts  of 

passenger  trains. 
i.  Collisions  between  passenger  trains  and  goods  or 

mineral  trains  or  light-engines. 
S.  Collisions  between  goods  trains  or  parts  of  goods 

trains  and  light-engines. 

4.  Collisions  bebween  trains  and  vehicles  standing 

f  onl  of  the  line. 

5.  Collisions   between    trains    and    bnflfer-stops   or 

Tehioles  standing  against  buffer-stops :— 

(a)  Fr^m    trains   running    into    stations    or 

sidings  at  too  high  a  speed. 
(6)  From  other  causes     

6.  Trains  ooming  in  contact  with  projections  from 

other  trains  running  on  parallel  lines.  ' 

7.  Passenger    trains  or  parts    of    passenger    trains 

leaving  the  rails. 

8.  Goods  trains  or  parts  of  goods  trains,  light-engines,. 

&c.,  leaving  the  rails. 

9.  Trains  running  through  gates  at  level- crossings 

or  into  other  obstacles. 

10.  Fires  in  trains  ...        ...        ...        ...        ...        ... 

11.  Miscellaneous    ...        ..         ...        ...        


CB) —Accidents  to  ob  Failitrk  of  Rollino  Stock 
AND  Permanent  Way  :— 


12. 
13. 
U. 
15. 
16. 
17. 
18. 
19. 
20. 
21. 
22. 
23. 
24. 
25. 


The  bursting  of  boilers  or  tubes,  &c.,  of  engines... 
The  failure  of  machinery,  springs,  ko.,  of  engines 
The  failure  of  tjres    

WuCOJLB ...  ...  ...  ..• 


ft 


)l 


ft 


M 


>l 


It 


M 


f» 


»» 


)l 


»» 


>» 


n 


»» 


•axles    ... 


„    brake  apparatus*     

„    couplings       ...        ...        ... 

„    ropes  used  in  working  inclines 


„    tunnels,  bridges,  viaducts,  culverts. 
Jtc. 


JSrOKCU  xsbXXB  ...  ...  ...  ...  ...  .1. 

The  flooding  of   portions  of  permanent  way  of 

such  a  nature  as  to  involve  danger. 
Slips  in  cuttings  or  embankments  of  such  a  nature 

as  to  involve  danger. 
Fires  at  stations  or  involving  injury  to  bridges  or 

viaducts, 
j&isoeiianeous    ...        •*.        >••        ..•        ...        ... 


24 

9 

27 

5 

28 

6 

2 

2 

10 

.•• 

11 

1 

.•• 

... 

30 

10 

11 

2 

112 

36 

3 

18 

1 

■•• 

3 

1 

150 

'    1 

99 


6 


176 
6 
3 
3 


2 


28 


37 
1 
2 
2 


2 


23 


38 

34 

34 

4 

12 
12 

•  •  « 

47 

13 

151 

16 

1 


4 

2 
152 

1 
129 


236 
7 
5 


28 

50 

34 

1 


13 
16 

2 

53 

20 

138 

12 

3 


2 
4 

197 

••< 

125 


6 

209 

12 

21 

12 


••• 


-*  A  Return  is  published  half-yearly  setting  out  in  detail  all  the  oases  in  which  brake  apparatus  has  failed  to  act  properly 
10388  B  2 
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Accidents  to  Trains,  Roluhq 


m 


TABLE  NO.  12. 


NUMBKR  of  ACCIDBNTS  of  EACH  CLASS,  tO  TRAINS,  ROLLING  STOCK,  PERMANENT  WAT,  Ac,  reported  tO 

Nine  Months  ending 


A. 

Name  op  Company. 

1. 

Collisions 

between 

Pinsenger 

Trains  or 

Parts  of 
Passenger 

Traina 

2. 

Collisions 

between 
Passenger 

Trains 

and 
Goods  br 

Mineral 

Trains  or 

Lisrht 

Engines. 

3. 

Collisions 

between 

Goods 

Trains  or 

Parts  of 

Goods 

Trainn 

and  Light 

Enginea 

4. 

Collisions 
between 

Trains 

and 
Vehicles 
standing 

foul  of 
the  Line. 

5. 

Collisions  between 

Trains  and  Buffer 

Stops  or  Vehicles 

standing  against 

Buffer  Si  ops. 

6. 

Trains 
coming  in 
Contact 
with  Pro- 
jections 
from 
other 
Trains 
running 

on 

Parallel 

linea 

7. 

Pas- 
senger 
Trains  or 
Parts  of 
Pas- 
senger 
TnJns 
leaving 
theRaib. 

8. 

Goods 

Trains  or 

Parts  of 

Goods 
Trains, 

Light 
Engines, 

leaving 
the  Bails. 

9. 

Trains 
running 
through 
Gates  at 

Level 

Crossings 

or  into 

other 

obstacles. 

10. 

Fires 
*  in 
Traina 

11. 

Miscel- 
laneoua 

(a.) 
From  Trains 

running 

intoStations 

or  Sidings 

at  too  high 

a  speed. 

(ft.) 

From 

other 

Caosea 

ENGLAND  AND  TVALER. 

» 

1 

^^ivA  AjT                           •■■                   ••■                    ••• 

•  -• 

•  •  ■ 

I 

•  •  • 

■  •• 

•«« 

•  •  • 

•  •  ■ 

•  •• 

... 

•  •• 

1 
... 

Basingfstoke     and      Alton 
Light. 

•  •• 

•  ■  • 

■  ■  • 

•  •  ■ 

•  •  ■ 

•  9  • 

•  ■  ■ 

•  ■  • 

•  *  • 

1 

«•• 

1 

Brecon  and  Merthjr 

•  •■ 

■  •• 

•  •  • 

•  •• 

■  «  « 

«  «« 

■  «« 

■  •  • 

1 

•  •« 

«•« 

... 

Cambrian     

•  •• 

•  r» 

•  •  ■ 

•  «• 

•  •  • 

■  •« 

«  •• 

1 

2 

•  •« 

1 
... 
1 

Carlisle  Goods  Traffic  Com- 
mittee. 

•  •« 

•  •• 

1 

•  «  • 

•  «» 

■  •  • 

•  •■ 

•  •  ■ 

•  •  « 

•  •  « 

1 

•  •  • 

Cheshire  Lines       

1 

*•• 

•  «« 

■  •  ■ 

•  •  « 

•  •  • 

•  •  • 

•  •  • 

•  •« 

•  •• 

«•* 

Cleator     and   Workin^sTton 
Junction. 

•  ■• 

*  •  • 

•  ■« 

«  •  • 

*  •« 

•  «« 

■  •• 

•  •« 

•  •• 

•  •• 

•  ■• 

Colne  Yallej  and  Halstead 

«•• 

•  • « 

«•• 

•  •• 

■  «  • 

•  •• 

•  •  • 

•  *  • 

•  •• 

•  •• 

1 

Festiniog     

•  •  V 

•  •  fl 

•  •  • 

•  •• 

•  «• 

«  ■  • 

«  ■• 

2 

■  a* 

•  •« 

1 

. .. 

Fnmess 

1 

« •  ■ 

•  ■  ■ 

•  •« 

...  , 

• 

*  •• 

•  «• 

•  •  • 

1 

•  •• 

... 

Great  Central         

.  •• 

1 

•  •  • 

•  «« 

•  •• 

•  •■ 

•  «• 

•  •  • 

«  •• 

•  •• 

••» 

Great  Eastern        

3 

1 

1 

■  «« 

•  «  • 

1 

•  •• 

1 

16 

•  •• 

••• 

Great  Northern      

4 

5 

3 

•  •  • 

1 

3 

•  •• 

1 

7 

•  •• 

1 

••• 

Great  Northern  and  Lon- 
don and   North-Westem 
Joint. 

•  •• 

•  •  • 

•  •• 

•  ■  • 

•  ■  • 

•  »« 

•  •ft 

•  «  * 

•  •• 

•  •• 

... 

Great  Western       

•  •• 

1 

•  •• 

•  •■ 

•  «• 

1 

«■• 

4 

2 

22 

2 

... 

Hull,   Barnsley.  and   West 
Riding  Janctiou. 

■  «» 

•  •• 

•  «  k 

■  «  » 

•  •• 

1 

•  •• 

«  •« 

»•• 

■  •* 

•  •• 

••« 

Isle  of  Wight  Central 

•  ■  « 

•  •• 

*  •  ■ 

a  «  • 

•  ■  • 

•  ■  • 

•  •« 

1 

•  •• 

«  ■  • 

•  «  B 

«.. 

Lancashire  and  Yorkshire 

1 

2 

3 

«  «« 

•  •  • 

1 

•  •  - 

1 

1 

8 

•  «  « 

1 

Lancashire  and    Yorkshire 
and  London  and  North- 
W  eat  em  Joint. 

1 

•  •• 

«  •• 

•  •• 

•  •• 

•  •  « 

•  •  t 

1 

•  ■  « 

1 

•  •  • 

1 
... 

1 
1 

Tiancashire,  Derbyshire  and 
East  Coast. 

■  •  • 

•  ■  • 

•  •  • 

•  «  « 

■  •  • 

•  •  » 

•  •• 

■  ■  • 

•  •  • 

1 

■  •• 

1 
... 

London  and  North-Westem 

•  •  • 

1 

•  •  ■ 

1 

'2 

■  •  ■ 

1 

2 

... 

•  •■ 

... 

London  and  North-Westem 
and  Great  Webtem  Joint. 

■  •  « 

•  •• 

•  •  • 

•  •  ■ 

■  ■  • 

•  •  « 

•  •« 

•  •  • 

•  •  • 

2 

1 

■  •» 

London  and  Xorth-Western 
and  Midland  Joint. 

1 

•  »  V 

■  •• 

■  •  • 

•  •• 

•  •  t 

•  «• 

•  •  • 

■  •• 

•  •  • 

■  •  • 

•  *  • 

London  and  South -Western 

.3 

3 

2 

•  ■  • 

•  ■• 

1 

•  •• 

1 

•  •• 

10 

1 

•  •■ 

London  and  South- W^estem 
and    London,     Hrighton 
and  South  Coast  Joint. 

1 
• • ■                              • •• 

• 

«  «« 

•  «« 

•  ■  ■ 

■ «  > 

•  •  • 

1 

{ 
1 

•  • 

•  «  • 

•  «• 

■  ■« 

London.  '    Bripfhton,     and 
South  Coast. 

1                  1 

2 

2 

1 

•  •  • 

«  •  • 

4 

1 

7 

*•• 

1 

Note. — In  this  Table  accidents  under  A  are  entered  against  the  Company  on  whose  line  they  ooour,  but  those 
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Stock,  and  Pbrmanbnt  Way. 


TABLE  No.  12. 


the  Board  of  Tradb  as  having  occurred  on  the  several  Railways  in  the  United  Kingdom,  during  the 
30th  September  1901. 


B. 


12. 

13. 

14. 

16. 

16. 

17. 

18. 

19. 

ao. 

2L 

22. 

23. 

24. 

25 

The 
bunting 

of 

Boilan 

or  Tubes, 

Ac^of 

Engines. 

The 
failareof 
Machin- 
es ®^y' 

Bngines. 

The 

Failareof 

Tyree. 

The 

Failure  of 
Wheels. 

The 

Failure  of 

Axles. 

The 
Failure  of 

Brake 
▲pporatoa 

The 
Failareof 
Ooaiklings. 

.  The 

Failure  of 

Bopes 

used  in 

working 

IncUnes. 

The 

Failareof 

Tunnels, 

Bridges, 

Viaducts, 

Culverts, 

Ao. 

Broken 
Boils. 

The 
Flooding 

of 
Portions 
of  the 
Perma- 
nent Way, 
involvii^ 
Danger. 

SUpein 
Cuttings 

or 
Embank- 
ments of 
such  a 
Nature  as 
to  involve 
Danger. 

Fires  at 

or 

involving 

Injury  to 

Bridges 

or 
Viaduots. 

Mi«Ml- 

laneous. 

f 
t 

•  •  • 

... 

•  •• 

•  «« 

•  •• 

... 

•  •» 

•  •• 

«•• 

■  •• 

•  •• 

• 
... 

••• 

■  •« 

«  •  • 

... 

•  ** 

•  •• 

•  •• 

... 

1 

•  •« 

•  ■• 

•  •• 

•  •« 

... 

... 

■  •• 

•  •• 

1 

•  •  ■ 

•  t  • 

•  «• 

... 

•  «  • 

m  •• 

2 

•  •• 

■  •• 

... 
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««■ 

•  •- 

■  •• 

••• 

•  •• 

•  •• 
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•  «» 

*•• 

2 

•  «  • 

•  «• 

• 

... 

■  •« 

■  •• 

•  •• 

•  •• 

«•• 

•  •• 
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•  •■ 

■  «  • 

•  •• 

«  •• 

•  •• 

.«. 

... 

■  «■ 

•  •* 

1 

«•• 

•  •• 

•  •« 

... 

•  •• 

•  •• 

J 

«•* 

•  •s 

... 

... 

•  •• 

«•• 

•■» 

•  «• 

«•• 

•  •• 

... 

•  •• 

«•• 

3 

■  •• 

•  •« 

...    < 

... 

«•« 

■  •• 

.*• 

•  •• 

I 

•  •• 

... 

.  »• 

•  •• 

■  ■• 

%ft  • 

««• 

... 

•.. 

•  •« 

■  •• 

... 

•  •• 

»«• 

•  •• 

... 

•  •• 

•  •• 

•  •• 

•  «• 

•  - 

... 

... 

•  *• 

•  ■■ 

1 

«•• 

1 

•  •• 

. .. 

•  •« 

•  •« 

1 

•  •• 

•  •  . 

... 

••• 

•  •« 

•  •« 

... 

•  m 

S 

•  •• 

... 

•  •• 

•  •• 

6 

•  •• 

•  «« 

... 

•*• 

•  «■ 

•  «• 

1 

•  •■ 

6 

•  •• 

... 

•  •• 

•  •• 

8 

6 

•  •  > 

... 

••. 

•  •• 

•  «• 

2 

•  «• 

5 

■  •• 

.«• 

■  •• 

B  •  ■ 

8 

•  •  ■ 

•  •• 

•  •• 

.  •« 

••• 

•  ■  • 

■  •  • 

■  •• 

•  «• 

•  •• 

... 

«•• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

• .. 

•  •• 

•  •« 

2 

•  •« 

14 

«•• 

... 

«■• 

•  •• 

19 

•  »  • 

*  •• 

8 

*•• 

•  •• 

«  ■• 

•  «  ■ 

■  «  • 

1 

•  •• 

..« 

•  •• 

•  •* 

«  •  t 

•  V  • 

•  •• 

•  •• 

... 

•  •« 

I 

•  «• 

•  •• 

*  ■« 

•  •• 

•  «  B 

. .. 

■  •• 

■  •m 

«  *• 

««• 

«  ■» 

■  ■« 

... 

1 

•  •• 

2 

•  ■  • 

k  •• 

•  ■  ■ 

2 

•  ■  ■ 

•  *  ■ 

12 

•  *  • 

•  •• 

■  •■ 

... 

■  ■• 

•  ■  • 

«  •■ 

•  V  • 

•  B  ■ 

•  •• 

■  ■• 

•  •• 

•  «« 

1 

■  •• 

•  V  « 

■  •  • 

..• 

•  •• 

•  •• 

■  «« 

•  •• 

•  ■  t 

•  •• 

•  •• 

■  •  ■ 

•  m  • 

•  ■  ■ 

•  •• 

•  •• 

•  •  « 

«•• 

1 

■  •• 

27 

•  •• 

13 

•  •• 

•  •• 

•  «« 

•  «• 

10 

J 

•  ■  • 

•  ■  V 

... 

•  •• 

•  •  • 

•  •• 

•  •• 

•  ■  • 

■  ■  • 

«  •• 

■  • 

■  •  • 

8 

•  •  • 

•  •■ 

•  •  • 

... 

•  ■• 

•  •  • 

•  •  • 

■  •  • 

•  •  ■ 

•  •  V 

•  •• 

•  «• 

«•  • 

•  •• 

■  It 

«  ■  t 

•  •  • 

... 

•  •• 

1 

•  •• 

•  •  * 

7 

•  •• 

•  • 

•  ■• 

■  •  • 

17 

■  •  • 

... 

•  •  • 

..• 

•  •« 

•  •  • 

•  •  • 

•  «« 

•  • 

•  ■« 

•  •• 

•  •« 

•  •  • 

•  ■  • 

•  •  ■ 

•  «• 

•  •  ■ 

... 

•  « « 

9B« 

■  •  « 

•  •• 

4 

•  «  • 

1 

•  •■ 

•  •• 

2 

•  •  • 

3 

B  ■• 

... 

under  B  aze  entered  against  the  Company  to  which  the  rolling-stock  or  permanent-way  belongs. 
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ACGIDBNTS  TO  TRAINS,  R0LLI5G 


TABLE  No.  12-'€antinued. 


Number  of  Accidents  of  Each  Class,  to  Trains,  Rolling  Stock,  Permanent  Way,  &c.,  reported  to 

Nine  Months  ending 


Nakb*  oFiOoiiPAirr. 


ENGLAND  AND  WALES 


ManchMter  and  Mllford  ... 

Manchester,    South    Junc- 
tion, and  Altrinoham. 

Marjport  and  Carlisle 

^uV^VOj  ••  ...  ... 

Metropolitan         

Metropolitan     and     Great 
Weetem  Joint. 

Metropolitan    and    Metro- 
politan District  Joint. 

Metropolitan  District 

Midland       •••        ...        ... 


Midland        and 
Northern  Joint. 


Great 


Midland   and  Great  West- 
ern Joint. 

Midland  and  South-Westem 
Junction. 

Neath  and  Brecon 

North  Eastern        

North  Staffordshire 

North  Wales  Narrow  Gauge 

Rhymney 

Rother  Yallej        

Somerset  and  Dorset  Joint 

South-Eafitem    and    Chat- 
ham. 

South  Wales  Mineral 

xan  *  aiv      •••         .••         ... 

West  Coast  Joint  Stock    ... 

Wigan  Junction     

Private  Owners      


ToTAii,  England  i 
AND  Wales.       f 


A. 


1. 


Collisions 

between 

Passenger 

Trains  or 

Parts  of 
Passenger 

Traine. 


2. 

Collisions 

between 

Passenger 

Trains 

and 

Goods  or 

Mineral 

Trains  or 

Liffht 
Engines. 


24 


8 


8. 


Collisions 

between 

Goods 

Trains  or 

Parts  of 

Goods 

Trains 

and  Light 

Engines. 


Collisions 
between 

Trains 

and 
Vehicles 
standing 

fonlof 
the  Line. 


«      .« 


27 


28 


5. 

Collisions  between 

Trains  and  Buffer 

Stops  or  Vehicles 

standing  against 

Buffer  Stops. 


From  Trains 

running 

intoStations 

or  Sidings 

at  too  high 

a  speed. 


(ft.) 

From 

other 

Causes. 


2 


6. 

Trains 
coming  In 
Contact 
with  Pro- 
jections 
from 
other 
Trains 
running 

on 

Parallel 

Lines. 


1 
1 


10 


11 


I. 


Pas- 
senger 
Trains  or 
Parte  of 


senger 

Trains 

leaving 

the  Bails. 


8. 

Goods 

Trains  or 

Parts  of 

Goods 

Trains, 

Light 

Engines, 

ac, 

leaving 

the  Bails. 


6 


36 


9. 


Trains 
running 
through 
Gates  at 

Level 
Crossings 

or  into 

other 
obstacles 


11 


10. 


Fires 

in 
Trains. 


6 
2 
8 


22 


1 
2 
2 


112 


11. 


Miseel- 
lanecus. 


I 


NoTE.«»In  this  Table  accidents  under  A  are  entered  againnt  the  Company  on  whose  line  they  occnr,  but  those 
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Stock,  aistd  Permanent  Way. 


TABLE  No.  12— continued. 


Che  Board  of  Trade  as  having  occurred  on  the  several  Railways  in  the  United  Kingdom,  daring  the 
30Ui  September  1901. 


1 

B. 

1 

13. 

14. 

15. 

16. 

17. 

18. 

». 

^ 

2L 

23. 

23. 

^ 

28. 

Tly 

of 
Boavs 

orTnbM, 

Tho 
CaUordof 
Maohin- 

The 

PaUoreof 

Tjrrea. 

Tbe 

FaUareof 

Wheels. 

The 

Failareof 

Axles. 

The 
Failure  of 

Brake 
A^pparatufl. 

The 
Failure  of 
Ck>apling8. 

The 

FaUure  of 

BoDes 

used  in 

working 

Inclines. 

The 
Failareof 
Tonnela. 
Bridges, 
Viadnots, 
Onlverts, 

Broken 
Rails. 

The 
Flooding 

of 
Portions 
of  the 
Perma- 
nent Way, 

nips  in 
Onttings 

or 
Bmbank- 
menta  of 

such  a 
Nature  as 

Fires  at 
Stations 

or 

Involving 

Injury  to 

Bridget 

or 
^^adnotft. 

Mi4cel- 
laneons. 

Bnginaa. 

fto. 

involving 

to  involve 

• 

Danger. 

Danger. 

1 

«•• 

1 

.•• 

•  •• 

.*• 

•  •• 

«  •• 

• 

•  •• 

... 

•«* 

•«• 

.*• 

•  *• 

.•• 

•  •• 

.•• 

•  •• 

•  •• 

...      . 

«•• 

... 

..« 

..• 

*•• 

.  •. 

..• 

2 

.a. 

•  •• 

•  «• 

... 

•  •• 

... 

..» 

«.« 

.. 

« •• 

.*• 

.•• 

... 

•  *• 

•  •• 

... 

■  •• 

••• 

•  •• 

i 

... 

*•• 

.•• 

2 

.*• 

•  «• 

2 

«•• 

•  •• 

... 

..• 

...     1 
1 

•«• 

.*• 

.*• 

.•• 

... 

•  «• 

• 

... 

... 

•  •• 

.•* 

.  •• 

1 

*• 

.*• 

.•• 

••• 

... 

«  •• 

1 

... 

•  •• 

1 

.»• 

*»• 

.»« 

«•• 

... 

... 

... 

•  •• 

1 

..« 

•  •• 

.•• 

.•• 

••• 

... 

2 

••• 

2 

... 

1 

6 

*•• 

•  •• 

.•• 

... 

1    - 

»•• 

*.• 

••• 

.•• 

*•• 

.*• 

1 

... 

•  •• 

.*• 

.*• 

- 

••• 

.*• 

*.• 

.•• 

*•• 

. .. 

«  «• 

1 
... 

•  •• 

...     J 

.*• 

1    - 

.  ■• 

*•• 

.•• 

.*• 

»•• 

... 

•  •• 

.•• 

«  «• 

... 

•  •• 
•    • 

•     1   - 

••• 

*•• 

*•• 

..• 

... 

2 

7 

... 

•  «• 

... 

^^^a  ' 

••• 

1 

6 

1 

16 

.•• 

•  •• 

32 

... 

•  •• 

... 

>•••  . 

•— 

1 

•  •• 

3 

... 

2 

... 

•  •• 

•  •  • 

... 

•  •• 

... 

.•• 

1    ... 

•  •• 

•  •• 

... 

... 

... 

•  •• 

•  «« 

... 

•  •• 

... 

.«•  . 

.•• 

•  •• 

•  •• 

••• 

3 

.•• 

•  •• 

•  •  « 

... 

•  •• 

... 

.•• 

... 

•  •• 

•  •• 

... 

•  •• 

... 

•  •• 

•  •« 

... 

»•  m 

... 

..• 

J  - 

•  •* 

... 

... 

•  •• 

.»• 

•  •■ 

•  •  • 

. .. 

•  •• 

... 

'•• 

;    ■ 

• 

1 

... 

1 

... 

•  *• 

26 

... 

»  •  • 

... 

.*• 

••• 

*  •• 

•  •« 

.  .• 

•  •• 

.  .. 

•  •• 

•  •  • 

... 

•  •  • 

... 

... 

«•• 

•  •• 

■  •• 

... 

6 

... 

•  •• 

•  •  • 

... 

•  •  • 

... 

.*• 

••• 

•  •• 

1 

... 

•  •  • 

... 

•  •  • 

•  ••             I 

•  «  • 

«  •• 

•  •  • 

... 

.»• 

••• 

•  •• 

•  •• 

.*• 

•  •• 

... 

«  •  - 

•  «• 

•  *  « 

• 

•  •  • 

... 

- 

•• 

•  • 

100 

... 

12 

... 

•  •« 

•  •  • 

•  •  • 

•  •  • 

... 

••• 

0 

* 

3 

I 

150 

1 

1 

91» 

... 

6 

•  «  • 

••• 

1  ^  .• 

(i 

3 

3 

... 

under  B  art-  onfiered  against  the  Company  to  which  the  rolUn^-atock  or  permanent  way  belongs. 


Accidents  to  Tbains,  Rolukg 


TABLE  No.  IZ—amlitimd. 


NpJdBBR  of  ACCIDBNTS  of  EaOH  ClASS,  to  TRAINS,  ROLLING  STOCK,  PERMANENT  WaT,  &0.,  reported  to 

Nine  Months  ending 


K*MB  OF  OOXPANT. 


OoUtaloDB 

and 
Vehi.iea 

the  Lti 


OoUJslona  betveec 
Tnlna  and  Buffer 
atore  or  Vebi 


.tonding  agttioHt     „i,i,  pro-l    »an(fer    i  i-ariaot 
Buffer  Htopfl.  lo-nn—    Tralnsor      fjnn.1o 

.  jBcMont     p^jof      ^"?^ 


Trains   | 
throoxn  I 


SCOTLAND. 
OkUdonikn 

DoKiliutoii    and    Balloob 

Joint. 
CHMgow      Mid      SoDth  - 

WMt«m. 


QiMt  North  4)f  Scotland  .. 

Highland 

North  British        

Portjiatnok  and  Wigtown 

■hire  Joint 
Prlrate  Ownan      

Total,  8cotlani> 


IBBLAND. 

Belfast  ftnd  Count?  Down 

Bdbat      and       Northern 

CoDnti«B. 
Cavan  and  Leitrin 

Dublin,  Wicklow  and  Wex- 
ford. 
Great  Northern      

Qieat        Soathem        and 

Wwtem. 
Weet  Clare 

TOTAl,  IBEI.AKD 

Total,  U.^ited  Kikuuoh 


13        Ifil      16 


Note. — In  this  Table  aaoldente  under  A  are  entereil  against  the  Oompan?  on  whose  Hue  thej-  oeonr,  bat  thoee 
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Stock,  ajstd  Permanent  Way. 


TABLE  No.  li^cmitinited. 


the  Board  of  Trade  as  having  occurred  on  the  several  RAILWAYS  in  the  UNITED  KINGDOM,  during  the 
30th  September  1901. 


B. 


12. 


The 
bursting 

of 

Boilers 

or  Tubes, 

Engines. 


13. 


14. 


The 
failure  of 
Machln-         The 

ery,       Failore  of 
Springs,  1    Tyres. 
«c..  of 
Engines.  . 


1& 


The 

Fail  are  of 
Wheels. 


16. 


The 
Failnre  of 

Axles. 


17. 


The 
Failure  of 

Brake 
Apparatus. 


18. 


The 
Failure  of 
Couplings. 


19. 


Tha 

Failure  of 

Kopes 

used  in 

working 

Inclines. 


20. 


The 

Failure  of 

TunnelH, 

Bridges, 

Viaducts, 

Culverts, 

Ac. 


21. 


Broken 
Rails. 


22 


The 
Flooding 

of 
Portions 
of  the 
Perma- 
nent Way. 
involving 
Danger. 


23. 


Slips  in 
Cuttings 

or 

Embank- 

meats  of 

such  a 

Nature  as 

to  involve 

Danger. 


1 
11 


28 


32 


1 


3 


37 


24. 


Fires  at 
Stations 

or 

involving 

Injury  to 

Bridges 

or 
Viaducts. 


25. 


Misocl- 
laneouH. 


t 

• 

•  •  « 

•  •  • 

•  •■ 

1 
1 

•  *• 

■  •  ■ 

•  •• 

•  •• 

•  •• 

■  ■  • 

«•• 

•  «• 

1 

•  •« 

•  *• 

2 

1 

•  •• 

■  •  « 

«  *• 

2 

2 

•  •*  I 


1 
1 


...  I 


s 
1 

1 

4 
5 
9 


23 


162 


1 


129 


6 


236 


onder  B  aro  entered  against  the  Company  to  which  the  rolling -stock  or  permanent- way  belongs. 

Board  of  Trade,  FRANCIS  J.  S.  HOPWOOD. 

iilst  January^  1902. 


10H88 
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APPENDIX   A. 


REPORTS  TO  THE  BOARD  OF  TRADE  BY  INSPECTING  OFFICERS  OF 
THE  RAILWAY  DEPARTMENT  UPON  CERTAIN  ACCIDENTS  WHICH 
HAVE  BEEN  INQUIRED  INTO. 


. 

Page. 

Page. 

Glasgow  and  South  Webtebn  -. 

North  Eastbbn: 

Major  I>mitt*8   report  on  the  collision  which 

45 

Lieutenant- Colonel  von  Donop's  report  on  the 

59 

oconrred   on   the  6th  Aogast    between  two 

collision  which  occurred  on  the  20th  July 

passenger  trains  at  Gorbals  Junction. 

between  a  passenger  train  and  the  engine  of 
an  empty  passenger  train  near  Polam  Junc- 
tion, Darlington. 

London  and  Nobth   Wrbtekn  and   Midland 

Joint  : 

laentenant-Colonel  von  Donop's  report  on  the 
collision  which  occurred  on  tiie  5th  September 

48 

Lieutenant- Colonel  von  Donop*s  report  on  the 

66 

collision  which  occurred  on  the  7th  August 

between  two  passenger  trains  at  New  Street, 
Birmingham. 

between  a  passenger  train  and  some  goods 
waggons  near  Grosmont  Station. 

Midland: 

Major  Pringle*B  report  on  the  accident  which 

54 

oocarred  on  the  6th  July  to  a  passenger  train, 

a  portion  of  which  left  the  rails,  near  Wath 

Road  Junction,  Swinton. 

For  other  Reports  of  Inquiries  into  Accidents  which  have  occurred  during 

the  nine  monthsj  see  [Cd.  774]  and  [Cd.  776]. 


lOUo 


e 


45 


Sir, 


GLASGOW  AND  SOUTH-WESTERN  RAILWAY. 

RaUway  Department,  Board  of  Trade, 

8,  Richmond  Terrace,  Whitehall,  London,  S.W., 

October  14th,  1901. 

I  ELA.VE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 

compliance  with   the  Order  of  the  16th  Augast,  the  result  of  my  inquiry  into  the 

collision  which  took  place  on  the  6th  August  between  two  passenger  trains  at  Gorbals 

Junction  on  the  Glasgow  and  South- Western  Railway. 

In  this  case,  as  the  6.5  p.m.  passenger  train  from  PoUokshaws  to  Glasgow  was 

crossing  the  junction  at  Gorbals,  it  was  run  into  by  the  6.15  p.m.  passenger  train  from 

Glasgow  to  Girvan. 

The  PoUokshaws   train  consisted   of  a  6-wheels-ooupled   engine  with  6-wheeled 

tender  fitted  with  the  automatic  vacuum  brake  on  the  6  coupled  wheels  and  6  tender 

wheels,  and  with  the  hand-brake  on  the  6  tender  wheels,  and  of  the  following  carriages 

in  order  named  :— 

Wheels. 

1  brake  third-class  •••         •••         •••         •••         •••         •••         6 


2  third-class 

1  first-class 

2  third-class 

1  bogie  first-class 
1  composite 
1  brake-van 


a  •  . 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  «  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


6 
6 
6 
8 
6 
4 


with  blocks  worked  by  the  automatic  vacuum  brake  on  all  wheels  except  the  centre  pair 
of  the  6-wheeled  carriages. 

The  Girvan  train  consisted  of  a  4-wheels.coupled  passenger  engine  with  leading 
axle,  and  6-wheeled  tender  fitted  with  the  Westinffhouse  automatic  brake  on  the 
4  coupled  wheels  and  6  tender  wheels,  and  mth  hand-brake  on  the  6  tender  wheels, 
arranged  also  to  work  automatic  vacuum  brake  on  all  the  carriages  of  the  train  with  the 
same  handle  controlling  both  brakes  in  combination,  and  of  the  following  carriages  in 
order  named,  viz.  :— 


3  North-Eastem  Company's  horse  boxes 

5  third-class 

1  first-class  bogie  . . . 

1  third-class 

1  meat-van 

1  brake-van 


•  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  • . 


•  • .. 


•  •  • 


•  9  • 


•  •  9 


•  •  • 


.  •  • 


•  •  • 


•  •  • 


•  •  • 


•  99 


a  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


Wheels. 
4 
6 
8 
6 
6 
6 


with  blocks  worked  by  the  automsjtic  vacilum  brake  ou  all  the  wheels^  except  the  centre 
pair  of  the  6-wheeled  vehicles. 

All  tlie  brakes  are  stated  to  have  been  in  good  working  order. 

No  passenger  complained  of  injury,  but  the  guard  of  the  PoUokshaws  train  was 
slightly  bruised  on  the  fece. 

The  accident  occurred  at  6.20  p.m.  The  brake-van  and  rear  wheels  of  the  last 
vehicle  of  the  PoUokshaws  train  were  derailed  as  also  was  the  engine  of  the  Girvan 
train. 

Details  of  the  damage  to  rolling  stock  are  given  in  the  Appendix. 


Description. 

Opposite  Gorbals  Junction  cabin,  near  where  this  accident  occurred,  there  are  four 
passenger  Unes  of  railway  all  parallel  to  each  other,  known  as  up  and  down  main  lines 
and  up  and  down  canal  lines.  The  down  lines  run  approximately  from  the  south  to  the 
north  and  the  main  lines  are  on  the  west  side  of  the  canal  lines.  Gorbals  Junction  cabin 
is  on  the  east  side  of  all  the  lines. 

The  signal  cabins  on  either  side  of  Gorbals  Junction  cabins  are  Gt>rbals  Station  cabin 
to  the  south  and  Clyde  Junction  cabin  to  the  north. 
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At  a  distance  of  50  yards  north  of  the  cabin  there  are  facing  points  for  connection  in 
the  down  canal  line  leading  to  the  down  main  line,  and  the  corresponding  trailing  points 
of  the  connection  from  the  up  main  line  to  the  up  canal  line. 

The  other  ends  of  these  connections  in  the  up  and  down  main  lines  are  100  yards 
further  from  the  cabin  northwards,  and  20  yards  further  on  are  the  up  home  splitting 
signals  applying  to  the  above  connection  in  the  up  main  line,  these  signals  being  thus 
170  yards  north  of  the  signal  cabin. 

The  next  signal  applicable  to  trains  approaching  Gorbals  Junction  cabin  on  the  up 
main  line  is  Clyde  Junction  main  line  up  advance  signal,  which  is  situated  on  a  bridge  of 
signals  113  yards  further  north  than  the  Gorbals  Junction  up  home  signals* 

The  down  home  signals  for  Gorbals  Junction  cabin  are  on  a  bridge  163  yards  south 
of  the  cabin  at  the  north  end  of  Gorbals  Station. 

The  lines  between  Clyde  Junction  and  Gorbals  Junction  are  worked  under  Sykes' 
electric  lock  and  block  system,  but  owing  to  the  large  amount  of  traffic  and  a  succession 
of  junctions  at  Clyde  Junction,  Gorbals  Junction  and  Port  Eglinton,  the  Company  find 
it  impossible  in  practice  to  carry  out  General  Block  Rule  No.  4,  as  regards  junction 
working.  Speed  is  restricted  to  1 0  miles  an  hour  over  this  section  of  the  line,  on  which 
alterations  have  for  Bome  time  been  in  progress. 

Evidence, 


Robert  Hamilton^  signalman  in  charge  of  Gor- 
bals Junction  cabin,  states  :  I  have  been  about 
eight  years  in  the  Company's  service,  seven  years 
as  a  signalman.  On  6th  August  I  came  on  duty 
at  2  p.m.  to  work  till  10  p.m.,  having  come  off 
duty  at  10  p.m.  the  previous  night.  On  6th  August 
I  was  offered  the  6.5  p.m.  passenger  train  from 
Pollokshaws  to  Olasgow  from  Gorbals  Station 
cabin  at  6.12,  accepted  it  6.15,  and  it  passed  my 
box  at  6.20,  after  calling  at  Gorbals  Station  for 
ticket  collecting.  I  lowered  the  down  home 
signal  from  the  Glasgow,  Barrhead  and  Kil- 
marnock line,  which  is  the  starting  signal  from 
Oorbals  Station,  before  it  left  the  station,  the 
train  proceeding  via  the  down  canal  line  to  the 
down  main  line.  I  offered  this  train  to  Clyde 
Junction  at  6.19  p.m.,  and  it  was  accepted  same 
time.  I  was  offered  the  6.15  p.m.  passenger  train 
from  Glasgow  to  Girvan  from  Clyde  Junction  on 
the  up  main  line  at  6.17  p.m.,  accepted  it  same 
time,  but  kept  my  up  main  line  home  signal  at 
danger,  to  allow  the  6.5  p.m.  Pollokshaws  train 
to  cross  the  junction  to  get  on  to  the  down  main 
line.  1  saw  the  6.15  p.m.  train  approaching  the 
home  signal,  but  just  then  a  train  on  the  up  canal 
line  passed  my  box  and  the  smoke  of  it  obscured 
my  view,  and  when  I  saw  it  again  the  collision 
had  occurred.  Had  I  seen  the  6.15  p.m.  Girvan 
train  pass  the  up  main  home  signal  at  danger,  I 
could  have  done  nothing  to  prevent  the  accident. 

Thomas  Duffy  engine  driver,  states:  I  am  59 
years  of  age  and  have  been  32  years  in  the  Comr 
pany's  service,  27  of  which  I  have  been  a  driver. 
I  came  on  duty  at  3  p.m.  on  6th  August  to  work 
till  12  midnight,  having  previously  come  off  duty 
ail  p.m.- on  5th  Ausrust.  On  the  6th  August  I 
was  the  driver  of  the  6.15  p.m.  train  from  Glas- 
gow to  Girvan.  I  left  St.  Enoch  Station  about 
1  minute  late,  and  was  proceeding  on  the  up 
main  line  to  Gorbals  Junction.  The  up  advance 
starter  at  Clyde  Junction  was  off,  but  all  three 
home  signals  at  Gorbals  Junction  were  at  danger. 
I  did  not  notice  the  position  of  the  up  home 
sipnals  at  Gorbals  Junction  until  I  was  close  up  to 
them;  My  attention  was  called  to  the  signals  by 
observing  the  Pollokshaws  train  crossing  the 
junction,  and  I  then  saw  the  home  signals  were 
at  danger.  I  instantly  applied  the  brake,  but 
failed  to  bring  the  train  to  a  stand  in  time  to  pre- 
vent a  collision.  .  I  was  running  about  10  miles 
an  hour,  both  when  1  passed  under  up  advance 


starting  signal  and  when  I  noticed  the  home 
signals  at  danger.  Had  I  noticed  the  home  sig- 
nals at  danger  just  as  I  passed  under  Clyde 
Junction  up  advance  signal,  I  could  easily  have 
brought  my  train  to  a  stand  before  passing  the 
home  signal.  My  engine  was  No.  29,  a  four- 
wheeled  coupled  passenger  engine  with  leading 
axle  and  six- wheeled  tender,  fitted  with  the  West- 
inghouse  brake  on  four  coupled  wheels  and  six 
tender  wheels,  and  hand-brake  on  the  six  tender 
wheels,  and  arranged  to  work  automatic  vacuum- 
brake  on  all  the  carriages  of  the  train  with  the 
same  handle  controlling  both  brakes  in  combina- 
tion. Both  brakes  were  in  good  order.  I  am 
quite  unable  to  explain  why  1  failed  to  notice 
the  position  of  the  Gorbals  Junction  home  signals 
when  I  passed  under  Clyde  Junction  advance 
signal.  , 

George  JohnsUmey  fireman,  states  :  I  am  25 
years  of  age  and  have  been  for  six  years  in  the 
Company's  service,  five  years  of  which  I  have 
been  a  fireman.  I  came  on  duty  on  6th  August 
about  3  p.m.  to  work  till  about  1  a.m.  on  the  7th, 
having  previously  come  off  duty  at  1  p.m.  on  5th. 
I  have  heard  driver  Duff's  statement  read  over  to 
me,  and  1  agree  with  it  so  far  as  Clyde  Junction 
up  advance  starting  sign&l  is  concerned,  but  I  did 
not  notice  the  Gorbals  Junction  home  signals 
until  after  the  collision,  as  I  was  firing  at  the 
time,  having  just  left  Glasgow,  but  when  I  saw 
them  they  were  at  danger.  I  did  not  notice  the 
Pollokshaws  train  approaching  until  my  driver 
shouted  to  me  to  put  on  the  hand-brake.  We 
were  running  about  15  miles  an  hour  before  the 
driver  applied  the  brake. 

William  Muir,  passenger  guard,  states  :  I  am  • 
46  years  of  age  and  have  been  25  years  in  the 
Company's  service,  13  of  which  I  have  been  a 
passenger  guard.  I  came  on  duty  on  6th  August 
at  8.25  a.m.  to  work  till  8.30  p.m.  with  about 
one-and-a-half  hours  off  duty  for  meals  at  my 
home.  On  6th  August  I  was  guard  of  the  6.5  p.m. 
passenger  train  from  Pollokshaws  to  St.  Enoch, 
which  consisted  of  engine  No.  306,  one  brake 
third-class,  two  third-class,  one  first-class,  two 
third-class,  one  first-class  bogie,  one  composite, 
and  one  brake-van  in  rear,  equal  to  nine-and-a- 
half  vehicles,  all  six-wheeled  stock  except  the 
bogie  (eight  wheels),  and  brake-van  (four  wheels). 
Tiain  was  fitted  throughout  with  vacuum  brake 
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which  was  working  4)roperly.  Left  Pollokshaws 
at  6.7,  two  minutes  late,  arriving  at  Qorbals 
Station  at  6.15,  departed  6.20  (five  minutes  late) 
being  detained  three  minutes  after  tickets  were 
collected  waiting  the  passing  of  up  and  down 
trains  on  Canal  line.  We  had  only  a  few  pas- 
sengers in  the  train.  I  saw  the  signal  lowered 
for  my  train  to  leave  Qorbals  Station  but  did  not 
observe  the  position  of  the  signals  at  Clyde 
Junction  till  after  the  collision  and  they  were 
then  clear  for  ipy  train  to  run  into  St.  Enoch. 
When  train  was  crossing  from  down  canal  to 
down  main  line  I  was  standing  in  the  van  and 
being  taken  unawares  by  the  collision  was  thrown 
down  and  my  nose  was  slightly  bruised  by 
coming  into  contact  with  the  dog-boot  of  van, 
but  I  was  not  off  duty  in  consequence.  On 
getting  out  of  the  van  I  saw  the  driver  of  the 
6.15  p.m.  train  standing  in  front  of  his  engine 
which  was  off  the  rails  on  that  side,  and  brake- 
van  No.  87  and  composite  No.  8  of  my  train  were 
also  derailed.  There  was  only  one  passenger  in 
the  composite  carriage  and  I  asked  him  if  he  was 
all  right  and  he  replied  "Yes."  The  impact 
divided  my  train  in  front  of  the  bogie  carriage, 
leaving  the  latter,  the  composite  and  brake  van 
coupled  together,  and  the  space  between  these 
and  the  front  portion  was  about  three  carriage 
lengths.  The  engine  of  the  6.15  p.m.  train  had 
grazed  the  footboard  of  third-class  carriage 
No.  459  which  was  in  front  of  the  bogie  carriage 
and  the  side  of  the  latter  and  the  carriage  in  rear 
of  it  were  stripped. 

John  FergiMon,  passenger  guard,  states :  I 
have  been  about  11  years  in  the  Company's 
service,  about  seven  of  which  I  have  been  a 
passenger  guard.  On  6th  August  I  came  on  duty 
about  7  a.m.  to  work  till  8.27  p.m.,  with  about 
three  hours  off  duty  for  meals  at  Girvan  where  I 
live.  On  6th  August  I  was  guard  of  the  6.15  p.m. 
train  Glasgow  to  Girvan.  My  train  consisted  of 
engine,  three  North-Eastem  four-wheeled  horse- 
boxes, five  Glasgow  and  South-Western  six- 
wheeled  third-class  carriages,  one  Glasgow  and 
South-Westem  bogie  first,  one  Glasgow  and 
South-Westem  six-wheeled  third,  one  Glasgow 


and  South-Western  dead  meat  van,  and  Glasgow 
and  South-Western  six-wheeled  brake-van,  fitted 
with  the  automatic  vacuum  brake,  with  blocks  on 
all  the  wheels  except  centre  pair  of  the  six- 
wheeled  coaches.  Brakes  were  in  gooi  order  at 
the  time.  I  tested  them  previously  to  leaving 
Glasgow.  I  noticed  the  Clyde  Junction  up  main 
line  home  signal  was  off  when  we  passed.  I  then 
started  to  sort  my  parcels  but  did  not  notice  any 
other  signals  until  the  train  stopped.  No  one  in 
my  train  complained  of  injury.  I  did  not  notice 
the  brake  being  applied  very  suddenly  but  the 
vacuum  was  fully  destroyed.  I  felt  no  shock  of 
the  collision. 

John  Buisty  engine-driver,  states  :  I  am  31  yeaw 
of  age  and  have  been  13  years  in  the  Company's 
service,  about  five  of  which  I  have  been  a  driver.  I 
came  on  duty  on  6th  August  about  7  a.m.  to 
work  till  7  p.m.,  having  previously  come  off  duty 
at  7  p.m.  en  5th  August.  On  f'th  August  I  x:z3 
the  driver  of  the  6.5  p.m.  train  from  Pollokshaws 
to  Glasgow,  and  after  stopping  at  Gorbals  Station, 
the  down  home  signal  from  the  Glasgow,  Barr- 
head, and  Kilmarnock  Joint  Line  was  lowered  for 
me,  when  I  whistled  for  it,  and  I  could  then  see  that 
tto  next  two  signals  aheai,  viz.,  Gorbals  Junction 
down  main  lino  advance  and  Clyde  Juuctiou 
down  inner  home,  were  off  for  me.  My  engine 
had  just  got  through  the  junction  from  the  down 
canal  to  the  down  main  line  when  I  saw  the 
6.15  p.m.  Girvan  train  approaching  on  the  up 
main  line.  Its  engine  was  close  up  to  the 
Gorbals  Junction  up  home  signal,  and  it  struck 
me  that  the  train  would  not  stop  before  passing 
the  Gorbals  up  home  signals,  which  I  saw  were 
at  danger.  I  put  on  steam  to  try  and  clear  tbe 
junction  with  my  train  but  failed  to  do  so  befor? 
the  collision  took  place.  I  was  travelling  about 
10  miles  an  hour  when  I  saw  the  other  train  and 
the  other  train  was  going  about  the  same  speed; 
My  engine  was  a  six-wheels-coupled  engine  and 
six-wheeled  tender  with  the  automatic  vacuum 
brake  on  the  six  coupled  wheels  and  the  six 
tender  wheels  and  the  hand  brake  on  the  six 
tender  wheels,  working  vacuum  throughout  the 
train. 


Conclusion. 

From  the  above  evidence  it  will  be  seen  that  this  accident  was  due  to  driver  T.  Duff, 
of  the  6.15  p.m.  Glasgow  to  Girvan  train,  passing  the  up  main  line  home  signal  at 
Gorbak  Junction  box  while  it  was  at  danger,  and  fouling  the  crossing  connection  from 
the  down  canal  line  to  the  down  main  line,  over  which  the  6.5  p.m.  Pollokshaws  train 
was  passing  at  the  time.  Duff  quite  admits  his  error,  and  could  offer  no  explanation  as 
to  how  he  missed  seeing  the  up  home  signals,  of  which  he  had  a  clear  view  for  110  jards 
after  passing  the  Clyde  Junction  up  advance  starting  signal,  which  was  off  for  him. 

But  the  system  of  working  the  traffic  at  Gorbals  Junction  cabin  was  also  a  con- 
tributory cause  of  the  accident,  as  it  was  a  dangerous  practice  to  allow  a  train  to 
come  up  to  a  signal  at  danger,  by  over-running  which  for  a  distance  of  40  yards  or  so  it 
would  foul  the  crossing  from  one  line  to  another,  over  which  crossing  a  train  had  already 
been  accepted  to  run. 

It  is  necessary  for  safe  working  that  the  Clyde  Junction  advance  starting  signal  for 
both  lines  should  be  locked  with  the  junction  crossings,  and  this,  I  understand,  the 
Company  are  about  to  carry  out. 

It  is  feii:  to  point  out,  however,  that  considerable  alterations  are  in  progress  on  this 
portion  of  the  line  which  it  is  to  be  hoped  will  be  completed  as  soon  as  possible. 

I  have,  &c.. 
The  Assistant  Secretary,  E.  Druitt, 

Railway  Department,  Board  of  Trade.  ilaior^  R.E. 
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APPENDIX. 


Damage  to  Rolling  Stock. 


Glasgow  and  Sonth-Western  engine,  No.  29,  of 
the  6.15  p.m.  passenger  train  from  St.  Enoch  to 
Ayr. — Front  buffer  beam  and  injector  pipe 
broken ;  buffer,  platform  angles,  footsteps,  vacnnm 
brake  train  pipe,  injector  and  sandbox  damaged  ; 
coapling  rod  and  crank  axle  bent. 

Vehicles  on  the  6.5  p.m.  passenger  train  Pol- 
lokshaws  to  St.  Enoch. 

Glasgow  and  South- Western  composite,  No.  8. — 
Headstock,  3  axle-boxes,  buffer  spindle,  buffer 
casting,  2  footboards,  8  footboard  hangers,  side 
and  end  panels,  4  side  lights,  gas  pipe  and  screw 
coupling  broken. 


Glasgow  and  South-West  em  bogie  first.  No.  114* 
— 2  Headstocks,  4  footboards,  4  hangers,  axle- 
box,  2  door  handles,  door  light  and  side  pani»l 
broken  ;  bogie  frame  damaged,  and  buffer  spindle 
bent. 

Glasgow  and  South -Western  third.  No.  459. — 
Headstock,  2  footboards,  2  hangers,  and  deck  raU 
broken. 

Glasgow  and  South- Western  brake  van.  No.  87. 
— 2  axle-boxes,  2  footboards,  5  hangers,  door 
handle,  headstock  and  corner  pillar  broKcn,  side 
panels  damaged. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  12th  November, 


LONDON  AND  NORTH-WESTERN  AND  MIDLAND  JOINT  RAILWAYS. 

Board  of  Trade,  Railway  Department, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  19th  October,  1901. 

I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  your  Order  of  the  12th  September,  the  result  of  my  inquiry  into  the 
circumstances  under  which  a  collision  occurred  at  about  5.30  p.m.,  on  tiie  5th  September, 
at  New  Street  Station,  Birmingham,  between  two  passenger  trains. 

In  this  case,  as  the  4.15  p.m.  Midland  train  from  Derby  to  Birmingham,  consisting 
of  two  engines  and  twelve  vehicles,  was  entering  New  Street  Station,  it  came  into 
collision  with  the  rear  of  the  4  p.m.  Midland  train  iroia  Evesham  to  Birmingham,  which 
was  standing  in  the  station  on  No.  6  platform  line. 

The  passengers  by  the  latter  train  had  fortunately  all  left  it,  but  three  of  the 
Comjjany's  servants,  who  were  engaged  in  unloading  luggage  from  the  rear  biake  van, 
were  severely  injured,  and  the  driver  was  slightly  bruised.  None  of  the  passengers  in  the 
Derby  train  were  seriously  injured,  but  five  complaints  have  been  received  by  the 
Company  of  slight  personal  injuries  sustained. 

Four  of  the  vehicles  of  the  Evesham  train  were  derailed,  three  of  them  being  very 
seriously  damaged,  and  the  engine  and  three  other  vehicles  were  slightly  injured. 

In  the  Derby  train  the  engine  was  severely  damaged,  and  seven  of  the  vehicles 
slightly  no  ;  one  pair  of  wheels  of  this  train  was  derailed. 

The  Evesham  train  consisted  of  a  four-wheels-coupled  tender  engine  and  the 
following  vehicles  attached  to  it  in  the  order  given  : — 

1  van. 

1  third-class  carriage. 

2  composites. 

2  third-class  carriages. 
1  brake  van. 
The  Derby  train  consisted  ot  two  engines,  the  front  one  of  which  was  a  four- wheels- 
coupled  tender  engine,  and  the  rear  one  an  eight- wheeled  uncoupled  tender  engine.     Both 
engines  were  fitted  with  steam  and  hand  brakes. 

The  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  the  order 

^ven : — 

Wheels. 


•  •  • 


•  •  • 


•  •  • 


1  van 

1  bogie  crfaiposite 

1  third-class  carriage 

1  bogie  composite 

1  van 

1  bogie  third-class  carriage 

1  dining  carriage 

1  kitchen  — 

1  bogie  dining  carriage 

1  bogie  composite 

1  third-class  carriage    . 

1  van 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


« • 


6 
8 
6 
8 
6 

12 
8 
4 

12 
8 
6 
6 
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All  these  vehicles  were  fitted  with  the  automatic  vacuum  brake,  working  in 
conjunction  with  the  steam  brakes  on  the  engmes  ;  these  brakes  are  reported  to  have  been 
in  good  working  order. 

Details  of  damage  dfone^  to  the  rolling  stock  and  permanent  way  are  given  in  the 

Appendix. 

Description. 

New  Street  Station,  Bu-mingham,  where  this  collision  occurred,  is  the  propertv  of 
the  London  and  North- W  estern  Railway  Company,  but  it  is  used  by  the  trains  both  of 
that  Company  and  of  the  Midland  Elailway  Company,  and  it  is  managed  by  a  joint 
committee  of  those  two  Companies.  The  two  trains  concerned  in  this  collision  were  both 
Midland  Railway  Company's  trains.  They  were  both  running  on  No.  4  down  main  line, 
which  adjoins  platform  No.  6,  and  it  is  with  that  line  alone  that  this  accident  is 
concerned. 

Down  trains  on  No.  4  main  line  run  through  the  station  in  a  direction  which  is 
approximately  from  south  to  north,  platform  No.  6  being  on  the  west  side  of  that  line. 

Near  the  centre  of  the  station  there  is  a  footbridge  over  the  line,  and  as  it  was  just 
to  the  north  of  this  footbridgre  that  the  collision  occurred,  it  will  be  convenient  to 
consider  the  positions  of  the  signal-boxes  and  signals  concerned  with  this  accident  with 

reference  to  that  footbridge. 

The  signals  for  No.  4  main  line  are  worked  from  two  signal-boxes,  viz.,  No.  2  box, 
situated  to  the  south  of  the  footbridge,  and  No.  4  box,  situated  to  the  north  of  it.  From 
the  former  are  worked  the  distant  and  home  signals  relating  to  that  line  and  from  the 
latter  the  platform  stop  and  starting  signals. 

The  distances  of  these  boxes  and  signals  from  the  overbridge  are  respectively  ^ 
follows : — 

No.  2  signal-box  106  yards  south  of  footbridge, 

Down  distant  signal     ..•         ...    1,087  „  ,, 

Down  home  signal       •••         •••       239  „  „ 

No.  4  signal-box  87  yards  north  of  footbridge. 

*  Down  platform  stop  signal     ...         At  footbridge. 

Down  starting  signal 90  yards  north  of  footbridge. 

There  is  a  clearance  bar  fixed  on  the  line  immediately  under  the  down  platform  stop 
signal,  and  this  bar  prevents  the  home  signal — 239  yards  in  rear  of  it — ^being  lowered 
when  there  is  a  train  standing  on  it. 

The  Company  has  exemntion  from  block  working  through  tiie  station. 

The  next  block  box  to  No.  2  station  box  is  Proof  House  Junction  signal  box,  distant 
1,061  yards  from  it. 

For  a  down  train  approaching  New  Street  Station  from  Proof  House  Junction  there 
is  a  rising  gradient  of  1  in  53,  a  quarter  of  a  mile  in  length,  immediately  in  rear  of  the 
home  signal,  and  on  this  gradient  there  is  a  tunnel  280  yards  in  length.  The  mouth  of 
this  tunnel  is  40  yards  distant  fix)m  the  home  signal.  From  the  home  signal  into  the 
station  the  line  is  practically  level. 

The  driver  of  a  down  train  does  not  obtain  a  view  of  his  home  signal  until 
he  emerges  from  the  tunnel,  i.e.,  at  a  point  40  yards  distant  from  it.  His  view 
of  the  platform  stop  signal,  which  is  fixed  underneath  the  overbridge,  is  also  considerably 
interfered  with  owicg  to  the  curve  on  which  the  line  rune  into  the  station,  and  by  an 
overbridge  at  the  south  end  of  it.  There  is  also  a  siding  on  the  east  side  of  the  line,  and 
when,  as  in  this  case,  there  are  carriages  standing  on  that  siding,  the  driver's  view  is  still 
further  interfered  with.  From  these  combined  causes  a  driver  may  not  get  a  clear  view 
of  the  platform  stop  signal  till  he  is  within  70  yards  of  it. 

The  down  distant  signal  is  only  controlled  by  the  home  signal,  and  the  fiict,  therefore, 
of  the  former  being  lowered  gives  the  driver  no  indication  as  to  whether  the  platform  stop 
signal  is  at  danger  or  not. 

With  reference  to  this  point  the  following  is  the  Company's  special  regulation  on  the 
subject : — 

*^  All  engines  and  trains  emei^ng  from  the  north  or  south  tunnels  must  be  completely  under 
control,  so  that  they  can  be  stopped  at  any  part  of  the  station.  Guards  must  attend  carefully  to 
the  brake  and  work  it  in  such  a  manner  as  to  assist  the  driver  to  the  utmost.  They  must  be 
careful  not  to  take  off  the  brake  until  the  train  has  come  quite  to  a  stand. 

^*'  The  lowering?  of  the  main  signal  for  entering  the  station  at  either  en^  only  indicates  that  the 
line  is  clear  up  to  the  platform  stop  signal  on  the  footbridge  near  the  middle  of  the  station.  Driyers 
must  be  prepared  to  come  to  a  stand  under  all  circumstances  at  the  platform  stop  signal  for  the 
line  on  which  they  are  running." 
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The  Company's  rule  as   to  the  acceptance  of  a  train  on  No.  4  down  line  from 
Proof  House  Junction  is  as  follows  : — 

**"A  train  requiring  to  enter  the  station  on  No.  4  down  line  must  not  be  accepted  from  Proof 
House  Junction  by  No.  2  box  until  the  line  on  which  the  tjain  requires  to  run  is  clear  to  the 
stop  signal  on  the  footbridge." 

Emdence. 


James  Turner^  signalman,  states :  I  have  had 
88  years'  service  with  the  Company,  25  years  as 
signalman,  and  have  been  employed  at  No.  4  box, 
New  Street  Joint  Station,  for  11  years.  On 
September  4th  I  came  on  duty  at  2  p.m.,  and 
finished  duty  at  10  p.m.,  and  on  September  5th 
I  came  on  duty  at  2  p.m.  to  remain  until  10  p.m. 
The  4  p.m.  Midland  passenger  train,  Evesham  to 
Birmingham,  arrived  at  No.  6  platform  at 
5.^  p.m.  (5  minutes  late),  and  was  brought  to  a 
stand  at  the  north  end  with  the  rear  vehicle 
half  a  carriage-length  ahead  of  the  footbridge. 
As  soon  as  it  came  to  a  stand  I  placed  the  stop 
signal  on  the  footbridge  to  danger,  and  immedi- 
ately received  the  signal  from  N<\  2  box  indicat- 
ing that  the  4.15  p.m.  express  passenger  train, 
Derby  to  Bristol,  was  approaching,  and  would 
enter  the  station  on  No.  6  platform  line.  As  the 
Evesham  train  was  standing  on  that  line  I  main- 
tained the  bridge  signal  at  danger,  but  the  express 
from  Derby,  instead  of  coming  to  a  stand  at  the 
bridge  signal,  came  into  collision  with  the  rear 
of  the  Evesham  train  at  about  5.38  p.m.  I 
noticed  the  express  approaching  as  it  was  passing 
No.  2  box,  and  thought  the  speed  was  higher 
than  usual,  and  too  high  to  enable  the  train  to 
stop  at  the  bridge  signal.  I  consequently  did 
not  lower  that  signal  for  the  train  to  draw  up  to 
the  Evesham  train  as  I  should  have  done  had  it 
been  approaching  in  the  usual  way.  I  have 
known  the  signal  run  past  before,  but  not  often. 
Whenever  this  has  occurred  I  have  reported  it. 

Qeorge  Midwinter^  signalman,  states :  I  hare 
had  5  years'  service,  3  years  as  signalman,  and 
have  been  employed  at  No.  2  box,  New  Street 
Joint  Station,  about  4  months.  On  September 
4th  I  came  on  duty  at  2  p.m.  and  finished  duty 
at  10  p.m.,  and  on  September  5th  I  came  on  duty 
at  2  p.m.  to  remain  until  10  p.m.  I  accepted  the 
**  Is  line  clear "  signal  for  the  4  p.m.  Midland 
passenger  train,  Evesham  to  Birmingham,  from 
Proof  House  Junction  at  5.28,  and  I  received  the 
^  Train  entering  section  '*  signal  at  the  same  time. 
I  lowered  my  home  and  distant  signals  for  the 
train  to  enter  the  station  on  No.  6  platform  line, 
and  it  did  so  at  5.34  p.m.,  and  was  brought  to  a 
stand  at  the  north  side  of  the  footbridge  beyond 
my  clearance  bar  near  to  the  bridge.  I  placed 
my  signals  at  danger,  gave  the  '*  Train  out  of 
section"  signal  for  the  Evesham  train,  and  at 
once  received  the  "  Is  line  clear "  signal  for  the 
express  from  Derby.  I  accepted  it  at  once,  and 
the  "  Train  entering  section  "  signal  was  received 
at  the  same  time.  As  the  line  was  clear  to  the 
footbridge,  in  accordance  with  my  instructions 
I  lowered  my  home  and  distant  signals,  Nos.  67 
and  68,  for  the  Derby  train  to  enter  the  station 
on  No.  6  platform  line.  The  Derby  train,  which 
was  drawn  by  two  engines,  passed  my  box  at 
about  5.38  p.m.,  and  I  noticed  that  the  speed  was 
higher  than  usual,  and  I  thought  it  doubtful 
whether  it  could  be  stopped  before  the  stop- 
signal.  I  thought  that  the  Evesham  train  could 
not  have  been  drawn  away  from  the  platform  and 
I  looked  at  the  bridge  signal.  I  saw  that  it  was 
at  danger,  but  the  engines  had  then  passed  my 
box,  and  it  was  consequently  too  late  to  warn  the 
drivers.  Some  carriages  were  standing  in  the 
siding    between    Nos.   5  and  6   platform  lines. 


I  saw  the  Derby  train  come  to  a  sudden  stand, 
but  I  did  not  actually  see  the  collision  occur. 

Arthur  Tlwmaa  Smithy  engine  driver,  states : 
I  have  had  22  years*  service,  11  years  as  engine 
driver,  and  have  been  used  to  working  trains  into 
New  Street  Station  about  4  years.  On  Septem- 
ber 4th  I  came  on  duty  at  1  p.m.  and  finished 
duty  about  10.50  p.m.  On  September  5th  I  came 
on  duty  at  1  p.m.  to  perform  shunting  operations 
at  Evesham  until  3  p.m%  and  work  the  4  iKm« 
passenger  train,  Evesham  to  Birmingham,  and 
the  7.o2  p.m.  passenger  train,  Birmingham  to 
Evesham,  expecting  to  finish  duty  about  11  p.m. 
My  engine  was  No.  159a,  a  four- wheels-coupled 
tender-engine  fitted  with  a  hand  brake  working 
blocks  on  the  tender  wheels,  and  with  a  steam 
brake  on  the  driving  and  trailing  wheels  of  the 
engine  and  all  six  wheels  of  the  tender,  working 
in  connection  with  the  vacuum  brake  on  the 
train.  My  train  consisted  of  equal  to  seven 
vehicles,  fitted  throughout  with  the  automatic- 
vacuum  brake,  both  brakes  being  worked  by  one 
lever  from  the  footplate.  We  arrived  at  New 
Street  Station  at  5.34  p.m. — five  minutes  late — 
having  had  a  late  stare  of  three  minutes,  and 
been  delayed  two  minutes  by  signals  on  the 
journey.  The  signals  were  all  ofl^  for  me  to  run 
into  No.  6  platform,  and  I  brought  my  engine  to 
a  stand  against  the  departure  signals  at  theHorth 
end  of  No.  6  platform.  I  released  the  continuous 
brake  and  had  the  tender  hand  brake  applied. 
I  got  off  my  engine,  and  was  standing  on  the 
platform  examining  the  tender  axle-boxes,  when 
something  came  into  collision  with  the  rear  of 
my  train,  forcing  my  engine  and  tender  forward 
about  15  yards.  I  was  in  a  stooping  position 
alongside  the  tender,  and  the  leading  van  (which 
left  the  rails  with  one  pair  of  wheels)  caught  me 
on  the  shoulder  causing  a  slight  bruise,  in  con- 
sequence of  which  I  was  off  duty  seven  days, 
but  I  have  now  resumed  duty.  The  brakes 
on  the  engine  and  train  were  in  very  good 
condition. 

Richard  Dobson^  passenger  guard,  states  :  I 
have  been  about  33  years  in  the  service  of  the 
Company,  during  19  of  which  I  have  been  a 
guard.  I  came  on  duty  on  the  4th  of  September 
at  10.30  a.m.  and  went  off  duty  again  about  8.46 
p.m.  On  the  5th  of  September  I  came  on  duty 
at  10.30  a.m.  and  worked  till  about  11  p.m.  I 
know  New  Street  Station,  Birmingham,  very  well, 
I  was  in  charge  of  the  4  p.m.  Evesham  train. 
The  train  consisted  of  engine  and  tender  and  the 
following  vehicles  attached  to  it  in  the  order 
given  : — 

One  van. 

One  third. 

Two  composites. 

Two  thirds. 

Rear  brake  van. 

I  was  riding  in  the  rear  brake  van.  The 
train  was  fitted  with  the  automatic  vacuum 
brake.  It  was  in  good  order.  I  remember 
arriving  at  New  Street  Station  at  5.34  p.m. 
on  No.  6  platform.  When  my  train  was  brought 
to  a  stand  my  van  was  just  past  the  foot- 
bridge a  short  way  beyond  the  stop  signal. 
Whilst    standing   there   we  were    run    into  by 
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another  train.  I  did  not  see  the  train  approaching 
and  had  no  warning  of  its  coming.  At  the  time 
of  the  colliaion  I  was  attending  to  my  parcels  in 
my  Tan.  After  the  collision  I  fonnd  myself  on 
the  top  of  the  second  or  third  vehicle  mixed  np 
with  the  debris  and  broken  glass.  I  was  stanned 
and  cannot  give  any  fnrther  information  as  to 
what  occurred.  I  did  not  notice  whether  the 
stop  signal  was  put  to  danger  behind  ns. 

Gtorge  Sheimll^  passenger  guard,  states  :  I  have 
had  about  25  years  service,  20  years  as  passenger 
guard,  and  have  been  used  to  working  passenger 
trains  into  New  Street  Station  for  15  years.  On 
September  4th  I  came  on  duty  at  1.40  p.m.  and 
finished  duty  at  8.20  p.m.  On  September  5th  I 
came  on  duty  at  1  p.m.  to  work  the  1.38  p.m. 
express  passenger  train  Bradford  to  Bristol 
(4.15  p.m.  from  Derby)  expecting  to  finish  duty 
at  8  p.m.  On  leaving  Derby  my  train  consisted 
of  engines  1566  and  &  and  Uie  following  vehicles 
in  the  order  given  from  the  engines  : — 

Six-wheeled  van, 

Eight-wheeled  bogie  compo, 

Six-wheeled  third. 

Eight-wheeled  bogie  compo, 

Six- wheeled  van. 

Twelve- wheeled  bogie  third. 

Eight- wheeled  dining  carriage» 

Four* wheeled  kitchen, 

Twelve  wheeled  bogie  dining  carriage, 

Eight-wheeled  bogie  compo, 

Six-wheeled  third. 

Six-wheeled  van, 

12,  equal  to  17,  vehicles,  all  in  use  with  the  auto- 
matic vacuum  brake    in  good  order.    We  left 
Tamworth,  the  last  stopping  station,  22  minutes 
late.    We  have  three  minutes  allowed  for  a  con- 
ditional stop  at  Castle.  Bromwich,  which  we  did 
not  make,  and  my  van  was  brought  to  a  stand  in 
the  south  tunnel  at  New  Street,  according  to  my 
watch,  at  5.36  p.m.    There  was  nothing  unususd 
in  the  way  the  train  came  to  a  stand  beyond  that 
I  noticed  that  the  brakes  were  suddenly  applied. 
I  got  out,  told  the  passengers  to  keep  their  seats, 
and  went  forward  and  found  that  my  train  had 
come  into  collision  with  another  train  standing 
on  No.  6  Platform  line.    I  noticed  that  the  fourth 
and  fifth  vehicles  on  my  train  were  buffer-locked, 
but  I   did  not  notice  any  wheels  off  the  rails. 
Several  vehicles  were  damaged.    No  passengers 
complained    of   injury  at    Birmingham,  but   a 
gentleman  I  spoke  to  at  Birmingham  handed  his 
card  to  the  station  master  at  Mangotsfield  and 
said  he  had  been  in  a  collision.    I  did  not  notice 
anything  unusual  in  approaching  the  station.    I 
ani  aware  of  the  instructions  on  page  320  of  the 
Midland  Appendix  respecting  guards  applying 
their  brakes,  but  I  did  not  apply  my  hand  brake 
on  this  occasion  as  the  drivers  would  rather  have 
the  handling  of  their  brakes  themselves  when 
fitted  throughout  with  the    automatic.    I    was 
riding  from  Derby  in  the  rear  van.    I  did  not 
notice  an^ihing    unusual    in    our   speed  when 
approaching  the  station.    I  have  often  run  into 
the  station  on  the  same  train.    If  I  had  thought 
the  speed  of  the  train  too  high  I  would  have 
applied  the  brake.    There  was  no  side  light  to 
my   van,  but  in  this  case  it  would  not   have 
assisted  me  at  all.    We  were  due  at  Birmingham 
at  5.20  pjn. 

John  Daniels^  passenger  guard,  states  :  I  have 
had  28  years'  service,  20  years  as  passenger 
guard,  and  have  been  used  to  working  into  New 
Street  StaMon  about  10  years.  On  September 
4ih,  I  came  on  duty  at  1  p.m.,  and  finished  duty 
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at  10.45  p.m.,  and  on  September  5th  I  came  on 
duty  at  12.20  p.m.  to  work  the  12.55  p.m.  passen- 
ger train  York  to  Sheffield,  and  to  act  as  under 
guard  from  Sheffield  to  Bristol,  with  the  1.38 
p.m.  passenger  train  ex  Bradford  (4.15  p.m.  from 
Derby).  I  was  travelling  in  the  van  next  to  the 
engine.  I  did  not  notice  at  what  time  we  left 
Derby,  but  think  w^e  were  about  20  minutes  late,, 
and  we  were  about  the  same  late  at  Tamworth. 
I  did  not  notice  anything  unusual  with  the 
speed  while  we  were  entering  New  Street  Station^ 
but  when  my  van  was  alongside  the  platform,. 
I  felt  the  continuous  brake  suddenly  applied^ 
and  the  collision  at  once  occurred.  On  leaving 
the  South  Tunnel,  I  did  not  notice  that  the 
speed  was  any  higher  than  usual.  The  collision 
lifted  me  off  my  feet,  but  as  I  had  hold  of  the 
irons  of  the  windows  I  was  not  injured  in  any 
way.  No  passenger  complained  to  me  of  being 
hurt  at  Birmingham.  I  am  aware  of  the  instruc- 
tions on  page  320  of  the  Midland  Appendix^ 
respecting  attending  carefully  to  the  brakes,  but 
I  did  not  consider  it  necessary  to  apply  my 
hand  brake  on  this  occasion,  as  it  is  not  the 
practice  to  do  so.  I  have  often  run  into  Birming- 
ham on  this  same  train. 

Frank  Bennett^  engine  driver,  states  :  I  have 
had  about  20  years*  service,  6  years  as  engine 
driver,  have  worked  into  New  Street  Station  aa 
an  engine  driver  since  February  last,  and  am 
well  acquainted  with  the  signals  and  regulationa 
for  working.  On  September  4th,  I  came  on 
duty  at  2  p.m.,  and  finished  duty  at  12  midnight. 
On  September  5th  I  came  on  duty  as  a  spare  driver 
at  2  p.m.,  and  was  called  upon  to  assist  the 
4.15  p.m.  express  passenger  train  from  Derby  to 
Birmingham,  expecting  to  finish  duty  at  about 
12  midSiight.  My  engine  was  No.  1566,  a  four- 
wheeled  coupled  engine  with  leading  bogie  and  a 
six- wheeled  tender.  The  driving  and  trailing 
wheels  of  the  engine,  and  all  six  wheels  of  the 
tender  were  fitted  with  the  steam  brake,  and  the 
train  was  fitted  with  the  automatic  vacuum 
brake,  of  which  I  had  control,  both  brakes  being 
applied  by  one  lever  from  the  footplate.  The 
brakes  were  in  very  good  order.  The  train 
consisted  of  equal  to  17  vehicles.  We  were  20 
minutes  late  leaving  Derby.  We  left  Tamworth 
about  22  minutes  late.  There  was  nothing 
unusual  between  Tamworth  and  our  approaching 
New  Street  Station.  Approaching  Grand  Junction^ 
the  distant  signal  was  at  danger,  but  the  home 
signal  was  lowered  when  1  sighted  it.  All  the 
signals  at  the  Proof  House  Junction,  the  distant 
signal  near  Proof  House  Junction  worked  from 
No.  2  Box,  and  No.  2  Box  home  signal,  applicable 
to  No.  6  platform  line,  were  lowered.  When 
my  train  emerged  from  the  tunnel,  we  were 
running  at  six  or  seven  miles  an  hour.  I  applied 
my  brake  slightly,  just  before  I  left  the  south 
tunnel,  and  released  it  again  ;  I  again  applied  it 
when  my  engine  was  going  under  the  Worcester 
Street  Bridge,  and  again  released  it  at  once,  and 
I  think  that  the  speed  when  passing  No.  2  Box 
was  five  or  six  miles  an  hour.  I  crossed  over  to 
my  fireman's  side,  specially  to  look  out  for  the 
bridge  signal,  but  could  not  see  it.  I  went  back 
to  my  own  side  of  the  engine  ;  but  when  about 
an  engine's  length  from  the  bridge,  I  saw  a  train 
standing  in  front  of  us.  1  did  not  see  the  stop 
signal  at  the  bridge  before  seeing  the  train  in 
front  of  me.  I  was  engaged  applying  my  brake. 
I  at  once  applied  the  continuous  brake  and 
reversed  my  engine,  the  speed  was  checked,  but 
we  came  into  contact  with  the  train  standing  in 
front  of  me  at  a  speed  of  about  three  or  four  miles 
an  hour.     1  was  unable  to  see  the  bridge  signal 
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^beu  I  went  over  to  the  fireman's  side,  owing  to 
SQiae  carriages  standing  on  the  siding  between 
NoBt  5  and  G  platform  lines.  When  we  emerged 
irom  under  the  Worcester  Street  Bridge,  I 
thought  I  had  the  train  fully  under  control  so 
that  I  could  have  brought  it  to  a  stand  at  the 
bridge  signal,  and  the  only  explanation  I  can 
give  for  not  having  done  so  is  that  I  failed  to 
apply  the  brake  sufficiently.  Both  myself  and 
my  fireman  remained  on  the  footplate,  and  we 
were  not  injured  in  any  way.  Even  after  the 
<;ollision  I  did  not  see  the  stop  signal  at  all.  Even 
though  I  had  not  seen  the  stop  signal  my  full 
iutention  was  to  stop  my  train  short  of  it.  I  was 
not  making  up  time  with  the  train,  and  had  no 
intention  of  doing  so.  I  think  that  the  train  with 
which  we  came  into  collision  was  about  half  a 
coach-length  ahead  of  the  stop  signal.  The  stop 
signal  is  under  the  bridge  ;  if  it  had  been  over 
the  bridge  I  should  have  seen  it. 

William  Gregitry^  fireman,  states  :  I  have  had 
five  years'  service,  four  years  as  fireman,  and 
have  worked  into  New  Street  Station  occasionally 
during  the  whole  of  the  time.  On  September 
4th  and  5th  I  was  fireman  to  driver  Bennett  and 
worked  the  same  hours  as  he  did.  We  were  in 
charge  of  the  leading  engine  on  the  4.15  p.m. 
paasenger  train  from  Derby.  Our  last  stopping 
place  was  Tamwonh,  and  nothing  unusual 
occurred  between  Tamworth  and  Proof  House 
Junction.  I  do  not  recollect  the  position  of  the 
signals  at  Grand  Junction.  The  signals  at  Proof 
House  Junction,  the  distant  signal  at  Proof  House 
Junction  worked  from  No.  2  box,  and  No.  t  box 
home  signal,  applicable  to  No.  6  platform  line, 
were  all  lowered.  I  cannot  say  what  the  speed 
of  my  train  was  when  we  were  entering  the 
station,  but  there  did  not  appear  to  be  anything 
ui^usual  in  the  speed.  I  did  not  see  the  bridge 
siguial  until  we  were  about  an  engine's  length 
from  it,  when  it  was  at  danger.  I  was  attending 
to  the  injectors,  and  that  is  the  reason  that  I  did 
not  see  the  signal  earlier.  I  went  to  my  driver's 
side  to  a{>ply  the  injector  on  that  side,  as  the 
en^ne  was  blowing  off  steam.  When  I  saw  the 
signal  at  danger  I  saw  the  vehicles  of  a  train 
standing  on  the  same  line  about  a  carriage  length 
beyond  the  bridge.  I  did  not  call  to  warn  my 
driver,  but  I  put  my  hand  brake  on  to  assist  in 
stopping  the  train.  My  engine,  however,  came 
in  contact  with  the  vehicles,  but  I  cannot  say  at 
what  speed.  I  think  that  I  saw  the  stop  signal 
and  the  train  in  front  of  me  as  soon  as  it  was 
possible  to  do  so. 

Charles  Hudson^  engine  diiver,  states  :  I  have 
had  about  35  years'  siiervice,  28  years  as  engine- 
driver,  and  have  been  used  to  working  into  New 
Street  Station  about  20  years.  On  September  4th 
I  was  off  duty  and  on  September  5th  I  came  on 
duty  at  8.30  a.m.  to  work  the  9.45  a.m.  express 
passeuger  train  Bristol  to  Derby  and  the  4.15  p.m. 
express  Derby  to  Bristol,  expecting  to  finish  duty 
at  about  8.45  p.m.  My  engine  was  No.  34,  an  eight- 
wheeled  engine,  no  wheels  coupled,  and  six- 
wheeled  tender,  the  driving  wheels  of  the  engine 
and  all  six  wheels  of  the  tender  were  fitted  with 
the  steam  brake,  and  the  train  was  fitted  with 
the  automatic  vacuum  brake,  both  brakes  being 
;ii'l)lied  by  one  lever  from  the  footplate.     I  was 


assisted  from  Derby  to  Birmingham  by  engine 
1566  which.  >^  as  attached  in  front  of  my  engine.. 
We  were  about  20  minutes  late  from  Derby,  and 
about  the  same  when  we  left  Tamworth,  the  Jasi' 
stopping  station.  There  was  nothing  unusual 
between  Tamworth  and  the  Grand  Junction,  at 
which  place  the  distant  signal  was  at  danger,  but 
the  home  signal  was  lowered  when  I  sighted  it. 
The  distant  and  home  signals  worked  from  ProoT 
House  Junction,  the  distant  signal  worked  from 
New  Street  No.  2  box,  and  No.  2  box  home 
signal,  applicable  to  No.  6  platform  line,  were  all 
lowered.  The  continuous  brake  was  applied 
slightlj  by  driver  Bennett  when  we  were  in  the 
tunnel,  and  was  immediately  afterwards  released  ; 
our  speed  on  leaving  the  tunnel  was  about 
10  miles  an  hour,  and  we  entered  the  station  at 
about  five  miles  an  hour,  it  being  such,  as  far  as 
I  could  judge,  as  to  enable  us  to  stop  at  the  foot- 
bridge signal.  I  cannot  say  whether  Bennett 
again  used  the  continuous  brake,  as  I  had  my 
head  outside  the  weatherboard  lookini:  for  the 
footbridge  signal,  and  as  soon  as  I  sighted  it  at 
danger,  I  put  my  brake  lever  over  to  apply  the 
brake.  I  sighted  it  when  I  was  just  passing 
No.  2  box.  When  entering  the  station  my  view 
of  the  bridge  signal  was,  in  the  first  instance, 
obscured  by  some  carriages  standing  nn  the 
siding  between  Nos.  5  and  6  platform  lines,  and 
it  was  afterwards  obseured  by  smoke  and  steam 
from  the  leading  engine,  but  I  saw  the  signal  at 
danger  immediately  after  passing  No.  2  box.  I 
observed  this  from  my  own  side  of  the  engine,  as 
I  can  see  better  on  that  side  than  on  the  fireman *s 
side.  I  did  not  see  the  vehicles  standing  ahead 
of  the  footbridge  until  the  leading  engine  was 
very  close  to  them  ;  I  did  not  do  anything  more 
as  I  had  done  all  I  could  to  bring  my  train  to  a 
stand  at  the  bridge  signal.  The  leading  engine 
came  in  contact  with  the  vehicles,  but  I  cannot 
estimate  at  what  speed,  perhaps  two  or  three 
miles  an  hour.  Both  myself  and  my  fireman 
remained  on  the  engine  and  did  not  feel  any  thing 
of  the  collision.  I  quite  understand  the  instruc- 
tions respecting  entering  New  Street  Station  at 
such  a  speed  as  to  be  able  to  stop  at  any  point  I 
thought  from  ths  speed  at  which  the  train  was 
running  that  the  driver  of  the  front  engine  must 
have  seen  that  the  stop  signal  was  off  for  him.  I 
am  in  the  habit  of  running  into  Derby  Station. 
If  there  is  another  train  standing  in  that  station  I 
get  a  caution  signal  before  entering.  I  think 
that  it  would  be  useful  if  there  were  a  distant 
signal  at  Birmingham  controlled  by  the  stop 
signal.  When  I  have  a  second  engine  behind  me 
I  should  not  like  the  driver  of  it  to  interfere  with 
the  brakes  except  in  a  case  of  emergency. 

Edwin  John  Davey^  fireman,  states :  I  have 
had  12  years'  service,  eight  years  as  fireman,  and 
have  been  used  to  working  into  New^  Street 
Station  for  about  four  years.  I  was  off  duty  on 
September  4th  and  was  fireman  to  driver  Hudson 
on  September  5th,  and  worked  the  same  hours  as 
he  did.  I  did  not  see  the  bridge  signal  at  all  ; 
my  mate  saw  it  first  and  at  once  told  me  to  hold 
tight ;  when  he  told  me  this  we  had  just  passed 
No.  2  cabin.  We  were  coming  in  at  ordinary 
speed.  I  did  not  see  the  train  in  front  of  us  at 
all.  As  soon  as  the  driver  saw  the  signal  he 
applied  his  brakes. 


Conclusion. 

There  is  no  dispute  as  to  the  circumstances  under  which  this  collision  occurred. 
The  4  p.m.  Evesham  train,  having  arrived  at  New  Street  Station  at  5.34  p.m.,  hud 
bee:i  brought  to  a  stand  at  No  6  platform  vrith  its  rear  vehicle  about  half  a  carriage  length 
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i^^yond  the  overbridg^,  in  which  positioh  it  mus  just  clear  of  the  ctearance  bar  fixed  on 
the  line  at  that  point. 

On  its  arrival  signalman  Turner;  who  was  on  duty  in  No.  4  box,  placed  the  platform 
stop  signal  at  danger  behind  the  train,  and  signalman  Midwinter,  in  No.  2  box,  placed  the 
home  and  distant  signals  similarly  flt  danger,  and  sent  the  "  Train  out  o£  section"  signal 
to  the  Proof  House  dox. 

.      •      *•    .  * 

Immediately  after  sending  the  last  mentioned  signal  Midwinter  was  offered,  by  the 
signalman  in  Proof  House  box*,  the" '4. 15  p.m.  irain  from  Derby.  As  the  line  was  clear 
up  to  the  platform  stop  signal  Midwinter  was  justified,  according  to  his  instructions,  in 
accepting  the  train  ;  he  at  once  therefore  did  so,  and  lowered  his  home  and  distant  signals 
for  it,  the  platform  stop  signal  being,  however,' still  kept  at  danger. 

The  Derby  train  arrived  at  the  station  at  5.38  p.m.,  but  the  driver  failed  to  bring  it 
to  a  stand  before  reaching  the  platform  stop  signal,  and  it  ran  past  that  signal,  coming 
into  collision  with  the  rear  of  the  4  p.m.  Evesham  train.  The  speed  of  the  Derby  train 
at  the  time  of  the  collision  is  variously  estimated  at  from  two  to  four  miles  an  hour. 

Driver  Bennett,  who  was  in  charge  of  the  leading  engine  of  the  Derby  train,  states- 
that  his  train  emerged  from  the  tunnel  at  a  speed  of  about  six  or  seven  miles  an  hour,  and 
that  be  passed  No.  2  box  at  a  speed  of  about  five  or  six  miles  an  hour.  He  had  every 
intention  of  bringing  his  train  to  a  stand  at  the  platform  stop  signal,  and  he  quite  thought 
Aat  he  had  it  snfficiently  under  control  to  enable  him  to  do  so  ;  but,  when  he  was  about 
an  engine  length  fi'om  the  bridge  and  saw  the  train  in  front  of  him,  he  then  fomid 
that  he  was  unable  to  stop  his  own  train  before  his  engine  had  run  past  the  platform  signal 
and  come  into  collision  with  the  brake  van.  Bennett  attributes  his  inability  to  stop  his 
train  to  an  error  of  judgment  on  his  own  part  in  not  applying  his  brakes  sufficiently  when- 
entering  the  station. 

It  was  urged  on  Bennett's  behalf  that,  as  the  line  was  not  clear  for  400  yards 
ahead  of  the  home  signal,  he  ought  to  have  been  stopped^  at  that  point  and  warned 
that  the  station  was  blocked.  This  is  undoubtedly  the  coarse  which  is  usually  followed 
when  a  t^n  is  admitted  to  a  station  which  is  not  clear,  but,  as  pointed  out  by  the 
Company,  it  would,  on  account  of  the  steep  gradient  and  tunnel  adjoining  the  home 
signal,  be  most  inconvenient  to  stop  trains  at  that  point,  and  it  is  for  that  reason  that  the 
Company  have  issued  the  rule  quoted  above  to  tbe  eSect  that  the  lowering  of  the  hcnne 
signal  only  indicates  that  the  line  is  cleair  up  to  the  platform  stop  signal,  and  that  drivers 
must  always  be  prepared  to  bring  their  trains  to  a  stop  at  that  point.  The  drivers,  in  fact, 
are  warned  that  on  entering  this  station  they  are  always  to  act  as  though  the  station  were 
blocked.  This  warning  should,  I  consider,  fully  suffice,  and  driver  Bennett  admits  that 
in  this  case  he  had  every  intention  of  acting  on  it. 

It  was  also  urged  on  Bennett's  behalf  that  owing  to  there  being  carriages  standing  on 
the  siding  to  the  east  of  the  line  on  which  he  was  running  he  was  by  reason  of  the  curve 
unable  to  see  that  the  platform  stop  signal  was  at  danger  before  he  was  close  to  the  train 
in  front  of  him.  Even  if  this  were  the  case  it  would  be  no  exoiise  for  his  not  conforming 
to  the  rule  quoted  above,  viz.,  to  have  his  train  sufficiently  in  hand  so  as  to  stop  at  the 
platform  signal  ;  but,  as  a  matter  of  fact^  on  visiting  the  spot  Bennett  admitted  that  from 
his  engine  he  could  have  seen  the  signal  when  70  yards  distant  from  it.  It  is  therefore 
clear  that  Bennett  was  not  keeping  as  good  a  look-out  as  he  should  have  done. 

As  regards  the  precise  speed  at  which  the  train  approached  the  station  it  is  difficult 
to  obtain  any  definite  evidence,  but  the  signalmen  in  Nos.  2  and  4  boxes  both  state  that 
as  soon  as  they  sighted  the  train  they  noticed  that  its  speed  was  higher  than  usual. 
Signalman  Turner,  hi  No.  4  Ix^x,  thought  that  its  speed  was  too  high  to  allow  of  its  being 
stopped  at  the  bridge  signal,  and  signalman  Midwinter,  in  No.  2  box,  was  doubtful 
whether  it  would  do  so. 

Driver  Hudson,  who  was  in  charge  of  the  second  engine  of  the  train,  states  that 
there  was  nothing  unusual  in  the  speed  at  which  the  train  was  entering  the  station,  but 
he  subsequently  admitted  that  from  the  speed  at  which  it  was  travelling  he  thought  that 
Driver  Bennett  must  have  seen  that  the  platform  stop  signal  was  lowered  for  him. 

There  can  therefore,  I  consider,  be  little  doubt  but  that  the  speed  when  entering  the 
station  was  too  high,  and  that  driver  Bennett  had  consequently  not  got  his  train 
sufficiently  under  control  to  be  able  to  stop  it  at  the  platform  stop  signal.  He 
probably  did  not  make  sufficient  allowance  for  the  fact  that  the  train  was  a  heavj'  one. 
The  responsibility  for  this  collision  must  therefore,  I  consider,  rest  solely  on  him. 

10388  .  H  2 
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Ab  a  driver's  view  of  the  platform  stop  signal  would  be  considerably  improved  if  the 
arm  of  that  signal  was  repeated  over  the  bridge  as  well  as  underneath  it,  the  Companj 
should,  I  think,  consider  the  advisability  of  doing  so. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


I  have,  &c., 

P.    G.    VON   DONOP, 

Lieiit'CoKj  R.E. 


APPENDIX. 


Particulars  of  Damage  to  Rolling  Stock. 


Evesham  Train. 

Passenger  van  .538  was  thrown  off  the  rails,  and 
had  one  axlebox,  one  headstock,  two  end  panels, 
end  moalding,  one  folding  door  pan%l,  one  long 
stepboard,  and  one  bnffer  casting  broken,  two 
solebar  plates,  two  buffer  rods,  one  triangnlar 
bar,  two  axlegnards  and  two  step  irons  bent,  and 
body  of  vehicle  racked. 

Oompo  830  had  one  headstock,  one  diagonal, 
two  buffer  castings,  and  two  buffer  castincr  pads 
broken,  two  solebar  plates  and  two  buffer  rods 
bent,  and  two  buffer  casting  pads  damaged. 

Third  class  1243  had  one  buffer  casting  broken, 
one  buffer  rod  bent,  and  body  racked. 

Compo  436  had  body  racked,  and  paint  round 
buffer  castings  and  step  irons  damaged. 

Third  class  1978  had  two  headstocks,  one 
buffer  casting,  two  quarter  lights  and  one  venti- 
lator light  broken,  two  end  panels  damaged,  two 
buffer  rods  bent^  and  two  seats  and  frames 
displaced. 

Third  class  1738  had  two  compartments  tele- 
scoped and  woodwork  of  same  smashed,  one 
headstock,  two  diagonals,  one  longitude,  one 
solebar,  two  stepboards,  one  middlebearer,  one 
axleboz,  two  buffer  castings,  one  screw  coupling, 
one  A. V.  train  pipe,  one  headstock,  face  plate,  and 
three  step-irons  broken,  two  buffer  rods,  one 
drawbar,  two  axleguards,  two  scroll  irons,  and 
brakework  bent,  one  spring  shoe,  one  axlebox, 
and  one  pair  of  wheels  knocked  from  under,  and 
the  other  pair  of  wheels  thrown  off  the  rails. 

Passenger  van  290  was  damaged  beyond  repair. 


with  the  exception  of  the  wheels  and  a  portion 
of  the  ironwork. 

Engine  No.  159a  had  right  hand  trailing  buffer 
slightly  bent,  and  swan  neck  of  warming  pipe 
bent. 

Derby  Train. 

Passenger  van  3105  had  headstocks  shaken. 

Bogie  compo  980  had  one  headstock  cracked. 

Bogie  compo  brake  924  had  one  headstock 
cracked,  and  one  buffer  rod  bent. 

Passenger  van  576  was  thrown  off  the  rails, 
and  had  one  end  panel  and  one  headstock  end 
broken,  one  f  branch  pipe  and  three  buffer  rods 
bent. 

Bogie  third  1861  had  two  buffer  rods  badly 
bent,  one  buffer  casting,  one  end  panel,  moulding, 
and  one  f  branch  hot  water  pipe  broken,  and 
one  T  branch  hot  water  pipe  bent. 

Bogie  compo  687  had  a  piece  broken  out  of  one 
buffer  casting« 

Passenger  van  3066  had  a  piece  broken  out  of 
one  step  board. 

Engine  1566  had  two  buffers  broken,  buffer 
plate,  and  buffer  plate  angle  iron  and  bracket 
bent.  Right  hand  inside  and  outside  frames  bent 
at  leading  end.  Right  hand  flanged  platform 
plate  bent,  two  footplate  lamp  irons  broken, 
smoke  box  door  and  life  guards  bent. 

Details  of  Damage  to  Pertnanent  Way. 

Two  chairs  broken  ;  two  bolts  broken ;  four 
coping  platform  flags  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Companies  concerned  on  the  8th  November. 


MIDLAND    RAILWAY. 

Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitdiall,  London,  S.W., 
Sir,  9th  August,  1901. 

I  HAVE  the  honour  to  report,  for  the  iiiformation  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  12th  ult.,  the  result  of  my  inquiry  into  the  accident 
which  occurred,  on  the  6th  July,  about  10.25  a.m.,  to  a  passenger  train  near  Wath  Road 
Junction  on  the  Midland  Railway. 

In  this  case  the  9.50  a.m.  train  from  Sheffield  to  Morecambe,  was  approaching  Wath 
Road  Junction,  Swinton,  on  the  down  fast  road,  when  the  en^ne.  and  vehicles  left  the 
road  at  a  set  of  disused  facing  points. 

The  train  consisted  of  a  four- wheels- coupled  tender  engine,  chimney  leading,  one 
six-wheeled,  and  three  eight-wheeled  bogie  coaches  and  a  four-wheeled  brake.  It  was 
fitted  with  the  steam  and  automatic  vacuum  brake,  which  was  in  good  working  order. 

Seven  passengers  in  all  complained  of  shock  or  injury,  but  none  fortunately  appear 
TO  have  been  seriously  injured. 
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When  the  train  came  to  a  stand,  the  bogie  and  driving  wheels  of  the  engine  were 
found  to  be  standing  on  the  up  fast  rails,  bnt  all  the  other  wheels  in  the  train  were  off 
the  rails,  the  tender  and  leading  coach  approximately  on  the  up  road,  the  four  rear  vehicles 
on  the  down  road. 

A  list  of  damage  to  rolling  stock  and  permanent  way  is  given  in  the  Appendix. 

Description. 

Wath  Road  Junction  is  the  point  where  the  Midland  and  North-Eastern  Joint  double 
line  to  York  connects  with  the  Midland  Company's  main  line  from  Derby  to  Leeds. 

The  accident  occurred  on  the  main  road,  which  consists  of  four  lines  of  way  running 
north  and  south  approximately.  The  eastern  pair  of  lines  southward  of  the  Junction  are 
now  used  for  up  and  down  slow  traffic,  and  the  western  pair  for  tast  traffic.  North  of  the 
Junction,  on  the  main  road,  the  eastern  pair  of  lines  are  used  for  goods  traffic  only. 

The  Midland  Railway  Company  have  quite  recently  completed  a  further  section  of 
their  Masborough  to  Royston  widening,  namely,  from  Kilnhurst  to  Darfield.  Wath 
Koad  Junction  lies  in  this  section. 

The  work  in  the  vicinity  of  Wath  Road  has  consisted  chiefly  of  a  transposition  of 
existing  lines,  and  the  relaying  of  certain  portions  of  the  permanent  way. 

Previous  to  the  30th  June,  the  centre  pair  of  lines  were  used  for  up  and  down 
passenger  traffic,  the  outside  lines  for  goods  traffic.  The  set  of  western  rails  was 
appropriated  for  down  goods  trains.  On  the  30th  of  June  the  work  in  connection  with 
the  remodelling  and  transposition  was  commenced  at  Wath  Road,  but  it  was  not  found 
possible  to  complete  the  whole  scheme  on  one  day. 

The  new  signal  cabin  at  Wath  Road  Junction  is  situated  on  the  west  of  the  railway. 
About  50  yards  south  of  the  cabin  a  set  of  old  &cing  points,  leading  from  the  old  down 

fx)ds  line  to  the  old  down  passenger  line,  had  not  been  removed  on  the  30th  June, 
he  removal  of  this  set  of  points  was  arranged  to  be  carried  out  with  other  work  on  the 
succeeding  Sunday,  7th  July.  In  the  meantime  the  points  were  secured,  and  the  rod 
connections  and  safety  appliances  removed.  Trains  ran  with  safety  over  these  points  on 
the  new  down  fast  road  from  the  1st  July  up  to  the  time  of  the  accident  on  the 
€th  July. 

The  main  line  is  practically  straight  on  both  sides  of  Wath  Road  Junction,  and  the 
gradients  concerned  are  easy,  varying  from  1  in  419,  rising  from  Swinton,  the  station  south 
of  Wath  Road,  to  1  in  359  falling  at  the  Junction. 

Evidence. 


Henry  Thompson,  signalman,  states :  I  have 
had  27  years*  service  with  the  Company,  24  years 
as  signalman,  and  have  been  at  Wath  Road 
Junction  about  12  years.  On  July  5th  I  came  on 
daty  at  6  a.m.  and  left  duty  at  2  p.m.,  and  on 
Joly  (>th  I  came  on  duty  at  6  a.m.  to  remain  until 
2  p.m.  The  8  a.m.  express  passenger  train  from 
Derby  to  Leeds  passed  my  post  on  the  down  fast 
line  at  9.34  a.m.,  and  I  gaye  '*  line  clear  *'  for  the 
9.50  a.m.  passenger  train  (Sheffield  to  Morecambe) 
to  approach  from  Swinton  Junction  at  10.8,  and 
at  once  obtained  ^'  line  clear  '*  for  it  to  proceed  to 
Manver^s  Main  Colliery  Sidings.  I  lowered  my 
home  and  starting  signals  at  once,  the  distant 
signal  being  disconnected  and  at  danger  in  conse- 
quence of  the  speed  restriction  (20  miles  an  hour) 
past  the  place.  I  received  the  ''train  entering 
section "  signal  from  Swinton  Junction  at  10.12 
and  the  train  arrived  at  10.14.  I  was  standing  in 
the  box  watching  the  train  approach,  and  as  near 
as  I  can  say,  the  speed  was  about  15  miles  an 
hour.  Steam  appeared  to  be  shut  off.  The  first 
thing  I  noticed  was  the  oscillation  of  the  carriage 
next  to  the  engine  a  short  distance  on  the  south 
aide  of  my  box.  The  engine  came  to  a  stand  on 
the  up  fast  line,  the  tender  was  close  to  the 
engine,  practically  in  the  six-feet  space,  and  all 
the  carriages  were  off  the  rails,  the  rear  van 
being  about  opposite  my  box.  'I  immediately 
placed  my  down  fast  line  signals  at  danger,  and 


advised  Swinton  Junction  and  Manvers  Main 
Colliery  Sidings,  the  signal-boxes  on  each  side  of 
me,  what  had  occurred.  I  also  advised  the 
station  master  at  Swinton  by  means  of  the  tele- 
phone, and  requested  that  medical  assistance  and 
the  break  down  vans  should  be  obtained.  I  had  not 
received  any  request  from  the  platelayers  to  stop 
any  train,  and  had  no  idea  that  the  running  rails 
were  being  interfered  with,  although  a  large 
number  ot  men  were  at  work  near  my  box.  It 
was  their  duty  to  have  informed  me  of  their 
intention  to  move  any  points  on  the  roads  before 
commencing  the  work.  Oanger  James  Cruise 
was  in  charge  of  the  platelayers,  and  he  had  made 
no  communication  to  me  of  any  sort.  I  knew 
the  points  were  in  existence  and  were  properly 
secured,  having  been  in  this  condition  since  the 
Sunday  previous  to  the  accident. 

[For  regulations,  see  p.  221  of  Company's 
Appendix  to  Working  Time  Table.] 

* 

George  Pitcher^  passenger  guard,  states  :  I  have 
had  18  years'  service  with  the  Company,  5  years 
as  passenger  guard,  and  have  been  used  to 
working  passenger  trains  past  Swinton  the  whole 
of  the  time.  On  J.uly  5th  I  came  on  duty  at 
9.30  a.m.  and  finished  duty  at  9.30  p.m..  and  on 
July  6th  I  came  on  duty  at  9.30  a.m.  to  work  the 
9.50  a.m.  passenger  train  (Sheffield  to  More- 
cambe), and  passenger  trains  from  Morecambe  to 
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Sheffield  add  Nottingham.  My  train  <;(M^t0d 
dt  enfiiiB  Mo.  1754  and  5  (a^  6^)  Tehicles  Im  the 
following  order  from  the  engine  : — 

Six-wheoled  third,  No.  1241. 

Eigl^t- wheeled  bogie  composite,  No«  762. 

Eight-wheeled  bogie  third,  No.  760. 

Eight- wheeled  bogie  composite  brake,  No.  136. 

Four-wheeled  van,  No.  121. 

We  left  Sheffield  right  time.  We  stopped  at 
Swinton  Station,  and  were  due  from  there  at 
10.11.  We  left  at  10.12.  having  been  delayed  one 
minute  by  engineering  slack.  I  estimate  thut 
there  were  from  120  to  130  pa«*eiig©rs  in  the 
train.  I  saw  the  Swinton  Junction  home  and 
starting  signals  lowered  for  my  train  to  proceed, 
but  the  Wath  Road  Junction  distant  signal  was  at 
danger.  On  nearing  Wath  R6ad  Junction  I  saw 
that  the  home  and  starting  signals  worked  from 
that  box  were  lowered,  and  when  a  short  distance 
from  the  signal-box,  I  was  standing  up  in  the 
van,  and  felt  a  kind  of  rebound  with  the  train. 
Our  spe«d  might  then  have  been  from  If)  to 
17  miles  an  hour.  I  got  hold  of  the  brake  handle 
ixnd  kept  my  feet.  1  hes»^  a  scream  from  the 
passengers,  and  lifted  the  valve  of  the  atitomatic 
vacuum  brake,  but  found  that  it  had  already 
been  applied  by  the  engine  driver,  and  on  looking 
<>nt  I  found  that  the  whole  of  the  train  had  left 
the  rails,  and  was  partly  o.i  the  up,  and  partly  on 
the  down  fast  line.  I  at  once  alighted  and  com- 
municated with  the  passengers,  three  of  whom 
complained  of  suffering  ft*om  shock.  I  went  to 
the  signal-box  and  asked  the  i^gnalman  to  block 
both  roads,  and  simt  for  assistance.  Another 
train  was  obtained  from  Sheffield  and  the  whole 
of  the  passengers  transferred  to  it  except  one 
lady,  who  returned  home  to  Swinton.  One 
passenger  who  complained  returned  to  Ma^borongh 
from  Wath,  and  the  whole  of  the  others  proceeded 
on  their  journey.  One  who  went  forward  to 
Morecambe  complained  of  being  shaken.  The 
liogie  and  leading  coupled  wheels  of  the  engine 
were  on  the  up  road  metals ;  the  remaining 
wheels  of  the  train  were  all  off  the  rails.  There 
were  no  couplings  broken. 

Francis  John  Bully  engine  driver,  states ;  I 
have  had  27  years'  service  with  the  Company, 
14  years  as  engine  driver,  and  am  used  to  work- 
ing past  Swinton  all  the  time.  I  was  off  duty  on 
July  5tb,  and  came  on  duty  at  1.40  a.m,  on 
July  6th  to  work  passenger  trains  from  Leeds  to 
Leicester,  Leicester  to  Sheffield,  and  Sheffield  to 
Leeds,  expecting  to  finish  duty  at  about  12  noon. 
I  was  engine  driver  of  the  9.50  a.tn.  passenger 
train  from  Sheffield  to  Leeds.  My  engine  .was 
No.  1754,  a  four-wheels^coupled  passenger  engine 
with  a  leading  bogie  and  a  six-wheeled  tender, 
and  the  train  consisted  of  five  (equal  to  ^x  and  a 
half)  vehicles.  The  driving  and  trailing  wheels 
of  the  engine  and  all  six  wheels  of  the  tender 
were  fitted  with  the  steam  brake,  and  the  train 
was  fitted  with  the  automatic  vacuum  brake,  both 
brakes  being  applied  by  one  lever  from  the  foot- 
plate. The  brake  was  in  good  working  order 
with  20  inches  of  vacuum  when  we  left  Swinton. 
We  left  Sheffield  right  time,  stopped  in  the 
ordinary  way  at  Masborough,  were  slacked  by 
engineering  operations  at  Kilnhurst,  and  stopped 
at  Swinton  in  the  ordinarj^  way.  On  leaving 
Swinton,  the  Swinton  Junction  home  and  start- 
ing signals  were  lowered,  and  the  Wath  Road 
Junction  distant  signal  was  at  danger.  When 
approaching  Wath  Road  Junction  I  was  running 
at  about  15  miles  an  hour,  having  only  started 
from  Swinton  Station,  and  there  being  a  speed 
restriction  of  20  miles  an  hour  at  the  place.     1 


Sighted  the  Wath  Road  Junction  home  signal  off,., 
but  did  not  see  the  storting!  signal  before  the 
accident.  When  near  to  the  Wath  Road  Junction 
Signal  Box  I  felt  my  engine  lurch  and  found  we 
had  left  the  rails*, and  1  at  onCe  applied  the  cod- 
tinuous  brake  and  reversed  my  engine.  My 
engine  came  to  a  stand  with  the  four  wheels  of 
the  leading  bogie  and  the  driving  wheels  upon 
the  rails  of  the  up  fast  line.  The  trailing  wheels 
of  the  engine  were  off  the  rails,  and  the  tender 
was  off  the  rails,  practically  hi  the  six-feet  way, 
and  the  whole  of  the  vehicles  composing  the 
train  were  also  off  the  rails.  I  at  once  wient  to 
the  sigtial  box  to  make  sure  that  the  obstruction 
WHB  being  properly  protected.  When  approackhig^' 
Wath  Rood  Junction  a  platelayer  was  exhibiting 
a  green  flag,  but  I  did  not  see  any  signal  to  stop 
nor  hear  anyone  shout.  There  were  a  large 
number  of  workmen  about,  but  I  did  not  see 
anj^ne  in  the  four-feet  way  of  the  line  uyen 
which  my  tnun  was  running.  All  were  standing 
clear  at  the  siae.  I  was  not  injured  in  any  way, 
and  worked  my  engine  light  to  Leeds  after  it  had 
been  rerailed  and  examined.  I  heard  no  com* 
plaints  from  pasj^engers. 

Joe  Fardell^  fireman,  states  :  I  have  had  seven 
years'  service  with  the  Company,  five  years  as 
fireman,  aftd*havfe  been  used  to  working  past 
Swinton  all  the  time.  I  was  off  duty  on  Jaly  5th, 
wtEis  fireman  to  driver  Bull'  on  July  6th,  and  I 
worked  the  ssmie  hours  that  he  did.  I  have  heard 
the  statement  made  by  my  driver  read,  and  it  is 
correct.  I  was  not  injured  in  any  way.  A  man 
exhibited  a  green  flag  on  my  side  of  the  engine 
when  we  were  leaving  SVinton  Station. 

Ricliaird  Bird^  permanent  way  superintendent, 
states :  I  have  had  81  years'  service  with  the 
Company,  15  years  as  a  permanent  way  sapeir- 
intendent,  and  have  been  in  charge  of  the 
Sheffield  district  two  years.  I  have  during  the 
past  two  years  had  in  hand  the  wideningand 
remodelling  of  the  main  lines  between  wath 
Road  Junction  and  Masborough,  and  it  had  been 
arranged  to  transpose  certain  of  the  lines  and 
bring  into  use  new  junctions  at  Wath  Road 
Junction,  Swinton  Junction,  and  High  Thorn 
Junction,  on  Sundays  Jane  30t^  and  July  Tfii, 
the  magnitude  and  complication  of  the  woark 
being  svch  as  to  prevent  its  being  carried  tmi  om 
oiie  Sunday.  The  transposition  of  the  lines  wee 
carried  out  between  Wath  Rtoad  Junction  and 
High  Thorn  Junction,  and  new  junetions  »t  High 
Thorn,  Swint<m,  and  Wath  Road  were  brought 
into  use  on  June  30th  as  arranged,  and  it  Was 
intended  to  complete  the  remodelling  of  the 
Wath  Road  Junction  and  carry  out  other  work, 
including  the  removal  of  a  large  amount  o€ 
disused  permanent  way,  on  the  following  Sunday^ 
July  7th.  Amongst  the  disused  permanent  way 
that  I  had  arranged  to  be  removed  on  Sunday, 
July  7th,  was  an  old  facing  connection  between 
the  down  goods  and  the  down  passenger  line  on 
the  north  side  of  the  old  junction  at  Wath  Read 
Junction,  the  down  goods  line  having  been  mode 
a  down  fast  line  on  Sunday,  June  30th.  I 
instructed  permanent  way  inspector  Colleyshaw 
to  have  these  points  as  well  as  others  properly 
secured  before  the  lines  were  reopened  on 
June  30th,  and  so  kept  secured  until  they  were 
removed  on  Sunday,  July  7th.  I  told  him  to 
reverse  a  chair.  He  would  drive  a  spike  against 
one  switch  and  block  the  other  by  keys,  the 
stretcher  rod  being  left  in.  I  told  the  inspector 
that  the  securing  of  these  points  was  to  be  carried 
out  by  the  same  two  or  three  men  who  had  done 
the  work  elsewhere. 
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George  Colleyshaa\  permaneut  way  inspector, 
^stated  :  I  have  had   30  years'  service  with  the 
Company,  13  years  as  permanent  way  inspector, 
and  have  been  in  charge  of  the  Masborough  district 
six  months,  and  during  that  time  have,  under 
the  supervision  of  Mr.  Bird,  the  permanent  way 
•nperintendent,  had   in  hand  the  widening  and 
remodelling  arrangements   between  Wath  Road 
Junction  and  Masborough.    In  consequence  of  the 
work  that  had  to  be  carried*  out  I  had  asked  for 
engine  drivers  to  be  instructed  not  to  exceed  a 
speed  of  20  miles  an  hour  on  any  of  the  lines, 
and  a  printed  instruction  was  issued  accordingly, 
and   the   Company's  regulations  were  complied 
with  as  regards  the  cautioning  of  the  drivers  at 
all  the  points  aff^ted.     1  reoeived  instructions 
to  transpose  certain  of  the  lines  between  Wath 
Road  Junction  and  High  Thorn  Junction,  and  to 
bring  into   use   new  junctions  at  High   Thorn 
Junction,   Swinton   Junction,    and   Wath    Road 
JvnctAon  on  Sunday,  June  30tb,  which  was  done, 
and  it  was  arranged  to  complete  the  remodelling 
of  Wath  Road  Junction  and  to  do  other  worl^ 
including  the  removal  of  disused  permanent  way 
materials  from  the  running  lines,  on   Sunday, 
July  7th,  that  could  not  be  dealt  with  on  Sunday, 
Jvne    30th.       Amongst    the    penmanent    way 
material  that  required  to  be  removed  was  a  cross- 
over road  from  the  old  du  oi  goods  to  the  down 
passcBger  line  on  the  north  side  of  the  old  Wath 
Road   Junction,  the  former  having  beeome  the 
down  faat  line  and  the  latter  the  up  fast  line  on 
Jiuie  30th,  and  it  was  intended  to  remove  these 
on  Sunday,  July  7th.     I  received  instructions  to 
have  these  points  properly  secured  on  Sunday, 
Jane  30th,  and  to  keep  them  so  until  removed, 
lad  I  saw  that  this  was  done  by  turning  a  slide 
fhair  round  to  keep  the  runniog  switch  rigid 
against  the  side  rail,  the  chair  being  spiked  to 
the  timber  and  the  switch  further  secured  by  a 
spike  being  driven   into  the  timber  against  it. 
Que  of  the  erdinacry  stratcher  rods  waa  used  to 
eoimQ^  the  switahas,  the  lockiBg  plate  having 
b^en  removed,  and,  in  addition,  two  keys  were 
wedged   between  the  side  rail  and  the  disused 
open  switch.    A  large  number  of  men  were  at 
woric  at  the  place,  and  I  visited  it  every  day 
ke^w«ea  June  30th  and  July  6th,  and  satisfied 
Qiyself  that   the  points  were  properly  secured. 
The  last  time  that  I  visited  this  place  prior  to  the 
accident  was  at  9.15  a.m.  the  same  morning,  and 
I   tlMn  ffave  insti^uctions  to  extra  ganger  James 
Cruise  to  clear  away  all  the  loose  permanent  way 
Q;uaterial,  which  was  necessary  to  prepare  for  the 
operations  to  be  carried  out  the  following  day 
(Sunday).    I  then  walked  to  Swinton  Station  to 
see  another  gang  of  men  at  work  at  that  point, 
and   whilst  there  heard  of  the  accident.     I  at 
once  returned  to  Wath  Road  Junction  and  found 
that  the  9.50  a.m.  passenger  train  from  Sheffield 
to  Morecambe  had  left  the  rails.     On  examining 
the  permanent  way  I  found  that  the  stretcher  rod 
bad  bdeo  removed  from  the  switches  of  the  old 
&cixig  connection  from  the  down  goods  to  the 
down  passenger  line,  and  the  disused  open  switch 
partly  twisted  over  in  the  four-feet  space  with 
two  keys  lying  flat  on  the  front  slide  chair,  the 
vmBniaf   switch    being   still  secured  as  I    had 
pr^vioosly  observed  it.    I  at  once  arrived  at  the 
OOQclosion  that  the  accident  had  been  caused  by 
the  stretcher    rod    being   removed    from    these 
svitohes,  and  the  keys  removed  from  the  open 
switch,  which  allowed  the  open  switch  to  close  to 
the  side  rail  and  the  engine  so  ran  between  the 
switches.    This  work  had  been  done  without  my 
instructions,  and   I   subsequently   found  that  it 
had  been  done  by  extra  platelayer  Philip  Donohoe. 
If  the  ganger  had  intended  or  desired  to  remove 


the  switches,  he  should  have  acted  in  accordgmce 
with  the  rule  on  page  211  of  Appendix  to  the 
Company's  Working  Time  Table. 

Joseph  HaruoXy  length  ganger,  states :  I  have 
had  12  years'  service  with  the  Company,  and 
have  been  a  ganger  five  years,  and  in  charge  of 
the  Wath  Road  length  two  years.  I  examined 
the  points  of  the  old  connection  from  the  down 
goods  to  the  down  passenger  line  on  the  morning 
of  July  1st.  A  slide  chair  was  reversed  to  keep 
the  running  switch  close  to  the  side  rail,  and  the 
chair  was  spiked  to  the  timber  and  a  spike  was 
driven  into  the  timber  near  to  its  point.  The 
disused  switeh  was  connected  to  the  running 
switch  by  one  tie  rod,  and  two  keys  had  been 
wedged  between  the  disused  switch  and  the  sidka 
rail  on  the  front  point  chair.  I  examined  tliese 
points  evei-y  day  up  to  July  6th,  and  saw  th^ 
they  were  kept  properly  secured,  and  they  were 
still  secured,  as  before  described,  when  I  examined 
them  at  about  7.15  a.m.  on  Saturday,  July  Ulu 
both  keys  bei/ig  in  the  proper  position  behind 
the  open  switch  at  that  time, 

James  Crtum^  extra  ganger,  states :  I  have 
had  13  years'  service  with  the  Company,  have 
been  an  extra  ganger  about  five  years,  and  hav«>: 
been  working  in  the  neighbourhood  of  Swinton 
in  connection  with  the  alteration  of  the  per- 
manent way  since  June  24th.  On  July  5th 
I  came  on  duty  at  6  a.m.  and  left  duty  at  5  p.m. 
On  July  6th  I  canae  on  duty  at  6  ajn.  and  took; 
my  gang  to  Wath  Road  Junction  to  make  pre- 
parations for  carrying  out  work  the  following 
day  (Sunday).  About  9  a.m.  Inspector  Colley- 
shaw  came  and  told  me  to  clear  away  all  the 
loose  rails  from  the  permanent  way,  and  then  to 
turn  out  and  clear  away  the  rails  that  were  in  the 
chairs  but  not  in  use,  that  had  formed  the  cross- 
over road  from  the  down  goods  to  the  down 
passenger  lioe,  and  I  was  engaged  carrying  away 
the  loose  rails  yhich  lay  im  tiie  ground  wken  the 
9.50  a.m.  passenger  train  from  Sheffield  to  More- 
cambe was  approaching,  but  no  instructions  had 
been  given  by  me  to  any  of  my  men  to  interfere 
in  any  way  with  any  points  or  to  turn  out  any  of 
the  rails,  neither  did  I  see  anyone  interfere  with 
the  points,  and  was  not  aware  that  anyone  had 
done  so  until  after  the  accident.  Before  com- 
mencing to  remove  the  cross-over  rails  T  should 
have  put  a  red  card  in  the  box  and  sent  a  man 
out  three-quarters  of  a  mile.  I  should  not  have 
commenc^  doing  any  work  of  this  description 
until  I  had  received  the  permission  of  the  signal- 
man. Donohoe  was  working  during  the  morning ' 
with  the  rest  of  my  gang  moving  rails  to  the  up- 
side, but  I  did  not  notice  he  had  left  the  gang 
and  was  working  at  the  points.  Itoaohoe  has 
been  with  me  four  weeks  on  this  occasioD,  but 
previously  worked  with  me  before  Christmas. 

Philip  Donohoe^  platelayer  in  the  extra  gang, 
stales  :  I  have  worked  for  the  Midland  Railway. 
Company  on  and  off  for  Hve  years,  and  the  last 
time  commenced  on  Friday,  June  14th.  On 
July  6th  I  was  working  with  granger  Cruise  at 
Wath  Road  Junction.  Afteor  breakfietst  we  com- 
menced cairying  away  the  permanent  way^ 
material  that  was  lying  loose  on  the  line.  With- 
out any  instructions  from  my  ganger  I  brought  a 
hand  hammer  from  the  platelayers'  hut  and 
commenced  to  take  out  the  stretcher  rod  from  the 
old  facing  points  which  formed  the  connection 
from  the  down  goods  to  the  down  passenger  line, 
and  also  took  out  the  key  between  the. disused 
open  switch  and  the  side  rail,  as  I  thought  this 
formed  part  of  the  disused  material  we  were  to 
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carry  away.  I  was  in  the  act  of  replacing  the  pins 
and  cotters  in  the  end  of  the  stretcher  rod  to 
prevent  them  being  lost  when  I  noticed  a  train 
approaching,  and  about  the  sam^.  time  I  noticed 
that  the  loose  switch  was  np  against  the  side  rail. 
I  had  not  time  to  open  the  switch,  or  to  pat  a  key 
in  or  do  anything  before  the  train  was  upon  me, 
and  I  dropped  the  stretcher  rod  on  the  down  side 
of  the  line  and  got  out  of  the  way  of  the  train  on 
that  side  myself.  I  had  no  idea  that  what  I  was 
doing  would  cause  a  train  to  leave  the  rails,  and 


until  I  saw  the  loose  switch  up  against  the  side 
rail  it  never  occurred  to  me  that  a  train  could 
leave  the  rails,  and  I  am  very  sorry  that  I  took 
out  the  stretcher  rod  and  interfered  with  the 
points  without  any  instructions.  I  was' not  at  work 
at  the  switches  more  than  two  or  three  minutes. 
I  did  not  notice  the  left  hand  switch  had  been 
moved  close  up  to  the  side  rail  when  I  took 
off  the  stretcher  rod,  and  did  not  see  that  it 
was  in  this  position  until  the  train  was  close 
to  me. 


Conclusion. 

A  perusal  of  the  evidence  given  by  the  permanent  way  staff  will  clearly  explain  the 
immediate  cause  of  this  accident. 

An  extra  gang  of  platelayers  under  ganger  Cruise  was  engaged  in  the  vicinity  of 
Wath  Road  Junction,  on  the  morning  of  the  day  of  the  accident,  m  removing  the  loose 
rails,  that  were  lying  in  the  permanent  way  on  the  main  line,  and  making  preparations 
for  the  next  day  s  work. 

About  9  a.m.  inspector  Colleyshaw  visited  the  spot,  and  the  only  dis.crepancy  in  the 
evidence  appears  to  be  with  regard  to  the  exact  orders  he  gave  ganger  Cruise.  Inspector 
Colleyshaw  states  he  instructed  him  to  remove  "  loose  "  permanent  way  material  only. 
Cruise  states  that  in  addition  to  the  removal  of  this  material,  he  was  ordered  to  clear 
away  the  disused  rails  in  the  chairs  of  the  old  cross-over  roads. 

Cruise  appears  to  have  been  aware  that,  before  he  could  have  done  any  work  in 
connection  with  the  old  cross-over  roads,  it  was  his/  duty,  in  accordance  with  the  Com* 
pany's  regulations  (p.  211  of  the  Appendix  to  the  Workmg  Time  Table),  to  require  the 
signalman  at  Wath  Road  Junction,  by  the  presentation  of  a  red  danger  card,  to  stop  all 
down  or  up  trains,  and  send  a  flagman  out  to  place  detonators  on  the  line. 

Platelayer  Donohoe,  after  assisting  with  the  remainder  of  the  gang  in  remo^ong  the 
loose  rails,  states  he  proceeded,  without  instructions  from  his  ganger,  to  the  facing  points 
on  the  down  line  south  of  the  cabin.  He  then  knocked  out  the  keys  between  the  left 
hand  oj)en  switch  point  and  the  rail,  and  after  taking  out  the  pin  and  cotter  holding  the 
stretcher  rod,  he  moved  over  the  switch  point  to  allow  him  to  release  the  stretcher  rod.  He 
was  in  the  act  of  replacing  the  pin  and  cotter,  and  the  switch  must  undoubtedly  have  been 
lying  close  to  the  stock  rail,  when  he  heard  the  passenger  train  approaching.  Donohoe 
apparently  either  had  not  the  time  or  the  intelligence  to  open  the  switch  and  wedge  it  in 
position  with  the  oak  key  before  the  engine  was  on  the  points. 

With  both  switches  against  the  rails,  the  derailment  of  the  train  occurred  as  a  matter 
of  course  The  engine  bogie  wheels  got  between  the  two  switches,  and,  the  right  hand 
rail  proving  the  weaker,  the  engine  and  following  coach  took  the  cross-over  road  on  to  the 
up  fast  hne.  The  road  was  much  broken  up,  and  the  four  vehicles  in  rear  kept  their 
direction  on  the  down  fast  road,  though  all  the  wheels  were  off  the  rails.  Curiously 
enou^  none  of  the  couplings  broke. 

The  train  appears  to  have  been  travelling  at  a  speed  of  from  15  to  20  miles  an  hour, 
and  the  driver  must  have  applied  his  brake  with  promptitude,  for  the  engine  came  to  a 
stand  about  120  yards  from  the  disused  points. 

It  was  fortunate  that,  owing  to  the  alterations  in  the  permanent  way,  a  speed 
restriction  of  20  miles  an  hour  was  in  force.  It  is  still  more  a  matter  for  congratulation 
that  no  train  had  been  signalled  on  the  up  fast  road,  otherwise  the  accident  might  have 
assumed  very  serious  proportions. 

I  find,  therefore,  that  platelayer  Donohoe  is  responsible  for  this  accident,  in  that^ 
without  instructions,  and  contrary  to  regulations,  he  loosened  the  disused  switch  and 
thereby  caused  the  derailment. 

The  want  of  intelligence  he  displayed  on  this  occasion  emphasizes  the  importance  of 
exact  and  definite  orders,  and  the  necessity  for  strict  discipUne  in  all  operations  in  connection 
with  running  roads.  As  I  have  pointed  out  there  appears  to  be  some  doubt  if  inspector 
Colleyshaw's  orders  were  sufl5ciently  exact  for  men  of  Donohoe's  stamp.  That  it  should 
have  been  possible  for  Donohoe  to  be  employed  removing  switches  without  the  knowledge 
of  his  ganger,  shows  that  an  absence  of  discipline  existed  in  Cruise's  gang  of  platelayers^ 
Either  Cruise  did  not  possess  sufficient  control  of  his  gang,  or  the  size  of  the  gang^ 
considering  the  stamp  of  man  employed,  was  too  large  for  proper  supervision. 

I  Imve,  &c., 
The  Assistant  Secretary,  J,  W.  Pringle, 

Railway  Department,  Board  of  Trade.  Major ^  R.E. 
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Damage  to  Engine,  Rolling  Stock,  and  Permanent  Wat. 


Engine  No.  1754. — Saddle  slide,  side  spring, 
three  axle  boxes  of  bogie  and  rail -guards  broken ; 
axles  of  bogie  wheels  and  driving  crank  axle  bent ; 
tender  brake-work  bent  and  damaged. 

Rolling  Stock. 

Midland  Third  Class  No.  1241.— Three  axle 
boxes,  a  headstock,  end  pillar,  short  step-board, 
long  step-board,  bridle  bolt,  two  brasses,  axle-box 
front  plate,  five  wheel  bolts,  and  two  quarter 
lights  broken  ;  quarter  light  cracked,  end  step- 
iron,  two  other  B*ep  irons,  and  six  axle  guards 
bent  ;  hoop  on  gas  reservoir  displaced,  and 
nnder-frame  and  body  badly  shaken. 

Midland  Bogie  Composite  No.  762. — Two  head- 
stock  ends,  two  sole-bars,  end-pillar,  one  piece  of 
beading,  end  cornice  piece,  one  side  cornice  piece, 
two  roof  boards,  and  a  bogie  bolster  damaged ; 
two  pieces  of  footboard,  two  bogie  chain  Jink 
plates,  a  bogie  rubbing  plate,  a  step-iron,  six  step- 
iron  bolts,  and  one  quarter  light  broken ;  screw 
coupling  shackle  bent,  three  elliptical  bearing 
springs  displaced,  wheels  grazed,  body  and  bogie 
shaken,  and  a  hand-rail  bent. 


Midland  Bogie  Third  No.  760.— Two  axle  boxes, 
four  pieces  of  footboard,  two  step -irons,  a  buffer 
rod,  an  I  two  end  panels  broken  ;  both  sole-bars 
damaged  ;  an  axle  bent,  wheels  badly  grazed, 
body  and  bogies  badly  shaken,  two  sole-bar  plates 
and  a  quarter  light  broken  ;  one  buffer  rod,  two 
step-irons,  two  screw  coupling  shackles,  a  lamp 
iron,  and  a  quantity  of  gas  piping  bent. 

Midland  Lavatory  Bogie  Composite  No.  136.—^ 
Two  axle  boxes,  and  a  footboard  broken  ;  a  sole- 
bar  damaged,  three  elliptical  bearing  springs  dis- 
placed, and  wheels  l>adly  grazed. 

Midland  Passenger  Van  No.  121. — One  axle- 
box  and  a  gas  gauge  dial  and  glass  broken  ;  a 
buffer  rod  and  two  brake  triangular  bars  bent, 
and  wheels  grazed. 

Permanent  Way, 

110  sleepers,  5  crossing  timbers,  H80  chairs, 
150  spikes,  840  plugs,  1  set  of  points  and  2  cross- 
ings, 6  benches,  8  roller  boxes,  and  rodding 
damaged. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  11th  September. 


Sir, 


NORTH  EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 

7th  August,  1901. 
I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  com- 
pliance with  the  Order  of  the  26th  of  July,  th^  result  of  my  inquiry  into  the  circumstances 
under  which  a  collision  occurred  about  10  p.m.,  on  the  20th  July,  near  Polam  Juaction, 
Darlinirton,  on  the  North  Eastern  Railway,  between  two  passenger  trains. 

ffl;  c«e  a,  the  8.55  p.m.  up  p^i^g*  tmin  bo^S^Lm  to  ftirlii^ton,  con. 
aisting  of  an  engine  and  nine  vehicles,  was  running  through  Polam  Junction,  it  came 
into  collision  with  the  engine  of  an  empty  passenger  train  of  1 6  vehicles,  which  was 
standing  on  the  main  line  foul  of  the  junction. 

The  speed  of  the  up  train  at  the  time  o(  the  collision  was  not  great,  and  there  was 
DO  loss  of  life  caused  by  the  occurrence,  but  20  passengers  have  complained  of  personal 
injuries  received. 

The  engine  and  six  of  the  vehicles  of  the  up  passenger  train  were  damaged,  but  none 
of  them  were  derailed.  In  the  empty  passenger  train  the  engine  was  derailed,  and  both 
it  and  two  vehicles  of  the  train  were  damaged,  and  the  train  parted  near  its  centre. 

The  up  passenger  train  engine  was  a  four-wheels-coupl^  tender  engine,  fitted  with 
the  Westinghouse  automatic  brake,  working  blocks  on  the  four  coupled  wheels  and 
on  the  six  wheels  of  the  tender.     The  train  consisted  of  the  following  vehicles  arranged 

in  the  order  given  : — 

Wheels. 
Two  third  class  carriages  4 


One  third  class  bogie 
Two  composites 
One  third  class  bogie 
One  third  class  brake 
Two  horse  boxes 


•  • 


•  •  • 


•  •  • 


•  •  • 


e  •  • 


8 
8 
8 
8 
4 


The  whole  of  these .  vehicles  were  fitted  with  the  Westinghouse  automatic  brake 
working  blocks  on  all  wheels*. 
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The  engine  of  the  empty  passenger  train  was  similar  to  that  of  the  up  passenger 

train,  and  it  had  the  following  vehicles  attached  to  it : — 

Wheels. 

One  saloon        •••         •••         •••         •••         •••         •••         4 


•  •  •         •  •  • 


•  •  • 


•  • 


•  • 


•  •  •  •  •  •  • 

•  •  •  •  •  • 

•  •  •  •  •  •  • 

•  •  •  •  •  •  • 


6 
6 
6 
6 


Two  thu-d  class  brakes 
Two  vans 
Four  composites 
Seven  third  class  carriages 

The  length  of  this  train  was  approximately  628  feet. 

The  damage  to  rolling  stock  is  given  in  the  Appendix  ;  that  to  permanent  way 
was  nil. 

Description, 

Polam  Junction,  where  this  collision  occurred,  is  situated  about  420  yards  to  the 
south  of  the  south  end  of  Darlington  Station  on  the  North  Eastern  Railway  Company's 
main  line  between  York  and  Newcastle.  The  main  lines  run  through  the  junction  in  a 
direction  which  is  almost  exactly  north  and  south,  the  up  line  being  on  the  east  side. 

At  I^olam  Junction  there  is  a  double  junction  between  the  main  lines  and  a  double 
line  branch  running  between  Saltburn  and  Darlington  ;  these  branch  lines  approach  the 
junction  from  the  south-east,  the  up  line  being,  however,  in  this  case  on  the  west  side. 

The  points  and  signals  connected  with  this  double  junction  are  worked  from  the 
Polam  signal  box,  which  is  situated  on  the  east  side  of  the  line,  and  about  90  yards  south 
of  the  actual  junction  between  the  two  sets  of  lines. 

The  passenger  train  from  Saltburn  which  was  concerned  in  this  collision  was 
travelling  on  the  up  branch  line  from  Saltburn,  and  it  was  at  the  point  where  that  up 
branch  line  crosses  the  up  main  line  that  it  came  into  collision  with  the  engine  of  an 
empty  passenger  train  which  was  itanding  on  the  latter  line. 

The  main  lines  northward  from  Polam  Junction  do  not  pass  through  Darlington 
Station,  but  run  to  the  eastward  of  it,  so  that  through  trains  need  not  pass  through  the 
station  at  all.  But  for  stopping  trains  there  are  upland  down  loop  station  lines  which 
have  connections  with  the  up  and  down  main  lines  respectively  on  either  side  of  the 
station  ;  the  connections  on  the  south  side  of  the  station  between  the  main  lines  and  the 
station  loop  lines  are  situated  at  a  point  200  yards  to  the  south  of  the  south  end  of 
the  station. 

The  up  station  line  runs  alon^  platform  No.  I  which  is  on  the  extreme  east  side  of 
the  station,  and  the  down  station  hne  along  platform  No.  4  on  the  extreme  west  side  of 
it.  Between  these  two  lines  are  two  bay  platform  lines  running  into  the  station  from  the 
south  alongside  bay  platforms  Nos.  2  and  3..  These  two  bay  lines  both  have  connections 
with  the  up  station  line  to  the  south  of  the  station,  the  connection  between  the  up  station 
line  and  No.  2  platform  line  being  at  a  point  135  yards  south  of  the  south  end  of  the 
station. 

The  only  other  line  in  the  station  connected  with  this  accident  is  a  goods  line  known 
as  the  Back  Koad.  This  line  runs  parallel  to  the  up  station  line,  on  the  east  side  of  it, 
and  has  a  connection  with  it  to  the  south  of  the  station. 

The  empty  passenger  train  concerned  in  this  accident  was  being  shunted  from  the 
Back  Road  on  to  the»up  station  line,  and  thence  on  to  the  up  main  line,  so  as  to  be  then 
backed  through  the  up  station  line  into  No.  2  bay  platform  line. 

All  the  points  and  signals  at  the  south  end  of  Darlington  Station  are  worked  from 
the  South  signal  box.  This  box  is  situated  on  the  west  side  of  the  line  220  yards  to  the 
south  of  the  station. 

The  distance  between  the  South  signal  box  and  the  Polam  signal  box  is  200  yards. 
The  Company  has  exemption  from  block  working  through  Darlington  Station  as  fer 
south  as  the  South  signal  bo^,  but  between  that  box  and  Polam  box  block  working  is  in 
force. 

As  a  further  precaution  against  accident  the  Polam  signal  box  has  a  release  lever 
which  gives  the  signalman  in  it  control  over  the  up  starting  signals  in  the  South  signal 
box,  so  that  no  train  can  start  from  the  latter  box  either  on  the  up  main  line  or  on 
the  up  platform  line  without  the  permission  of  the  Polam  box.  Similarly  the  South 
signal  box  has  control  over  the  signals  in  the  Polam  box  for  trains  running  from  the 
latter  to  the  former. 

The  collision,  it  should  be  noted,  occurred  a  few  minutes  after  10  p.m.,  just  after 
there  had  been  a  chapge  of  signalmen  in  both  the  South  signal  box  and  the  Polam  signal 
box.     The  weather  was  fine,  and  the  night  is  reported  to  ha\  e  been  dark  but  clear. 


61 


Evidence. 


Layifidd  Alleriy  states  :  I  have  been  39  years  in 
the  Bervice  of  the  Company,  during  31  years  of 
which  I  have  been  a  driver.    On  the  20th  July  I 
was  in  charge  of  an  empty  passenger  train  at 
Darlington    Station.     My  engine   was   a   four- 
wheeled  coupled  tender  engine,  fitted  with  the 
Westinghouse  brake.    I  came  on  duty  on  that  day 
at  6.15  p.m.  to  work  until  4.15  a.m.  on  the  21st 
instant    I  came  off  duty  at  1  p.m.  on  the  19th 
July.    About  9.30  p.m.  I  received  instructions  to 
connect  my  engine  to  two  empty  passenger  trains 
which  had  arrived  from  Tebay  and  Crook  re- 
spectively.   I  believe  I  had  16  vehicles  attached 
to  my  engine.    The  first  instructions  I  received 
were  to  draw  the  train  from  No.  1  platform  line 
into  the  back  road  and  to  drop  one  vehicle.    I  did 
so.    The  shunter  then  gave  me  a  hand   lamp 
signal  to  move  forward.    I  went  forward.    The 
shunting  signal  No.  24,  leading  from  the  back 
road  to  No.  1  platform  road,  was  off  for  me.    The 
signal  for  running  from  No.  1  platform  line  to 
the  main  line  was  also  off  for  me,  viz.,  No.  31. 
I  know  Darlington  Station  very  well,  and  have 
been  employed  here  for  the  last  20  years.    The 
^t  of  No.  31  being  lowered  gives  me  permission 
to  run  up  to  Polam  cabin  home  signal,  and  ac- 
cordingly I  ran  up  to  those  signals.    I  carry  out 
this  operation  nearly  every  night,  and  I  brought 
my  engine  to  a  stand  at  the  point  I  usually  do  so, 
viz.,  just  behind  the  Polam  cabin  home  signals. 
Hy  shunter  then  gave  me  a  hand  signal  to  pull  a 
little  further  on,  and  1  did  so  and  ran  past  the 
home  signals  a  short  distance  beyond  the  home 
signal  in  a  position  where  my  engine  was  fouling 
the  junction  with  the  Saltburn  lines.     It  is  a 
conunon  occurrence  at  this  point  to  run  past  these 
signals  when  they  are  at  danger,  for  shunting 
purposes.    I  am  quite  aware  of  the  rule  that  a 
driver  should  not  run  past  a  signal  when  at 
danger.    On  this  occasion  I  was  urged  by  my 
shunter  to  go  a  little  further  on,  and  I  did  so. 
On  previous  occasions  at  this  point  I  have  myself 
gone  past  the  signal  at  danger.     I  have  never 
reported  to  anybody  that  I  was  receiving  insiruc- 
tions  to  go  past  signals  at  danger.    The  shunter 
gave  me  a  signal  to  stop,  and  when  I  had  stopped 
I  reversed  my  engine,  and  the  shunter  signalled 
me  to  move  back.    I  gave  my  engine  steam,  but 
it  refused  to  move  at  first,  and  I  had  to  move  my 
engine  one  yard  further  forward  before  it  would 
reverse.     I  was  just  on  the  move  back  when 
something  struck  me.    1  did  not  know  what  it 
was,  and  I  had  not  seen  it  come.    My  opinion 
was  I  was  perfectly  safe  because  I  was  standing 
on  the  locking  bar  of  that  junction.     I  got  a 
nasty  shaking,   but  was  not  seriously  injured. 
My  engine  whs  damaged  and  derailed.     It  was  a 
dark  but  clear  night.     It  was  not  raining.    The 
brake  had  the  train  well  under  control,  and  I  had 
no  difficulty  in  stopping  it.     My  explanation  of 
not  having  seen  the  Saltburn  train  before  the 
collision  occurred  is  that  I  was  looking  back  to 
see  my  shunter.    I  cannot  say  what  my  fireman 
was  doing  at  the  time  of  the  collision.     I  was 
about  to  back  the  empty  carriages  into  No.  2 
platform  up  line.    I  was  of  opinion  that  whilst 
my  train  was  standing  on  the  locking  bar  the 
points  could  not  be  moved  at  all ;  and  if  that  was 
the  case  there  was  no  possibility  of  a  collision  at 
the  junction.     I  am  still  of  the  same  opinion. 

John  Watvm  Longbottom^  states  :  I  have  been 
12  years  in  the  service  of  the  Company,  during 
eight  of  which  I  have  been  a  fireman.  I  was  on 
duty  on  the  20th  with  driver  All6n,  and  I  was 
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with  him  on  the  engine  which  was  moving  the 
empty. vehicles  at  Darlington  Station.  The  first 
I  knew  of  the  collision  occurring  was  feeling  the 
shock  of  it.  At  the  time  of  the  collision  we  were 
just  on  the  point  of  moving  back  and  I  was  look- 
ing backwards  on  that  account,  that  was  why  I 
did  not  see  the  train  approaching.  Our  engine 
had  just  started  to  move  before  the  collision 
occurred.  I  have  been  employed  at  Darlington 
Station  about  18  months,  and  have  often  taJcen 
part  in  the  same  operation.  I  myself  have 
frequently  seen  drivers  running  past  the  Polam 
home  signals  at  danger.  In  fact,  it  is  a  general 
occurrence — I  mean  a  general  custom  when 
shunting  with  empty  stock.  I  have  heard  the 
driver's  evidence  read  over,  and  concur  with  it. 

Shunter  Joseph  PhillppSy  states :  I  have  been  in 
the  service  of  the  Company  11^  years,  and  have 
been  a  shunter  for  nearly  one  and  a  half  years.  I 
have  spent  the  whole  of  the  time  at  Darlington 
Station,  and  know  it  well.  On  the  evening  of  the 
20th  July  I  arranged  to  connect  the  vehicles  from  the 
9.25  p.m.  Tebay  train  and  the  9.41  p.m.  Bishop  Auck- 
land train  together  to  form  a  10.25  p.m.  train  to 
Saltburn.  I  connected  a  shunting  engine  on  to 
the  vehicles  of  these  two  trains  on  No.  1  platform 
line.  I  instructed  the  driver  to  draw  into  the 
back  road  and  stop  so  that  I  might  disconnect  a 
fish  waggon  which  was  in  the  rear  of  the  train. 
He  did  so,  and  I  dipconnected  the  waggon.  I 
then  gave  him  a  signal  to  go  forward  so  that  he 
might  back  the  train  into  No.  2.  I  had  arranged 
with  the  signalman  in  the  Station  East  cabin 
what  I  wanted  to  do  and  I  believe  he  made 
arrangements  with  the  signalman  in  the  South 
cabin.  I  cannot  say  whether  the  signals  were  off 
or  not  for  the  driver,  but  I  depended  on  his  seeing 
to  that  point.  The  train  went  forward  and  came 
to  a  stand  with  its  rear  vehicle  about  two  carriage 
lengrths  behind  the  trailing  points  leading  to  No.  2 
pladorm  line.  I  cannot  say  where  the  engine 
was.  I  gave  the  driver  the  signal  to  pull  forward, 
which  he  did,  and  after  the  rear  of  the  train  was 
clear  of  the  points  I  gave  him  the  signal  to  stop. 
I  cannot  give  any  evidence  as  to  where  the  engine 
was.  When  the  points  had  been  set  I  then  gave 
him  the  signal  to  set  back  into  No.  2.  It  was 
about  two  minutes  before  he  could  start,  but  he 
was  just  on  the  move  when  I  heard  the  noise  of 
the  collision  occurring.  There  were  16  vehicles 
on  the  train  at  the  time.  Two  of  the  vehicles  of 
the  train  were  damaged,  but  none  of  the  wheels 
were  derailed.  The  train  divided  about  five 
vehicles  behind  the  engine.  I  have  frequently 
before  carried  out  this  shunting  operation.  When 
shunting  operations  are  being  carried  out,  I  have 
sometimes  in  daylight  noticed  drivers  run  past 
their  signals  at  danger.  1  have  always  considered 
that  the  instructions  from  me  to  a  driver  to  pull 
forward  do  not  authorise  the  driver  to  run  past 
the  Polam  home  signals  at  danger.  Every  evening 
vehicles  of  these  two  trains  are  put  together  to 
form  the  train  to  Saltburn*  On  this  occasion  theer 
were  three  vehicles  more  than  usual. 

Jessie  Thirkelly  driver,  states :  I  have  been  in 
the  service  of  the  Company  45  years,  during 
38  of  which  I  have  been  a  driver.  On  the 
20th  July  I  was  driving  the  8.55  p.m.  up  train 
from  Saltburn.  I  came  on  duty  on  the  20th  July 
at  3.30  a.m.  to  work  until  1.30  a.m.  on  the  2l8t. 
I  came  off  duty  at  4  p.m.  on  the  19th.  My  engine 
was  a  four-wheeled-coupled  tender  engine,  and 
was  fitted  with  the  Westinghouse  brakes  working 

I  2 


62 


blocks  on  the  four  coupled  wheels  and  six  tender 
wheels,  and  with  a  hand-brake  working  blocks 
on  the  tender  wheels.  My  train  consisted  of  the 
following  vehicles  attached  to  the  engine  in  the 
order  given  :— 

Two  four-wheeled  third-class  carriages, 

Five  eight-wheeled  bogies, 

Two  empty  four-wheeled  horse  boxes, 

the  eight-wheeled  carriages  havinfir  brake-thirds 
at  each  end,  and  the  gnard  was  riding  in  the  rear 
one.  The  train  was  fitted  throughout  with  the 
Westinghouse  automatic  brakes,  the  brakes  being 
ill  good  order.  About  10.3  p.m.  we  arrived  at 
Geneva  cabin.  We  were  about  five  or  six  minutes 
behind  time.  When  we  were  approaching 
Geneva  cabin  the  home  signal  was  at  danger,  but 
just  before  we  came  to  a  stand  it  was  pulled  off. 
When  I  reached  the  distant  signal  for  Polam 
cabin  that  signal  was  at  danger.  At  the  time  of 
passing  this  signal  we  were  going  at  about  nine 
or  ten  miles  per  hour.  I  continued  at  the  same 
speed  up  to  the  home  signal.  When  I  reached 
the  home  signal  it  was  off  for  me,  but  the  distant 
signal  for  South  cabin,  which  is  underneath  it, 
was  at  danger.  I  continued  on  at  the  same  speed, 
and  my  engine  came  into  collision  with  an 
engine  standing  upon  the  crossing.  As  1  was 
coming  round  the  curve  I  saw  a  red  light  ahead 
of  me,  but  I  thought  it  must  be  an  engine 
standing  upon  the  goods  independent.  It  went 
out  of  sight  as  I  came  round  the  curve,  and  I  did 
not  see  it  again  until  I  was  within  three  yards  of 
it.  I  am  not  prepared  to  say  that  it  was  not  in 
view  before  this  point.  My  attention  was  taken 
up  in  looking  for  my  signals.  When  I  saw  the 
engine  ahead  of  me  I  at  once  put  the  brake  on. 
The  brake  acted  well,  but  there  was  not  time  for 
it  to  reduce  the  speed  at  all. '  My  fireman  was 
looking  out  on  the  other  side  of  the  engine,  and 
he  never  warned  me  of  there  being  an  engine  on 
the  line.  My  engine  was  damaged,  but  was  not 
derailed ;  my  train  was  also  somewhat  damaged. 
The  fireman  said  nothing  to  me  at  all  about  my 
being  clear  of  anything.  I  cannot  say  whether 
there  was  any  steam  obscuring  my  view  of  the 
engine  in  front  of  me. 

Joseph  Henry  Jdoutrei/,  fireman,  states  :  I  have 

been  in  the  service  of  the  Company  12  years, 

during  8  of  which  I  have  been  a  fireman.    On 

the  20th  July  I  was  working  with  driver  Thirkell, 

and  I  was  with  him  on  the  engine  of  the  8.55  p.m. 

up  train  from  Saltburn.   I  remember  our  arriving 

at  the  Polam  home  signal,  but  I  cannot  say  for 

certain  whether  it  was  on  or  off  when  we  were 

drawing  up  to  it,  but  I  am  sure  it  was  off  when 

we  passed  it.    Just  as  we  were  coming  round  the 

curve  I  saw  something  dark  to  the  front  of  the 

engine.    It  was  only  a  few  yards  from  me  when 

I  saw  it.     It  had  a  red  light  on  it,  but  I  did  not 

see  it  until  we  were  close  on  it.    The  reason  for 

my  not  seeing  this  red  light  sooner  was  my  being 

on  the  wrong  side  of  the  curve.     I  believe  my 

driver  saw  it,  but  he  thought  it  was  on  another 

line.     Directly  the  driver  saw  it  he  put  the  brake 

on.    The  brake  appeared  to  acti  bat    did    not 

reduce  the  speed,   I  estimate  our  speed  on  passing 

Polam  cabin  at  eight  or  nine  miles  per  hour. 

When   I  saw  the  obstruction  in  front    of    me 

I  called  my  mate's  attention  to  it,  but  I  do  not 

know  whether  he  heard  me.     He  was  applying 

the  brake  at  the  time. 

George  VLtty^  signalman,  states:  I  have  been 
28  years  in  the  service  of  the  Company,  during 
the  whole  of  which  time  I  have  been  a  signalman. 


I  am  employed  in  the  Darlington  South  cabin, 
and  have  been  there  about  11  years.  I  came  on 
duty  on  the  20th  July  at  2  p.m.  to  work  till 
10  p.m,  I  came  off  duty  at  10  p.m.  on  the 
19th  July,  About  9.54  p.m.  the  East  signal  box 
offered  me  an  empty  passenger  train  on  the 
up  passenger  independent.  This  was  subse- 
quently cancelled,  and  be  told  me  that  it  was 
coming  on  the  back  road.  I  lowered  Nos.  24 
and  31  signals  for  it  to  run  on  to  the  up  main 
line.  I  did  this  without  offering  the  train  to 
Polam  cabin  at  all.  The  lowering  of  No.  31 
signals  admits  the  train  into  the  next  block 
section.  There  is  block  working  between  South 
cabin  and  Polam  cabin.  I  did  not  offer  the 
empty  carriage  train  to  Polam  cabin,  because 
I  knew  it  was  only  enterinsr  the  section  for 
shunting  purposes.  I  can  refer  to  no  local  rule 
which  allows  me  to  permit  a  train  to  ent«r  the 
n«*xt  section  without  it  being  duly  offered  to  and 
accepted  by  the  next  box.  It  has  always  been 
customarj^  since  I  have  been  at  Darlington  to 
allow  a  train  to  enter  that  flection  for  shunting 
purposes  without  its  being  accepte  1  by  Polam 
cabin.  The  train  ran  past  my  box  about  9.58. 
I  came  off  duty  about  ten  o'clock,  and  knew 
nothing  more  about  it  until  the  following  morn- 
ing. I  had  not  to  ask  Polam  cabin  to  release 
lever  No.  32,  as  it  was  already  released,  so  I  was 
able  to  pull  over  No.  32,  which  released  No.  31. 
The  release  had  been  off  for  a  long  time — in  fact, 
I  do  not  think  it  had  been  on  that  day  at  all,  and 
further,  the  lock  is  not  kep'  on  at  all.  I  was 
succeeded  at  10  o'clock  by  signalman  Robson. 
I  told  him  there  was  an  empty  passenger  train 
standing  on  the  main  line  which  had  to  be  backed 
into  No.  2  passenger  line.  It  is  not  customary 
for  Polam  cabin  to  admit  trains  into  the  section 
without  first  offering  them  to  me. 

John  Robson^  signalman,  states  :  I  have' 
been  about  27  years  in  the  service  of  the 
Company,  during  nearly  the  whole  of  which  I 
have  been  a  signalman.  On  the  20th  of  July,  I 
came  on  duty  at  10  p.m.  in  the  South  cabin  to 
work  until  6  a.m.  the  following  morning.  I  came 
off  duty  at  6  a.m.  on  the  20th.  I  have  been 
employed  between  three  and  four  years  in 
the  South  End  box,  and  knew  it  well.  When 
I  took  over  duty  from  signalman  ^itty,  he 
told  me  that  an  empty  train  was  coming  out 
of  the  back  road  to  go  on  to  No.  2  platform  line. 
This  was  just  about  two  or  three  minutes  to 
10  o'clock,  and  at  that  time  the  train  was  drawing 
forward  past  my  box.  Vitty  told  me  chat  the 
signals  were  off  for  the  train  to  run  from  the  back 
line  to  the  main  line.  At  the  same  time  that  he 
was  telling  me  this,  Polam  cabin  offered  us  the 
Saltburn  train.  At  9.59  p.m.  I  accepted  the  Salt- 
burn  train  from  Polam  cabin,  at  that  time  the 
empty  vehicle  train  had  come  to  a  stand  at  the 
home  signal  and  was  endeavouring  to  set  back. 
I  knew  that  this  train  had  not  been  offered  to 
Polam  Cibin.  I  accepted  the  Saltburn  train,  and 
pulled  over  No.  54  release  lever,  which  enables 
Polam  cabin  to  pull  off  No.  4  home  signal.  Then 
I  gave  the  shunter  the  signal  for  the  empty  train 
to  set  back  to  No.  2,  the  empty  passenger  train 
endeavoured  to  set  back,  and  at  the  second 
attempt  it  appeared  to  me  to  break  the  couplings. 
This  was  the  first  intimation  to  me  that  a  collision 
had  occurred.  It  is  usual,  for  shunting  purposes, 
to  allow  trains  to  pass  my  cabin  in  the  direction 
of  Polam  cabin  without  being  accepted  by  that 
cabin,  I  cannot  refer  to  any  rule  which  authorises 
me  to  do  this,  but  it  has  been  the  custom  to  do  so 
ever  since  I  have  bee  a  at   Darlington.     Polam 
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cabin  has  the  control  over  No.  31  signal^and  I  cannot 
pull  it  over  until  Polam  palls  over  his  release 
lever.  Polam  usnally  has  this  release  lever  pulled 
over,  bnt  I  have  had  sometimes  to  ask  him  for  it. 
Had  I  been  on  duty  before  10  o'clock  I  should 
have  acted  exactly  as  signalman  Vitty  did.  I 
cannot  refer  to  any  rule  which  states  in  which 
position  the  release  lever  should  be  normally  kept. 

John    Vitty ^    signalman,  states  :    I  have  been 
in  the  service  of  the  Company  20  years,  and  have 
been   signalman   or  assist'rint  signalman  all  that 
time.     I  have  been  employed  in  the  Polam  cabin 
seven  years.    I  came  on  duty  on  the  20th  July,  at 
2  p.m.,  to  work  until  10  p.m.,  and  came  off  duty 
at  10  p.m.,  on  the  previous  night.    At  9.59  p.m., 
Qeneva  cabin  offered  me  the  8.55  p.m.  train  from 
Saltbnrn.    At  that  time  my  mate  had  arrived  to 
relieve  rae,  so  he  took  over  the  matter  for  me,  and 
I  myself  took  no  steps  whatsoever  in  the  matter. 
Previous  to  this  tinie  I  had  heard  nothing  what- 
soever about  this  train,  and  I  know  nothing  about 
it.     I  bad  seen  nothing  of  it.    As  I  was  opening 
the  door  to  go  home  I  saw  the  empty  passenger 
train   just  before  the   Saltbum  train  came  into 
collision  with  it.     Up  to  mat  time  I  had  seen 
nothing  of  the  empty  passenger  train.    There  is  a 
lever  in  the  Polam  cabin  which  controls  the  up 
main  line  signals  from  South    cabin,  and  until 
that  lever  is  pulled  the  South  cabin  men  cannot 
lower  the  up  signals.     I  had  not  pulled  off  my 
release  lever  to  put  the  empty  train  to  the  main 
line,   nor  was  the  empty   passenger  train   ever 
offered  to  me  by  the  South  box.    It  was,  however, 
possible  for  No.  31  lever  at  the  South   cabin  to 
have  been  pulled  over  as  my  release  lever  was 
over.     This  release  lever  was  over  when  I  went 
to  work  at  2  p.m.      I  did  not  pat  it  back  because 
as  a  rule  we  do  not  use  this  lever.    The  normal 
condition  of  the  release  lever  in  Polam  cabin  is 
**  pulled  over."     This  takes  away  from    me  all 
control  over  the  South  cabin  up  signals.      I  cannot 
say  why  this  is  done,  but  it  has  been  tlie  custom 
ever  since  I  have  been  in  the  box  for  this  release 
lever  to  be  left  "  pulled  over."     I  know  of  no  in- 
structions as  to  which  position  that  release  lever 
should  usually  be  kept.    It  has  been  customary 
^r  trains  to  be  allowed    to  enter   the   section 
between  South   cabin  and  Polam  cabin  without 
their  being  offered  to  and  excepted  by   Polam 
cabin.     This  is  done  only  for  shunting  purposes. 
I  do  not  know  that  we  have  any  rule  allowing  this 
to  be  done,  but  it  has  been  customary  ever  since 
I  have  been  in  the  box  for  this  to  be  done.    I 
have  known  of  many  cases  of  trains  in  shunting 
operations  running  past  our  home  signals  when 
they  were  at  danger.    I  have  never  taken  any 
steps  to  report  this  fact.    This,  so  far  as  I  know, 
has  only  been  done  with  empty  passenger  trains. 
The  reason  I  have  not  reported  on  these  occasions 
is  because  it  is  a  regular  custom  to  do  so.    I  have 
sometimes  been  warned    that  there  were  long 
trains  to  be  shunted,  and  on  those  occasions  I 
have  set  my  points  for  the  branch  and  pulled  off 
mv  signal  for  the  train  and  the  signalman  at 
Polam    cabin    is    always    prepared    to  do    this. 
When  I  handed  over  the  cabin  to  my  successor 
the  points  on  the  up  main  line  were  set  for  the 
main  line. 

William  Nottingham^  signalman,  states :  1 
have  been  in  the  service  of  the  Company  31  years, 
daring  nearly  27  of  which  I  have  been  a  signal- 
man. I  have  been  employed  in  the  Polam 
cabin  during  th9  last  six  years.  I  came  on  duty 
on  the  20th  July,  at  10  p.m.,  tc»  work  until  6  a.m. 
the  following  morning.    I  had  come  off  duty  at 


6  a.m.  on  the  morning  of  the  20th  July.  I  arrived 
at  the  signal  cabin  about  9.54  p.m.,  and  I  took  over 
charge  of  that  box  from  signalman  Vitty.  He  told 
me  that  all  the  trains  that  were  due  had  arrived. 
At  9.59  p.m.,  before  Vitty  had  left  the  box, 
Geneva  offered  us  the  8.55  p.m.  up  train.  I  asked 
him  what  train  it  was,  and  he  siid  **the  ordinary 
train."  He  did  not  tell  me  anything  about  any 
train  coming  from  Darlington  Station.  When 
Vitty  handed  over  the  box  to  me,  all  the  levers 
were  in  their  normal  position,  except  the  two 
release  lovers,  Nos.  19  and  26.  I  did  not  at  that 
time  touch  these  levers.  When  I  received  the 
**  Is  line  clear  "  signal  from  Qeneva  Junction,  I  at 
once  forwarded  it  to  the  South  cabin.  South 
cabin  at  once  accepted  the  train.  I,  however, 
waited  until  the  South  cabin  had  released  my 
No.  11  points.  As  soon  as  my  No.  11  points  were 
released  I  at  once  set  the  road  for  the  up  Salt- 
bum  train,  that  is,  Nos.  15,  12,  11,  10,  7,  and 
4  signal  levers.  As  soon  as  I  found  that  I 
could  pull  No.  11  lever,  I  at  once  accepted  the 
train  from  Geneva  Junction.  All  throughout 
No.  16  lever  was  in  its  iiormHl  position.  I  found 
I  had  no  difficulty  whatever  in  pulling  over 
No.  15  lever.  Nothing  occurred  to  give  me  any 
idea  that  there  was  any  vehicle  standing  on  these 
points.  I  never  pulled  my  distant  signal  at  all. 
About  lO.H  p.m.  or  10.4  p.m.  I  received  the  '*  Train 
entering  Section"  signal  from  Geneva,  and  I 
forwarded  it  on  to  the  South  cabin.  I  saw  the 
up  Saltbum  train  approaching  my  cabin.  I  esti- 
mate the  speed  at  between  8  and  10  miles  per 
hour.  It  passed  my  box  at  about  the  same  speed. 
Whilst  the  train  was  passing  my  box  it  came  to  a 
sudden  stand,  and  that  was  my  first  intimation  of 
anything  having  gone  wrong.  I  then  ascertained 
that  the  train  had  run  into  another  engine.  I  did 
not  know  that  there  were  any  vehicles  at.  all  on 
my  side  of  the  South  cabin.  It  has  been  cus- 
tomary to  shunt  trains  into  the  section  between 
South  cabin  and  Polam  cabin  without  warning 
Polam  cabin,  unless  it  was  necessary  for  these 
trains  to  pass  my  home  signal.  This  practice  is 
contrary  to  block  working,  but  it  is  only  done  in 
shunting  operations.  It  has  been  the  custom  to 
do  this  ever  since  I  came  into  the  cabin.  Before 
I  accepted  the  train  I  looked  up  in  the  direction 
of  Dfiurlington  Station,  but  did  not  see  any  lights  or 
anything  whatsoever  on  the  line.  The  empty 
train  had  not  been  offered  to  me  at  all  by 
South  cabin.  The  collision  occurred  about  10.5 
p.m.  There  is  in  Polam  cabin,  lever  No.  19, 
which  releases  the  up  main  line  signals  in  the 
South  cabin.  When  I  am  on  duty  in  the  cabin 
that  lever  generally  stands  over,  and  in  that  posi- 
tion is  back-locked  by  the  South  cabin.  We 
cannot  use  it  without  their  permission.  There  is 
no  difficulty  in  asking  them  for  the  permission, 
and  if  we  want  it  we  ask  for  it,  it  usually  stands 
**over."  When  this  lever  is  pulled  over  it 
deprives  Polam  cabin  of  all  control  over  the  South 
cabin  up  main  line  signals.  I  do  not  myself 
think  it  is  of  any  use  giving  Polam  cabin  command 
over  South  cabin.  My  reason  for  allowing  this 
release  lever  to  always  remain  pulled  over  is  that 
I  did  not  see  there  was  any  use  in  it,  or  not  much 
use  anyhow.  I  had  on  several  occasions  seen 
engines,  when  carrj'ing  out  shunting  operations, 
run  past  my  home  signals  when  at  danger.  I  have 
never  reported  their  doing  so,  because  1  did  not 
think  it  was  necessary.  I  do  not  consider  when 
a  man  draws  past  a  signal  it  is  the  same  thing  as 
a  man  running  past  a  signal.  The  facing  points 
leading  from  the  up  main  to  the  down  branch  are 
worked  from  separate  levers  to  that  which  works 
the  locking  bar. 
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Ctmclusion. 

From  the  above  evidence  it  will  be  seen  that  this  collision  was  due  to  the  fact  of  the 
up  passenger  train  from  Saltbum  having  been  allowed  to  run  through  Polam  Junction 
whilst  that  junction  was,  unknown  to  the  signalman  in  the  Polam  Junction  signal  box^ 
fouled  by  an  engine  which  was  engaged  in  shunting  some  empty  passenger  vehicles. 
The  circumstances  under  which  this  empty  passenger  train  came  to  be  in  this  position 
without  the  knowledge  of  the  signalman  in  the  box  controlling  the  junction  are  aa 
follows : — 

Between  9  and  10  p.m.  on  that  night  two  passenger  trains  had  arrived  on  the  up 
loop  station  line  at  Darlington  from  the  north,  and  the  vehicles  of  these  two  trains  had 
been  put  together  to  form  a  train  which  was  to  start  southwards  from  No.  2  bay  platform 
line. 

These  vehicles  were  first  put  together  and  shunted  into  the  back  line,  where  one 
waggon  had  to  be  dropped,  and  they  were  then  to  be  shunted  from  that  line  on  to  No.  2 
bay  platform  line,  an  operation  which  is  carried  out  nightly  with  the  vehicles  of  these 
two  trains. 

Owing  to  the  fact  that  the  connection  between  the  up  loop  station  line  and  the 
No.  2  bay  platform  line  is  situated  only  85  yards  north  of  the  South  signal  box,  and  that 
the  train  was  over  600  feet  in  length,  it  was  necessary  in  carrying  out  this  operation  for 
the  front  of  the  train  to  run  considerably  past  the  South  signal  box  on  to  the  up  main 
line  towards  the  Polam  signal  box,  or  in  other  words  to  enter  the  section  between  these 
two  boxes. 

There  is  no  exemption  from  block  working  over  this  section,  and  before  therefore 
this  shunting  operation  was  carried  out  the  signalman  in  the  South  signal  box  should  have 
offered  the  train  to  the  signalman  in  the  Polam  signal  box,  and  it  should  have  been  duly 
accepted  by  the  latter.  The  signalman  in  the  Polam  signal  box  should  then  have  pulled 
over  his  release  lever  enabling  the  signalman  in  the  South  box  to  lower  his  up  platform 
line  starting  signal  which  would  give  the  driver  permission  to  run  along  the  up  main  line 
as  far  as  the  Polam  Junction  up  home  signal,  situated  105  yards  north  of  that  box. 

Had  the  above  described  procedure  been  carried  out  the  signalman  in  the  Polam 
signal  box  would  have  known  that  the  empty  passenger  train  had  entered  the  section,  but, 
as  a  matter  of  fact,  the  train  was  never  offered  to  Polam  signal  box  at  all,  and,  owing 
to  the  release  lever  in  the  latter  box  being  at  the  time  over,  the  signalman  in  the  South 
signal  box  was  able  to  lower  his  up  platform  line  starting  signal  without  any  reference  to 
the  Polam  signal  box.  This  was  what  actually  occurred,  and  the  signal  was  consequently 
lowered  for  the  train  to  enter  the  section  without  the  signalman  in  the  Polam  signal  box 
knowing  anything  about  it. 

When  the  up  platform  line  starting  signal  was  lowered  by  the  signalman  in  the  South 
signal  box,  driver  Allen,  who  was  in  charge  of  the  engine  of  the  empty  passenger  train,  took  his 
train  forward  bringing  his  engine  to  a  stand  just  behind  the  Polam  Junction  up  home  signal, 
which  was  as  far  as  he  had  permission  to  go.  In  this  position,  however,  the  train,  owing 
to  its  having  three  carriages  more  than  usual  on  it,  was  not  far  enough  forward  to  clear 
the  points  through  which  it  had  to  be  backed  on  to  the  bay  platform  line,  and  shunter 
Phillips,  who  was  superintending  the  operation,  gave  Allen  a  lamp  signal  to  pull  a  little 
forward.  Allen  states  that  he  was  perfectly  aware  that  the  Polam  Junction  home  signal 
was  against  him,  and  that  he  should  not  run  past  it,  but  he  did  so,  thereby  bringing  his  engine 
into  a  position  where  it  was  fouling  the  junction  between  the  main  lines  and  the  branch 
lines  fiim  Saltbum.  Allen  was  just  about  to  back  his  train  when  his  enraie  was  run 
into  by  the  up  passenger  train  from  Saltbum,  which  the  signalman  in  the  rolam  signal 
box  had  accepted  in  ignorance  that  there  was  any  train  in  the  section  between  the  South 
signal  box  and  his  own  box.  As  regards  the  up  passenger  train  it  should  be  stated  that 
all  the  block  rules,  including  those  relating  to  the  section  between  Polam  Junction  and 
the  South  box,  were  strictly  adhered  to. 

Both  the  driver  and  fireman  of  the  empty  train  were  at  the  time  of  the  collision 
looking  back  for  instructions  from  the  shunter,  so  they  did  not  see  the  up  train 
approaching ;  the  driver  of  the  latter  states  that  he  did  see  the  light  of  the  engine  in 
front  of  him,  but  that  owing  to  the  curve  round  which  he  was  running  he  had  no  idea 
that  it  was  fouling  his  line,  and  he  thought  that  it  was  the  light  of  an  engine  standing  on 
another  line.  His  view  was  undoubtedly  a  bad  one,  and  I  do  not  think  that  he  can  be 
held  responsible  for  the  collision  ;  he  appears  to  have  had  his  train  well  under  control 
or  the  accident  would  have  been  a  more  serious  one. 

The  primary  cause  of  this  accident  I  consider  to  be  the  neglect  to  observe  block 
working  regulations  between  the  two  boxes  ;  which  resulted  in  the  train  entering  the 
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section  without  the  knowledge  of  the  signalman  in  the  Polam  box  ;  not  only  were  these 
regulations  neglected  on  this  occasion,  but  all  witnesses  concur  in  stating  that  they 
are  habitually  disregarded  when  shunting  operations  are  carried  out  between  these  two 
boxes. 

Further,  in  spite  of  this  disregard  of  block  workiuj^  rules  the  signalman  in  the 
Polam  signal  box  would  not  have  bc^  left  in  ignorance  of  the  presence  of  the  train  in 
his  section  if  he  had  retained  in  his  hands  the  control  over  the  South  cabin  starting 
signals.  But  it  appears  from  the  evidence  of  all  four  signalmen  that  it  is  customary  to 
keep  the  release  lever  in  the  Polam  signal  box  normally  pulled  over,  or,  in  other  words, 
it  is  customary  for  that  box  to  entirely  abandon  the  control  over  the  South  signal  box  up 
rtarting  siffnalB  which  has  been  specially  given  to  it. 

The  habitual  disregard  over  this  section  of  block  working  in  connection  with 
shunting  operations,  and  the  neglect  to  make  use  of  the  safety  precautions  provided  are 
points  which  call  for  the  Company's  earnest  attention. 

Driver  Allen  is  of  course  much  to  blame  for  running  past  his  signal  at  danger,  and 
the  statement  made  both  by  him  and  other  witnesses  that  this  is  not  an  unusual  occurrence 
in  shunting  operations  at  barlington  should  be  inquired  into  by  the  Company. 

Signalmen  John  Vitty  and  Nottingham  cannot  be  entirely  absolved  from  blame  for 
not  knowing  that  the  engine  of  the  empty  passenger  train  was  standing  at  their  home 
signal.  It  was  standing  in  good  view  of  the  box,  about  75  yards  from  it,  and  its  lights 
were  burning.  The  collision  occurred  just  as  signalman  Vitty  was  leaving  the  box,  so 
the  engine  must  have  been  at  or  near  the  home  signal  for  some  minutes  while  the  men 
were  in  the  box  together.  Signalman  Nottingham,  who  had  just  taken  over  duty  in  the 
box  and  who  actually  accepted  the  Saltburn  train,  should  certainly  not  have  done  so 
without  first  looking  at  the  junction  ;  had  he  done  so  he  must  have  seen  the  light  of  the 
engine  standing  at  it ;  it  is  difficult  also  to  understand  how  these  men  can  both  have 
fikilfd  to  hear  the  noise  of  the  engine  and  train  stopping  and  starting  again  so  close  to 
their  box.  These  men  must  therefore,  in  my  opinion,  be  held  partly  responsible  for  the 
collision. 

I  think  that  it  is  worthy  the  consideration  of  the  Company  whether  something 
Kxuinot  be  done  to  simplify  the  signalling  arrangements  on  the  south  side  of  Darlington 
Station.  The  short  block  section  between  the  South  box  and  the  Polam  Junction  box 
must  cause  inconvenience  when  shunting  operations  are  being  carried  out,  and  it  might  be 
found  practicable  to  work  the  points  and  signals  both  at  the  south  end  of  the  station  and 
at  Polam  J  unction  from  one  box,  thus  doing  away  with  this  short  block  section  altogether. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


I  have,  &c., 

P.   G.    VON   DONOP, 


APPENDIX. 


Damage  to  Bfmpty  Passenger  Train. 


Engine  No.  135. — Pence  rail  badly  broken ; 
right  buffer  damaged  badly ;  draw  bar  broken 
and  forced  through  steam  chest  cover;  steam 
<she8t  lubricator  broken ;  right  expansion  link 
broken ;  right  backway  eccentric  rod  badly 
damaged ;  Westinghoose  pipe  damaged  tender 
«nd  ;  tank  side  damaged  and  holed. 


Locker  composite  No.  169. — ^One  buffer  boss 
broken. 

Third-class    carriage    No.    1179. — Centre    bar 
hook  broken  and  one  side  chain  hook  opened. 


Damage  to  Up  Passenger  Train. 


Engine  No.  853. — Fence  rail  badly  broken  ; 
right  bnffer  badly  damaged ;  draw  bar  broken ; 
Bteam  chest  cover  broken ;  right  f  oreway 
-eccentric  rod  bent ;  screw  coupling  damaged ; 
Westinghouse  pipe  on  front  end  of  engine  damaged. 

Ordinary  third  (4-wheeled)  No.  743. — Two 
buffer  bosses  and  one  quarter  light  broken. 

Ordinary  third  (4-wheeled)  No.  1934. — One 
buffer  boss  and  step  iron  broken. 


Bogie  brake  third  (8-wheeled)  No.  2722. — Lock 
buffered  with  following  vehicle  and  two  buffer 
springs  damaged. 

Bogie  composite  No.  2756. — End  stove  in  and 
buffer  beam  splintered  and  gas  pipe  severed. 

Bogie  composite  No.  2734. — Rear  buffer  beam 
splintered. 

Bogie  brake  third  No.  2721.— Buffer  beam 
splintered. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  18th  September. 


66 

.      NORTH  EASTERN  RAILWAY. 

Board  of  Trade,  Railway  Department, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W. 
Sir,  September  12th,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  19th  August,  the  result  o£  my  inquiry  into  the 
circumstances  under  which  a  collision  occurred,  at  about  1.30  p.m.  on  the  7th  August, 
near  Grosmont  Station,  on  the  North  Eastern  Railway,  between  a  passenger  train  and 
some  goods  waggons  attached  to  a  brake  van. 

In  this  case,  as  a  down  excursion  train  from  Leeds  to  Whitby,  consisting  of  an 
engine,  tender,  and  12  vehicles,  was  running  through  Grosmont  on  the  down  main  line, 
it  came  into  collision  with  three  waggons  and  a  brake  van,  which  had  been  detached  from 
the  11.10  a.m.  up  goods  train  from  Whitby  to  York,  and  had  been  shunted  on  to 
that  line. 

Fortunately  the  driver  of  the  excursion  train  saw  the  waggons  standing  on  the  line 
in  time  to  reduce  his  speed,  so  the  results  were  not  as  serious  as  they  would  otherwise 
have  been.  The  driver  and  fireman  of  the  excursion  train  were  both  slightly  injured, 
but  only  one  passenger  has  complained  of  personal  injuries  sustained. 

The  engine  of  the  excursion  train  was  damaged,  but  none  of  the  vehicles  of  this 
train  were  derailed,  and  the  only  damage  to  them  was  the  breakage  of  one  coupling. 

The  two  front  waggons  of  those  left  standing  on  the  line  were  damaged,  the  front 
one  severely  so,  and  one  of  them  was  derailed. 

The  engine  of  the  excursion  train  was  a  four- wheels-coupled  bogie  passenger  tender 
engine,  fitted  with  the  VVestinghouse  automatic  brake,  working  blocks  on  the  four  coupled 
wheels  and  on  the  six  wheels  of  the  tender,  and  with  a  hand  brake  working  the  blocka 
on  the  tender  wheels. 

The  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  the  order 

given  : — 

Wheels. 

One  third-class  brake  van       ...         ...         ...     4 

Ten  third-class  carriages        4 

One  third-class  brake  van       4 

The  train  was  fitted  throughout  with  the  Westinghouse  automatic  brake  working 
blocks  on  all  the  wheels  pf  it.     The  brakes  are  reported  as  having  been  in  good  order. 

The  damage  to  rolling  stock  is  given  in  the  appendix ;  that  to  permanent  way 
consisted  in  the  breakage  of  four  chairs. 

Description. 

Grosmont  Station,  near  which  this  accident  occurred,  is  a  station  on  the  double 
line  branch  of  the  North  Eastern  Railway  between  Pickering  and  Whitby.  The  up  and 
down  main  lines  run  through  the  station  in  a  direction  which  is  approximately  north 
and  south,  the  down  line,  with  which  this  accident  is  mainly  concerned,  being  on  the 
west  side.  Just  to  the  north  of  the  station  is  a  double  junction  between  these  main 
lines  and  the  single  line  branch  from  Battersby,  which  approaches  Grosmont  from  the 
south-west. 

The  signal  box  is  on  the  down  side  of  the  main  line,  just  to  the  north  of  the  north 
end  of  the  down  platform.  The  next  block  signal  boxes  to  it  are  the  Deviation  box  to 
the  south,  distant  540  yards  from  it,  and  Sleights  to  the  north,  distant  about  two  miles. 

The  gradient  tor  a  down  train  approaching  Grosmont  from  the  Deviation  box  is  a 
falling  one  of  1  in  131  the  whole  way,  and  between  the  Deviation  box  and  Grosmont 
Station  there  is  a  tunnel  about  200  yards  in  length. 

About  80  yards  to  the  north  of  the  signal  box  is  a  through  road,  with  a  trailing 
connection  on  the  up  main  line,  leading  from  that  line  to  some  sidings  on  the  down  side 
of  the  line,  and  slips  are  provided  to  form  a  cross-over  road  between  the  up  and  down 
main  lines. 

Between  this  cross-over  road  and  the  signal  box  is  situated  the  double  junction 
referred  to  alx)ve  between  the  main  lines  and  the  single  line  branch  from  Battersby. 
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The  down  main  line  is  provided  with  a  distant  signal  near  the  Deviation  box,  two 
home  signals — one  situated  at  the  south  end  of  the  tunnel  and  one  at  the  south  end  of  the 
station,  a  starting  signal  opposite  the  signal  box,  and  an  advanced  starter  250  yards 
ahead  of  the  box. 

The  view  of  a  driver  approaching  Grosmont  Statical  on  the  down  main  line  is 
restricted  by  the  tunnel,  but  on  reaching  the  station  he  has  a  clear  view  of  the  line  in 
front  of  him. 

Evidence. 


Omrge  Arber^  driyer,  states :  I  have  been  in 
the  service  of  the  Company  34  years,  daring  34 
of  which  I  have  been  a  driver.  I  came  on  duty 
at  3.10  a.m.  on  the  7th  of  Angnst  to  work  till  3.0 
pan.  I  came  ofF  dnty  on  the  6th  of  Angnst  at 
L30  pjm.  I  was  in  charge  of  the  engine  of  the 
11.10  a.m.  goods  train  from  Whitby  to  York.  My 
engine  was  a  six-wheels-conpled  tender  engine 
fitted  with  a  hand  brake,  working  blocks  on  the 
engine  wheels  and  the  tender  wheels.  We  left 
Whitby  at  12.30  p.m.,  one  hour  and  twenty  minutes 
late,  and  arrived  at  Orosmont  at  12.50  p.m.  There 
were  about  22  waggons  on  my  train,  but  I  am  not 
sore  of  the  exact  number.  When  we  arrived  at 
Orosmont  the  home  signal  was  off  for  me,  and  I 
ran  past  it,  but  was  brought  to  a  stand  just  opposite 
the  signal  cabin  by  a  hand  signal  from  the  shnnter. 
The  York  portion  of  my  train  consisted  of  the 
rear  three  waggons  and  the  van.  The  shunter 
imconpled  these  from  the  rest  of  the  train,  and 
ordered  me  to  shunt  them  back  on  to  the  down 
main  line.  I  did  so.  The  shunter  then  told  me 
to  shunt  the  remainder  of  my  train  into  the  siding, 
and  I  did  so,  and  1  was  in  the  siding  with  the 
front  portion  of  my  train  when  the  collision 
occurred.  I  did  not  see  the  excursion  train 
approaching,  nor  did  I  see  the  collision  occur,  as 
I  was  standing  behind  the  waggons  which  were 
on  the  main  line.  The  guard  remained  on  the 
main  line  with  the  brake  van. 

W.  Johnson^  guard,  says:  I  have  been  about 
22  years  in  the  service  of  the  Company,  and  have 
been  a  guard  for  about  12  years.  I  came  on  duty 
on  the  7th  of  August  at  4.25  a.m.  to  work  till  3.0 
pjn.  I  came  off  duty  the  previous  day  at  7.0  p.m. 
I  was  the  guard  of  the  11.10  a.m.  goods  train  ^m 
Whitby  to  York.  My  train  consisted  of  about  22 
waggons  and  a  brake  van.  We  left  Whitby  at 
12.30  p.m.  and  arrived  at  Qrosmont  at  12.54  p.m. 
We  came  to  a  stand  at  Grosmont  with  my  brake 
van  ju^  clear  of  the  points  of  the  cross-over  road, 
tnd  the  shunter  released  the  three  rear  waggons 
and  my  brake  van  from  the  rest  of  the  train*  and 
this  rear  portion  of  the  train  was  shunted  back  on 
to  the  down  road.  I  stopped  it  by  means  of  my 
brake.  This  rear  portion  of  the  train  was  brought 
to  a  stand  just  clear  of  the  shunt  leading  into  the 
siding.  The  remainder  of  the  train  was  put  into 
the  sidings.  I  went  back  to  my  van  and  was 
waiting  there  for  the  excursion  to  pass.  I  under- 
stood that  we  were  shunted  on  to  the  down  road 
to  clear  the  line  for  an  up  excursion  train  and  for 
an  engineers*  special.  The  up  excursion  train 
passed,  and  I  was  waiting  for  the  engineers' 
special  to  pass  and  was  looking  towards  Whitby 
to  see  its  approach.  I  heard  a  noise  and  looked 
towards  the  station  and  saw  a  train  approaching 
on  the  down  line.  I  at  once  jumped  out  of  my 
van.  The  brakes  of  my  van  were  applied  at  the 
time.  Almost  simultaneously  with  my  jumping 
out  the  collision  occurred.  He  would  be  past  the 
signal  box  when  I  first  saw  him.  There  was  no 
time  for  me  to  take  any  steps  towards  stopping 
the  excursion  train.    I  estimate  the  speed  of  the 
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excursion  train  at  the  time  of  the  collision  at 
from  15  to  20  miles  an  hour.  It  seemed  to  be 
stopping  at  the  time,  and  I  think  he  had  his 
bn&es  applied.  The  leading  waggon  on  my  train 
v^as  damaged,  and  had  one  pair  of  wheels  off  the 
line.  My  van  was  fitted  with  a  hand  brake 
working  blocks  on  the  four  wheels.  I  had  no 
conversation  with  the  driver  of  the  excursion 
train  subsequent  to  the  collision. 

Thomas  Elwick,  passenger  porter,  states:  I 
have  been  in  the  service  of  the  Company  45 
years,  and  am  in  the  habit  of  carrying  out  the 
shunting  duties  at  this  station  in  conjunction 
^with  the  other  porter.  I  remember  the  11.10  a.m. 
goods  train  from  Whitby  arriving  at  Orosmont 
near  on  one  o'clock  on  the  7th  of  August.  The 
train  came  to  a  stand  with  the  engine  just  about 
opposite  the  cabin.  The  signalman  told  me  to 
uncouple  the  rear  portion  of  the  train,  and  to 
shunt  it  on  to  the  down  main  line,  and  to  put  the 
front  portion  of  the  train  in  the  sidings.  The 
signalman  told  me  he  had  been  offered  the  up 
excursion  train.  I  carried  out  his  instructions. 
The  up  excursion  train  arrived,  and  I  ttien'  went 
away  to  the  sidings  at  the  other  end  of  the  station,, 
and  I  did  not  see  the  collision  occur. 

Frederick  Taylory  driver,  states  :  I  have  been 
26  years  in  the  service  of  the  Company,  and  have 
been  a  driver  for  10  years.  On  the  7th  of  August 
I  came  on  duty  at  8.45  a.m.  to  work  till  10.50  pm.,. 
with  four  hours  off  at  Whitby.  I  came  off  duty 
on  the  previous  day  at  7.15  p.m.  I  was  in  charge 
of  the  engine  of  the  first  portion  of  the  excursion 
train  from  Leeds  to  Whitby.  My  engine  was  a 
four-wheels-coupledibogiepassengertenderengine,. 
fitted  with  the  Westinghouse  brake,  workings 
blocks  on  the  four  coupJed  wheels,  and  with  a 
hand  brake  working  blocks  on  the  tender  wheels. 
My  brakes  were  in  good  order.  I  remember  our 
approaching  Qrosmont  distant  signal ;  it  was  off 
for  me.  The  two  home  signals  were  also  off  for 
me.  In  my  opinion  we  passed  through  the 
tunnel  at  a  rate  of  from  15  to  20  miles  an  hour, 
and  I  did  not  increase  my  speed  again.  On 
emerging  from  the  tunnel  I  saw  the  home  signed, 
and  it  was  off  for  me.  On  passing  the  home 
signal  I  did  not  notice  any  obstruction  on  the 
line.  I  was  looking  out,  and  I  saw  the  station 
master  on  the  platform.  He  held  up  two  fingers 
to  me,  meaning  to  ask  whether  the  train  was 
running  in  two  portions,  and  I  shouted  out 
"  Yes !  it  is  in  two  portions."  Just  subsequent 
to  this,  and  just  as  we  were  passing  the  platform 
end,  my  mate  called  my  attention  to  some 
waggons  on  the  main  line  in  front  of  us.  My 
speed  was  still  about  from  15  to  20  miles  an  hour. 
I  put  the  brake  hard  on,  reversed  my  engine,  and 
gave  it  steam,  and  my  mate  opened  the  steam 
Sanders.  The  speed  of  my  train  was  reduced 
considerably,  but  I  cannot  say  what  our  speed 
was  at  the  actual  time  of  the  collision.  The 
starting  signal  opposite  the  signal  cabin  v^ras  also 
off  for  me,  and  when  we  came  to  a  standstill  I 
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i^oticed  that  the  advanced  starter  was  off.  \fy 
engine  was  slightly  damaged.  I  was  a  bit 
^aken,  and  have  had  to  knock  off  work  since. 

» 

Henry  Dennis,  fireman,  states :  I  have  been 
nine  years  in  the  service  of  the  Company,  and  I 
have  been  a  fireman  for  about  four-and-a-half 
years.  I  was  working  the  same  hours  as  driver 
Taylor  on  the  7th  of  August,  and  was  on  the 
engine  of  the  excursion  train  from  Leeds  to 
Whitby  with  him.  I  estimate  our  speed  on 
passing  through  Orosmont  tunnel  at  from  15  talM). 
miles  an  hour,  and  I  do  not  think  the  driver 
increased  this  speed  up  to  the  time  of  the 
collision.  I  noticed  the  distant,  home  and 
starting  signals  at  Grosmont,  and  they  were  all 
off  for  us.  Just  as  we  were  passing  through  the 
platform  I  noticed  some  waggons  on  the  line  in 
front  of  us.  I  said  to  the  driver  "  Stop  !  there's 
some  waggons  in  front."  My  driver  applied  the 
brakes,  reversed  the  engine,  and  applied  steam, 
and  I  applied  the  sanders.  Steam  was  not  turned 
on  at  the  time  we  were  running  through  the 
tunnel.  The  speed  of  the  train  was  decreased, 
and  I  estimate  its  speed  at  the  time  of  the 
collision  at  from  six  to  seven  miles  an  hour. 
Nobody  in  the  station  tried  to  stop  us,  or  gave  us 
any  warning  of  there  being  any  obstruction  on 
our  road.  I  was  shaken  by  the  collision,  and  my 
side  was  hurt,  but  I  have  not  been  off  duty. 
After  the  collision  had  occurred  I  looked  up  and 
saw  the  advance  starting  signal ;  it  was  off  for  us. 

Arthur  Sawyer^   guard,  states :    I   have   been 

about  27  years  in  the  service  of  the  Company, 

during  18  of  which  I  have  been  a  guard.     I  came 

on  duty  on  the  7th  of  August  at  10.10  a.m.  to 

work  to  10.50  p.m.     I  came  off  duty  the  previous 

night  at  10.0  p.m.     I  was  guard  of  the  excursion 

train  from  Leeds  to  Whitby.    My  train  consisted 

of  an  engine    and    tender,  and    the    following 

carriages  attached    to  the  engine  in  the  order 

fiiven  : — 

Wheels. 

One  brake  third       4 

Ten  third-class  carriages,  all     4 
One  third  brake  van  ...     4 

The  train  was  fitled  throughout  with  the 
Westinghouse  automatic  brake,  working  blocks 
on  all  wheels,  and  the  brake  vans  were  each 
fitted  with  hand  brake.  I  was  riding  in  the  rear 
brake  van.  My  brakes  were  in  good  order.  I 
estimate  our  speed  on  passing  through  Orosmont 
tunnel  at  from  15  to  20  miles  an  hour,  but  not 
above  20.  Before  my  van  had  got  clear  of  Gros- 
mont Station  I  was  thrown  off  my  feet  by  the 
driver  applying  the  automatic  brake  very 
suddenly.  Before  I  pulled  myself  together  I 
felt  the  shock  of  the  collision.  I  then  got  out  of 
my  van  to  see  what  had  happened.  I  received 
no  complaints  at  the  time  from  any  of  the 
passengers.  The  drawbar  of  one  carriage  in  the 
middle  of  the  train  was  broken,  but  none  of  my 
train  was  derailed.  I  noticed  the  signals  while 
we  were  running  through  Orosmont,  and  they 
were  all  off  for  me.  I  did  not  notice  the  advance 
starting  signal.  The  brakes  appeared  to  act  well 
and  lessened  the  speed  of  the  train.  I  cannot  say 
what  the  speed  was  at  the  time  of  the  collision. 

W.  Bird,  signalman,  states  :  I  have  been  in  the 
service  of  the  Company  about  26  years,  during 
the  whole  of  which  time  I  have  been  a  signal- 
man. I  am  employed  at  present  in  Orosmont 
signal-box,  and  have  been  employed  there  for  22 
or  23  years.  I  came  on  duty  on  the  7th  of  August 
at  5  a.m.  to  work  to  2  p.m.  I  came  off  duty 
about  4  p.m.  the  previous  day,    I  remember  the 


goods  train  from  Whitby  to  Tprk  arriving  at 
Grosmont  on  that  day  at  12.52  p.m.    I  brought  it 
to  a  stand  with  the  brake-van  just  clear  or  the 
through  shunt.     I   saw  porter  El  wick  opposite 
my  box,  and  I  told  him  to  go  down  and  loose  the 
brake-van  and  waggons  for  the  south  from  the 
rest  of  the  train.    I  then  pulled  over  No.  8  points, 
and  I  gave  the  driver  a  hand-signal  to  back  them 
across  the  cross-over  road.    He  did  so.    The  rear 
portion  of  the  train  was  brought  to  rest  on  the 
^own  main  line,  just  clear  of  the  through  shunt 
leading  to  the  independent  siding.     I  left  this 
rear  portion  of  the  train  on  the  down  main  line 
because  there  was  not  room  in  either  of  the  sidings 
for  the  whole  of  the  train.    I  then  opened  No.  7 
points  and  waved  the  driver  back  with  the  rest  of 
his  train  into  the  outer  siding.    I  had  shunted  this 
goods  train  because  I  had  received  the  ''  Shunt  '* 
signal  from  the  Sleights  Station.    This  shunting 
operation  was  finished  at  12.59  p.m.   At  12.59  p.m. 
I  was  offered  a  light  engine  on  the  down  line  by 
the  Deviation  box.    I  accepted  this  at  1.8  p.m. 
1  was  unable  to  accept  this  light  engine  sooner,  as 
I  had  an  up  excursion  train  running  from  my  up 
main  line  on  to  the  branch  line.    I  did,  however, 
accept  this  light  engine  at  1.8  p.m.  with  the  *^  Line 
clear ''  signal.  I  admit  that  I  should  have  accepted 
this  light  engine  with  the  '^  Section  clear,  but 
station  blocked  **  signal.    1  am  unable  to  explain 
why  I  did  not  accept  it  under  the  latter  signal. 
As  soon,  however,  as  I  accepted  this  light  engine 
it  was  cancelled  by  the  Deviation  box.    As  soon 
as  the  light  engine  was  cancelled  the  Deviation 
box  offered  me  the  excursion  train  from  Leeds  to 
Whitby.    This  was  also  at  1.8  p.m.    I  accepted 
the  excursion  train  also  under  the  "  Line  clear  *' 
signal.    I  ought  not  to  have  accepted  this  train  at 
all,  and  I  am  unable  to  explain  why  I  did  so.    1 
had  so  many  trains  passing  at  this  time  that  it 
escaped  my  recollection  that  there  were  trucks 
standing  on  the  down  main  line.     I  am  aware  of 
the  rule  that  when  shunting  is  carried  out  inside 
the  home  signal   the  ^^  Blocking  back  ^'  signal 
should  be  given  to  the  signal-box  in  rear.    This 
^<  Blocking  back  *'  signal  should  have  been  sent 
by  me  when  I  shunted  the  three  waggons  and  the 
brake-van  on  to  the  down  main  line.    The  only 
explanation  I  can  give  of  my  not  having  sent  it  is 
that  it  has  not  been  customary  for  me  to  do  so. 
It  was  1.8  p.m.  when  I  iiccepted  the  excursion 
train  from  Leeds.    I  at  once  offered  it  to  Sleights, 
and^  it  was  at  once  accepted  by  that  box.     I  then 
pulled   off  ail  my  signals  for  it,  including  my 
advanced  starter.      I   received   "Train  entering 
section  "  from  the  Deviation  box  at  1.11  p.m.,  and 
it  ran  past  my  box  at  1.12  p.m.    I  can  give  ho 
estimate  of  the  speed  of  the  excursion  train  when 
passing  my  box.    Even  when  the  train  passed  mj 
box  it  did  not  occur  to  me  that  there  was  any  ob- 
struction on  the  line.    The  first  I  knew  of  there 
being  anything  wrong  was  seeing  the  excursion 
train  stop.    I  thought  it  had  intended  to  stop  at 
the  platform  and  had  overshot  the  platform,  but 
I  subsequently  heard  someone  shout  out  that  it 
had  run  into  some  waggons  on  the  line.    I  then 
remembered  that  I  had  left  some  waggons  stand- 
ing on  the  line. 

Joh7i  William  Dixon  states  :  I  am  station- 
master  at  Orosmont,  where  1  have  been  about 
two  years.  I  remember  the  accident  occurring 
near  my  station  on  the  7th  of  August.  At  the 
time  it  occurred  1  was  standing  at  the  north  end 
of  the  down  platform.  I  remember  seeing  the 
11.10  a.m.  goods  train  from  Whitby  arrive  at 
Grosmont,  and  I  was  somewhere  near  the  signal 
cabin  when  it  arrived.  I  remember  seeing  that 
the  bra^e-van  and  three  waggons  were  shunted 
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from'  tlie  up  line  on  to  the  down  main,  and  the 
rest  of  the  train  was  pr^t  into  one  of  the  sidings 
on  the  down  side  of  the  line.  I  did  not  notice 
anything  further  being  done  with  the  brake-van 
and  the  three  waggons  which  were  left  on  the 
down  line.  At  the  time  the  excursion  train  from 
Leeds  was  approaching  my  station  I  was  walking 
over  from  the  north  platform,  and  I  reached  the 
main  platform  just  at  the  same  time  that  the 
engine  reached  the  station.  As  the  engine  passed 
thHmgh  my  station  I  held  up  two  fingers  of  my 
hand  to  the  driver,  meaning  to  ask  him  whether 
his  train  was  running  in  duplicate,  and  he  gave 


me  to  understand  that  it  was  running  in  duplU 
cate.  Since  seeing  the  waggons  shunted  on  to  tb# 
down  main  line  I  had  had  several  things  to  attend 
to,  including  the  excursion  train  on  the  single  line 
branch,  and  these  waggons  had  gone  out  of  my 
mind  altogether.  It  did  not  occur  to  me  t^ 
see  that  the  waggons  were  removed  from  th^ 
main  line ;  I  trusted  to  the  signalman  seeing  to 
it.  I  usually  go  away  to  dinner  at  12.35  p.m.', 
but  on  this  day,  on  account  of  the  excursion  train 
and  several  things  which  I  had  to  do,  I  wa»  re- 
maining on  until  2  p.m.  There  was  more  tiafi^ 
going  on  at  my  station  on  this  day  than  is  usual.. 


Conclusion. 

This  collision,  which  fortunately  had  not  more  serious  results,  was  due  to  the  fact  of 
signalman  Bird's  having  accepted  the  excursion  train  from  the  Deviation  box  on  the 
down  main  Une,  and  having  lowered  all  his  signals  for  it,  forgetting  that  there  were 
some,  vehicles  at  the  time  standing  on  that  line. 

An  up  goods  train,  consisting  of  23  vehicles,  had  arrived  at  Grosmont  about 
12.52  p.m  on  the  up  maui  line  from  Sleights.  Previous  to  its  arrival  Bird  had  received 
the  "  Shunt "  signal  from  the  Sleights  signal  box,  this  signal  having  been  sent  on  account 
of  there  being  an  up  excursion  train  and  an  up  engineers'  special  following  it.  On  the 
arrival  of  the  up  goods  train  at  Grosmont  Bird  accordingly  arranged  for  the  engine  and 
the  20  firont  vehicles  of  the  train,  which  were  for  the  north,  to  be  shunted  from  the  up 
line  into  one  of  the  sidings  on  the  down  side  of  the  line,  whilst  the  three  rear  waggons 
and  the  brake  van,  which  were  for  York,  were  shunted  across  the  cross-over  road  from 
the.  up  to  the  down  line,  and  were  left  standing  on  that  line.  In  this  position  they  were 
about  180  yards  from  the  signal  box,  and  in  good  view  of  it.  Bird  states  that  he 
shunted  the  last-named  vehicles  on  to  the  down  main  luie  on  account  of  there  not  being 
room  for  them  in  the  sidings.  These  shunting  operations  were  completed  at  12.59  p.m., 
and,  according  to  tLe  Company's  rules.  Bird  should,  on  obstructing  the  down  main  line, 
have  at  once  sent  the  blocking  back  signal  to  the  Deviation  box  ;  this,  Bird  admits,  he 
omitted  to  do. 

At  the  same  time,  viz.,  12.59  p.m..  Bird  was  offered  a  light  engine  by  the  signalman 
ill  the  Deviation  box  ;  he  was  unable  at  once  to  accept  it,  as,  apart  from  the  Tact  that 
there  were  waggons  standing  on  the  down  main  line,  he  had  accepted  the  up  excursion 
train  from  Sleights,  which  had  to  run  on  to  the  branch  line,  and  would  thereby  foul  the 
down  main  line.  But  at  1.8  p.m.,  when  the  up  excursion  train  had  passed,  Bird  accepted 
the  light  engine  with  the  "  Line  clear "  signal.  Bird  admits  that,  according  to  the 
Company's  rules,  he  should  not  have  accepted  the  light  enffine  with  that  signal,  as  the 
line  was  obstructed  inside  the  home  signal,  but  that  he  should  have  made  use  of  the 
"  Section  clear,  but  station  blocked  "  signal. 

As  soon,  however,  as  Bird  sent  the  "  Line  clear  "  signal  for  the  light  engine  the 
signalman  in  the  Deviation  box  at  once  cancelled  it,  and  offered  him  instead  the  down 
excursion  train  from  Leeds.  This  train  also  Bird  forthwith  accepted  with  the  "  Line 
clear  "  signal,  he  having  by  that  time  entirely  forgotten  that  he  had  had  any  vehicles 
shunted  on  to  the  down  line.  He  at  once  offered  the  train  to  the  Sleights  signal  box, 
and,  on  its  being  accepted,  he  forthwith  lowered  all  his  signals  for  it  to  run  through 

Grosmont- 

■       •  • 

The  down  excursion  train  is  stated  to  have  passed  through  Grosmont  Station  at  a 
speed  of  between  15  and  20  miles  an  hour  with  steam  turned  off.  The  driver's  attention 
when  passing  through  the  station  appears  to  have  been  occupied  in  replying  to  hand 
signals  made  by  the  station-master  enquiring  whether  the  train  was  running  double,  but 
just  as  the  engine  was  passing  the  platform  the  fireman  saw  the  vehicles  standing  on  the 
line  ahead,  and  promptly  called  the  driver's  attention  to  them.  The  brakes  were  at  once 
applied,  the  engine  reversed,  and  steam  turned  on,  but  the  train  was  not  brought  to  a 
standstill  in  time  to  prevent  the  collision,  though  the  speed  at  the  time  must  have  been 
small,  or  the  damage  would  have  been  greater. 

Signalman  Bird,  in  carrying  out  his  duties  connected  with  these  trains,  clearly  omitted 
to  comply  with  three  of  the  Company's  rules  ;  he  did  not  send  the  blocking  back  signal 
when  he  obstructed  the  main  line  by  shunting  waggons  on  to  it ;  he  accepted  the  light 
engine,  when  the  line  was  obstructed,  with  the  hne  clear  signal  instead  of  with  the  "  Section 
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clear  bat  station  blocked  '^  signal ;  and  he  accepted  the  down  excursion  train  under  the 
fiame  circumstances  when  he  was  not  justified  in  accepting  it  at  alL  He  admits  that  he 
was  {iiUy  acquainted  with  all  these  rules  which  he  transgressed.  The  only  explanation 
which  he  can  give  for  his  not  having  sent  the  blocking  back  signal  is  that  it  has  not  been 
customary  for  him  to  do  so,  and  his  explanation  as  to  his  acceptance  of  the  light  engine 
and  excursion  train  is  that  he  had  altogether  forgotten  that  there  were  any  vehicles 
standing  on  the  down  line. 

Considering  that  signalman  Bird  had  himself  made  all.  the  arrangements  for  the 
shunting  of  the  vehicles  on  to  the  down  main  line,  and  that  they  were  standing  in  clear 
view  from  his  box  when  he  accepted  the  excursion  train,  he  must  be  held  responsible  for 
this  accident.     He  had  been  on  duty  8^  hours  at  the  time  of  the  occurrence. 

Ko  blame  appears  to  attach  to  any  other  servant  of  tiie  Company. 

The  practice  of  shunting  vehicles  on  to  a  running  line  and  leaving  them  standing 
there,  as  was  done  on  this  occasion,  has  frequently  in  the  past  led  to  accidents,  and  it  is 
one  which  Companies  should  endeavour,  as  far  as  possible,  to  avoid. 

I  have,  &c., 
The  Assistant  Secretary,  P.  G.  von  Donop, 

Railway  Department,  Board  of  Trade.  Lieut-Col.^  R.E. 


APPENDIX. 


^  Damagb  to  Rolling  Stock. 

Excur9ion  Train.  Waggons  of  Ooods  Train. 

Waggon  No.  7,517. — ^End-rail,  horn-plates,  side- 
Engine  No.  112.— Front  buflEer-beam  slightly     springs,  axle-boxes,  draw-bar  and  buffers  broken ; 
damaged.  one  pair  of  wheels  displaced. 

^  ,....,,  Oil  tank  No.  152.  —  Buffer-shoe  broken   and 

One  coupling  m  train  broken.  ^j^ffer  displaced. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  11th  October. 
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APPENDIX   B. 


IBEPORTS  OP  THE  ASSISTANT  INSPEOTINQ  OPPIOERS  OP  RAILWAYS  ON 
ACOIDEMTS  TO  RAILWAY  SERVANTS  AND  OTHER  PERSONS  EMPLOYED 
ON  RAILWAY  PREMISES. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  WhitehaU,  London,  S.W., 
Sir,  «  4th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
:accordance  with  the  Order  of  October  12th  I  have  held  an   inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  at  about  9.30  p.m.,  on  September  26th,  at 
Bellshill  Colliery,  whereby  Edmond  Davidson,  a  brakesman  in  the  service  of  the  Cale- 
-donian  Railway  Company,  was  injured. 

The  Bellshill  Colliery  sidings,  in  which  the  loaded  waggons  are  placed,  are  connected 
with  the  main  line  of  the  Caledonian  Railway  at  Bellshill  Station  sigpal-box  by  means  of 
^  single  line  about  half  a  mile  in  length,  which  is  controlled  by  a  staff.  The  gradient 
rises  from  both  ends  to  a  point  about  midway  between  them. 

Davidson  was  in  charge  of  a  special  train  consisting  of  25  loaded  coal  waggons  and 
-one  brake  van  from  Bellshill  Colliery  to  Grangemouth.  In  accordance  with  the  practice 
'Usually  adopted  on  the  Colliery  line  in  the  case  of  trains  going  in  this  direction  (i.e.  east 
from  Bellshill)  the  brake  van  was  attached  next  to  the  engine,  and  Davidson  rode  on  the 
i>uffers  between  the  last  waggons.  Shortly  after  the  train  started  he  overbalanced  and 
&11  to  the  ground,  his  right  leg  being  run  over  by  the  last  waggon. 

The  Company  do  not  appear  to  have  issued  any  written  or  printed  instructions  as  to 
the  method  of  working  these  trains  on  the  Colliery  line,  but  there  is  no  doubt  that  the 
-method  adopted  by  Davidson  is  sanctioned  by  the  officials  responsible  for  the  working. 
The  practice  of  ricfing  on  the  buffers  of  waggons  is  a  dangerous  one,  and  I  am  of  opinion 
that  the  Company  should  take  steps  to  prevent  the  necessity  for  its  being  adopted. 

The  Bellshill  Colliery  sidings  are  the  property  of  the  Summerlee  and  Mossend  Iron 
rand  Steel  Company,  Limited,  and  are  not  lighted  in  any  way,  although  shunting  opera- 
tions are  frequently  carried  on  in  them  after  &rk,  and  I  consider  that  the  railway  company 
ought  to  press  the  colliery  owners  to  provide  sufficient  light  to  enable  the  necessary 
.^hunting  to  be  carried  out  with  safety  to  the  men  employed  therein. 

I  have,  &c., 

J.  H.  Abmttagb. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CAMBRIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  2nd  October,  1901. 

I  HAVE  the  honour  to  report,  for  tJie  information  of  the  Board  of  Trade,  in 
tkccordance  with  your  Order  of  September  12th,  the  result  of  my  inquiry  into  the  drcum- 
•stances  attending  the  fetal  accident  which  occurred  on  the  16th  August  to  labourer 
William  Lewis,  at  Pwllheli,  on  the  Cambrian  Railway. 

In  this  case  Lewis  was  assisting  carriage  fitter  John  Martin  to  repair  the  brake  work 
of  a  coach  standing  in  the  carriage  shed,  and  for  this  purpose  the  men  were  at  work 
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beneath  the  carriage.  While  they  were  in  this  position  Martin,  who  was  in  charge  of  the 
work,  was  warned  by  shunter  Williams  that  an  engine  was  going  to  back  on  to  the  coaches 
to  pick  up  a  brake  van .  Martin  acknowledged  tms  warning,  but  to  complete  the  work 
both  men  remained  beneath  the  coach  for  some  few  minutes  afterwards,  with  the  result 
that  they  were  caught  in  this  position  when  the  carriages  were  moved,  and  Lewis,  in 
attempting  to  pass  between  the  wheels,  was  run  over  and  Killed. 

It  is  to  be  regretted  that  Martin  foiled  to  inmiediately  comply  with  the  warning 
received  from  Williams,  as  I  am  satisfied  that  there  was  ample  time  for  both  men  to  hava^ 
got  clear  before  the  coaches  were  moved. 

Martin  is  also  to  blame  f6r  neglecting  to  place  red  flags  on  the  leading  vehicle  when 
working  in  such  a  dangerous  position.  He  assures  me  it  is  his  general  practice  to  take 
this  precaution,  but  in  this  instance  he  omitted  to  (Jo  so,  for  the  reason  that  he  had  left 
the  flags  behind.  I  find  the  Company's  instructions  in  connection  T^ith  the  protection  of 
men  wien  employed  at  such  work  have  been  rather  vague  in  the  past,  but  since  the  acci- 
dent stringent  regulations  have  been  issued  to  the  staff  which,  if  carefully  enforced,  will 
no  doubt  prove  advantageous. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary,  • 

Railway  Department,  Board  of  Trade. 


CARDIFF   RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  19th  October,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  October  2nd  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  September  11th,  at  Collingdon  Road,  on  the 
Cardiff^  Railway,  whereby  assistant  brakesman  William  Evans  was  injured. 

About  2.15  p.m.,  Evans  was  assisting  to  form  a  goods  train  in  the  "  Warehouse  *^ 
Road  at  Collingdon  Road,  on  the  west  side  of  the  West  Dock.  He  was  working  under 
the  instructions  of  the  guard,  who  had  told  him  to  couple  up  those  waggons  which  had 
already  been  marshalled.  In  order  to  release  the  brake  on  one  of  the  waggons  he 
attempted  to  pass  between  two  waggons  which  were  standing  slightly  apart.  The 
waggons,  however,  were  just  then  closed  up  by  the  engine,  with  the  result  that  Evan^ 
was  caught  between  the  buffers  and  injured.  1  was  unable  to  tak^  the  evidence  of  the 
injured  lad,  but  after  the  accident  he  admitted  to  the  guard  that  he  was  alone  to  blame,, 
and  the  accident  must  be  attributed  to  his  own  want  of  caution. 

The  fitting  of  "  eitherside  "  brakes,  as  provided  for  in  the  "  Prevention  of  Accidents 
Act,  1900,"  will  no  doubt  prevent  many  accidents  of  a  similar  nature  in  the  future. 

I  have,  &c., 

J.  H.  Abmytage. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CHESHIRE  LINES. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  .  19th  August,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  August  2nd  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  July  1 8th,  at  Northgate  Station,  Chester,  on 
the  Cheshire  lines,  whereby  fireman  Heniy  Fowler  was  injured. 

Fowler,  who  is  in  the  service  of  the  Great  Central  Rfiulway  Company,  was  fireman  on 
a  six-wheels-coupled  side  tank  engine,  working  with  a  goods  train  which  was  shunting  in 
the  yard.    About  12.15  a.m.,  part  of  the  train  was  being  set  back  slowly,  and  Fowler  waa 
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standing  inside  the  hand  rails  on  the  left  hand  side  of  the  engine  looking  through  the: 

rtacle  plate  for  hand  sisals  from  the  shunter.     From  some  unaccountable  cause  he 
^  ^)ed  and  fell  off  the  footplate  sideways,  through  the  hand  rails  on  to  the  ballast,  break- 
ing his  collar-bone.     The  mishap  must  be  regarded  as  a  pure  accident. 

I  have,  &c., 

J.  H.  Abmttaoe. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
«IR,  nth  October,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 

accordance  with  the  Order  of  October  2nd  I  have  held  an  inquiry  into  the  circumstances 

attending  the   accident  which   occurred   on    September   18tii,   at  the   Aldwarke  Main 

Colliery  Sidings,  at  Parkgate,  on  the  Great  Central  Railway,  whereby  porter-guard  Fred 

•Goodhand  was  injured. 

About  7.5  a.m.,  it  was  necessary  to  attach  six  waggons  of  coke  to  a  down  train. 
The  waggons  were  standing  on  the  "  slip-loop "  road,  which  is  the  property  of-  the 
Colliery  Company,  and  which  is  not  sufficiently  well  laid  to  carry  the  Railway  Company's 
engines.  The  waggons  were  therefore  towed  into  the  sidings  by  means  of  a  tow-rope 
attached  to  the  train  engine,  which  travelled  on  a  parallel  line.  Goodhand  was  holding 
the  hook  of  the  tow-rope  in  the  side  loop  of  one  of  the  waggons,  and  as  the  rope  became 
tout  his  right  thumb  was  crushed  between  the  hook  and  the  waggon.  Goodnand  had 
never  previously  assisted  in  using  a  tow-rope,  and  I  attribute  the  accident  mainly  to  his 
want  of  experience. 

The  tow-rope  is  only  used  to  draw  out  waggons  which  have  been  left  in  the  "  slip- 
loop  "  road  by  the  Colliery  Company's  engines.  As  a  rule,  the  waggons  are  taken  into 
the  sidings  by  the  Colliery  engines,  and  it  is  only  when  the  sidings  are  full  that  they  are 
left  on  the  *'  slip-loop  "  road.  The  entire  abolition  of  tow-roping  at  these  sidings  can  be 
accomplished  by  any  one  of  the  following  methods  : — 

( 1 )  Clearing  the  sidings  more  frequently. 

(2)  Providing  more  siding  ac4X)mmodation. 

(3)  Declining  to  accept    waggons   from    the    colliery   unless   they   are 

placed  in  the  sidings.  • 

(4)  Relaying  the  "  slip-loop  "  road,  so  that  train  engines  can  use  it. 

As  the  use  of  a  tow-rope  is  always  attended  with  considerable  risk,  I  am  of  opinion 
that  the  Company  should  take  steps  to  render  such  a  practice  unnecessary. 

The  tow-rope  used  at  the  sidings  is  made  of  steel  wire  rope,  and  on  the  date  of  my 
inquiry  one  of  the  metal  "  eyes  "  (which  protect  the  rope  from  the  friction  caused  by 
the  rings  attached  to  the  hooks)  was  out  of  place.  As  i  was  given  to  understand  that 
the  rope  had  been  in  this  condition  for  more  than  a  fortnight,  I  suggest  that  the  Company 
would  do  well  to  issue  instructions  which  would  ensure  the  regular  inspection  of  these 
ropes  by  competent  persons. 

The  Company's  attention  should  also  be  drawn  to  the  fact  that  these  sidings  are  not 
lighted  in  any  way,  although  shunting  operations  are  frequently  carried  on  in  them  aflier 
dark. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  19th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
-accordance  with  the  Order  of  October  16th  I  have  held  an  inquiry  into  the  circumstances 
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attending  the  accident  which  occurred  on  September  19th,  at  Sheffield,  on  the  Great 
Central  Kailway,  whereby  driver  David  Mason  was  injured. 

Mason  was  in  charge  o£  a  tank  engine  which  was  standing  on  the  turntable  road 
about  7.35  p.m.  The  signal  which  governs  the  lead  from  the  turntable  road  to  the 
up  goods  line  was  pulled  off  about  7.55  p.m.,  and,  in  accordance  with  his  instructions,. 
Mason  went  ahead  Just  as  he  reached  the  points  his  engine  came  into  collision  with 
another  light  engine  standing  on  the  up  goods  line.  Both  engines  were  slightly 
damaged,  and  Mason  was  thrown  against  the  reversing  screw  of  his  engine  and  sustained 
a  broken  rib. 

The  engine  which  was  standing  on  the  goods  line  had  a  red  light  on  the  left-hand 
buffer  of  the  tender,  and  I  am  of  opinion  that  Mason's  fireman,  James  Brewtnall,  would 
have  seen  this  had  he  been  keeping  a  sharp  look-out.  The  accident,  however,  was 
primarily  due  to  the  fiewt  that  Isaac  Wragg,  the  signalman  in  No.  6  box,  permitted  the 
tank  engine  to  leave  the  turntable  road  while  the  tender  engine  was  standing  on  the 
goods  line  in  front  of  the  home  signal  for  No.  7  box,  which  was  at  danger. 

Wragg  states  that  signalman  William  Willis,  in  No.  7  box,  accepted  the  tender 
engine,  and  gave  the  '^  Out  of  section  "  signal  for  it  about  7.45  p.m.  Willis,  however, 
denies  that  the  engine  was  offered  to  him  till  after  the  collision,  and  his  statement  is 
supported  by  the  evidence  of  his  train-register  boy,  Joseph  Keyworth,  and  the  entries  in 
his  block  book.  The  block  book  in  No.  6  box  throws  no  light  on  the  point  in  dispute,  as 
entries  are  not  made  in  it  for  trains  travelling  on  the  goods  lines.  Wragg  bears  an 
excellent  character,  but  the  weight  of  evidence  is  certainly  against  him,  and  the 
responsibility  for  the  accident  must  rest  with  him. 

It  was  stated  in  evidence  that  the  train-register  boy  in  No.  7  box,  Joseph  Keyworth, 
has  been  in  the  habit  of  attending  to  the  train  instniments  instead  of  confining  his 
attention  to  the  entries  in  the  blocK  book.  Signalman  Willis  is  to  blame  for  permitting 
this  practice,  and  it  is  to  be  hoped  that  the  Company  will  take  steps  to  effectually  prevent  a 
repetition  thereof. 

The  points  leading  from  the  turntable  road  to  the  up  goods  line  are  only  about 
100  feet  from  the  home  signal  for  No.  7  box,  and,  in  order  to  permit  other  engines  to  go- 
to and  from  the  turntable,  drivers  are  occasionally  allowed  to  draw  past  this  signal  when 
it  is  at  danger.  The  practice  of  permitting  drivers  to  pass  signals  at  danger  at  any  time 
is  objectionable,  and  I  am  of  opinion  that  the  Cbmpany  should  take  steps  to  abolish  the 
necessity  for  it  in  this  case. 

I  have,  &c.,    . 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  12th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  October  16th  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  September  20th,  at  Mexborough,  on  the  Great 
Central  Railway,  whereby  Ben  Dyson,  a  cleaner  in  the  service  of  the  Lancashire  and 
Yorkshire  Railway  Company,  was  "injured. 

Dyson  was  acting  as  fireman  on  a  six-wheels-coupled  goods  engine,  which  was 
working  on  the  1.0  p.m.  "locomotive  coal*'  train  from  Koundwood  to  Mirfield.  The 
train  stopped  at  Mexborough  Station  for  about  ten  minutes  to  take  water,  and  left  at 
6.15  p.m.  When  approaching  Mexborough  West  Junction,  Dyson,  without  saying 
anything  to  his  driver,  left  the  footplate  in  order  to  light  the  head-lamp.  When  placing 
the  lighted  lamp  in  the  socket  he  fell  from  the  engine  and  was  injured.  The  driver  did 
not  notice  Dyson's  absence  till  he  heard  something  rattle  on  the  right-hand  side  of  the 
engine,  and  he  at  once  brought  the  train  to  a  stand.  The  train  had  been  checked  by 
signals  at  the  Junction,  and  probably  Dyson  fell  oflf  when  the  driver  opened  the  regulator 
after  the  signal  had  been  pulled  off.  The  train  was  booked  to  stop  at  Wath,  about  a  mile 
further  on,  and  the  head-lamp  should  have  been  lighted  there  or  at  Mexborough  while 
the  engine  was  stationary. 
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I  consider  that  Dyson  must  be  held  responsible  for  unnecessarily  placing  himself  in 
such  a  dangerous  position.  I  am  afraid,  however,  that  the  lighting  of  head-lamps  while 
engines  are  in  motion  is  by  no  means  an  uncommon  occurrence  on  the  Lancashire  and 
Torkshire  Railway.  There  should  be  no  need  for  the  adoption  of  such  a  dangerous 
practice,  and  I  consider  that  the  Company  should  issue  and  enforce  instructions  for- 
bidding drivers  and  firemen  to  leave  the  footplates  of  engines  in  motion. 

I  have,  &c., 

J.  H.  Abmytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTEEIJ  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  24th  September,  190L 

I  HAVS  the  honour  to  i^^MDrt,  ibr  tha  iolormatkon  of  the  Board  of  Trade,  in  accord- 
ance with  your  Order  of  September  4th,  the  result  of  my  ifiqalry  into  the  ciromustances 
attending  the  accident  which  occurred  on  the  23rd  August  to  labourer  William  Brown, 
at  Downham,  on  the  Great  Eastern  Railway. 

In  this  case,  as  a  trolley,  conveying  Brown  with  several  other  men,  was  running  on 
the  up  main  line  towards  Denver,  when  approaching  the  cross-over  points  trailing  from 
the  up  to  the  down  main  lines,  the  switch  was  pulled  over,  with  the  result  that  the  trolley 
left  the  road,  and  Brown,  in  fitUing,  injured  his  back.  Signalman  Wright  was  advised  prior 
to  the  accident  that  it  was  necessary  to  run  two  trolleys  on  the  "up"  line  to  Denver,  and 
he  saw  them  leave  the  platform,  having  a  space  of  from  25  to  30  yards  between  them.  A 
goods  train  arrived  at  uie  same  time  on  the  "down"  line,  and  the  engine  with  14  trucks 
attached  was  uncoupled  and  proceeded  forward  clear  of  liie  cross-over  road  points,  over 
which  this  portion  of  the  train  had  to  pass.  As  the  signal  cabin  is  placed  on  the  &r  side 
of  the  down  line,  Wright's  view  of  the  trolley  was  temporarily  obstructed  by  the  waggons. 
He,  however,  saw  the  leading  trolley,  which  he  mistook  for  the  second,  clear  of  the  cross- 
over point,  and  acccwrdingly  set  the  road,  with  the  result  stated  above. 

The  mishap  was  due  to  signalman  Wright  mistaking  the  first  trolley  for  the  second. 
He  should  have  assured  himself  that  both  trolleys  were  clear  of  the  points  and  beyond  the 
startling  signal  before  throwing  over  the  switch*  Wright  is  also  to  blame  for  moving  the 
points  before  receiving  a  signal  from  the  guard  that  the  waggons  of  the  goods  train  were 
clear,  thereby  disregarding  Rule  62. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  &W., 
Sir,  oth  Noveoaber,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  October  4th,  tiae  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  16th  September  to  assistant  linemen 
A.  Selway  and  J.  Fish,  at  Uford,  on  the  Great  Eastern  Railway. 

In  this  case,  as  Selway  and  Fish  were  repairing  an  electric  fouling  bar  on  the  down 
local  line  at  the  entrance  to  the  carriage  sidings,  they  were  knocked  down  by  the  engine 
of  an  empty  carriage  train  leaving  the  sidings  for  Romford,  and  were  run  over,  both  men 
receiving  severe  injuries,  which,  in  the  case  of  Selway,  subsequently  proved  fatal. 

The  work  was  of  such  a  description  that  it  was  necessary  for  both  men  to  be  employed 
at  the  same  time,  and  therefore  it  was  impossible  for  either  of  them  to  keep  a  proper  look- 
out. As  they  were  working  at  a  place  where  the  traffic  is  heavy  and  in  a  dangerous  posi- 
tion, thev  should  have  had  a  look -cut  man  for  their  protection. 
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The  appended  circular  letter  was  issued  to  linemen  in  1896,  and  I  am  advised  that 
both  Selway  and  Fish  were  aware  of  its  requirements,  but  in  this  instance  they  did  not 
apply  for  a  flagman. 

I  consider,  however,  that  head  lineman  Plaire,  who  was  in  charge  of  the  work,  and 
admits  that  such  a  precaution  should  have  been  taken,  was  remiss  in  failing  to  assure 
himself  that  the  necessary  look-out  man  had  been  appointed. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


Fouling  Bars  and  Rail  Contaots. 

Qreat  l^uitem  Railway,  Telegraph  Department, 

Liverpool  Street  Station, 
To  LiNBMBN,  May  ISth,  1896. 

In  cases  where  the  above  are  fixed  in  dangerous  positions,  and  also  where  any  length  of 
time  is  likely  to  be  occupied  in  attending  to  them,  the  persons  attending  to  them  must  obtain 
'  a  flagman  for  their  protection  whilst  carrying  out  the  work. 

If  by  any  chance  it  is  found  impossible  to  obtain  a  flagman  from  the  Permanent  Way 
Department  the  most  suitable  man  from  our  Department  must  be  made  use  of,  but  eyery 
effort  must  be  made  to  obtain  a  flagman. 

Please  note,  and  see  thai  all  the  men  under  you  do  the  same. 

(Signed)  H.  G.  Sagh, 

per  E.A.K. 


GREAT  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  5th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  October  4th,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  17th  September  to  W.  Jenkinson,  at 
Whitemoor  goods  shed,  on  the  Great  Eastern  Railway. 

In  this  case  it  was  necessary  to  draw  some  waggons  out  of  No.  2  road  from  the 
north  end  of  the  goods  shed,  but  as  a  number  of  brakes  had  been  pinned  down,  and  the 
rails  were  greasy,  the  engine  ^fas  unable  to  lift  the  load. 

Jenkinson,  who  was  employed  as  a  goods  checker,  volunteered  to  release  one  of  the 
brakes,  and  while  he  was  standing  on  the  levers  for  this  purpose  a  train  of  waggons  was 
brought  ihto  the  shed  from  the  south  end  on  No.  2  road,  and,  coming  against  the 
standing  waggons,  moved  them  forward  a  few  feet,  with  the  result  that  Jenkinson  was 
crushed  between  the  waggon  and  the  sta^ng. 

Shunter  Blackwell  was  responsible  for  bringing  the  waggons  into  the  shed,  and  he 
is  to  blame  for  failing  to  satisfy  himself  that  the  road'  was  clear  before  signalling  the 
driver  to  come  back. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  NORTHERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  WhitehaU,  London,  S.W., 
Sib,  29th  August,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that 
in  accordance  with  your  Order  of  July  29th  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  at  Hunslet  Goods  Station,  on  the  Great 
Northern  Railway,  on  July  5th,  whereby  porter  Charles  Herring  was  injured. 


/  / 


Just  before  leaving  duty  at  8.30  p.m.,  Herring  was  engaged  in  moving  six  waggons 
inside  the  warehouse  towards  the  warehouse  door  by  means  of  a  hydraulic  capstan  nxed 
between  the  warehouse  wall  and  the  line  on  which  the  waggons  were.  The  capstan  is 
started  by  the  capstan-man  placing  his  foot  on  a  plunger  which  projects  slightly  above 
the  cover  plate,  and  the  removal  of  the  man's  foot  should  cause  a  balance  weight  to  close 
the  pressure  valve  and  stop  the  capstan  working.  Herring  by  some  means  got  his  legs 
entangled  in  the  slack  of  the  rope,  and,  owing  to  the  balance  weight  not  acting  properly 
when  he  removed  his  foot,  he  was  taken  round  with  the  capstan  (which  was  revolving  at 
about  half  its  usual  speed)  and  was  severely  injured.  The  shed  foreman  heard  Herring  shout 
and  came  to  his  assistance,  but  owing  to  Herring's  position  it  was  not  possible  to  reach 
the  valve,  which  is  under  the  cover  plate,  and  a  man  was  sent  to  the  engine  house,  which 
is  about  300  yards  away,  to  instruct  the  engine-man  to  stop  the  engine  and  release  the 
pressure  in  the  accumulator. 

The  injured  man  was  unable  to  give  evidence,  and  1  cannot  state  exactly  how 
he  became  entangled  in  the  rope,  but  the  accident  must  be  mainly  attributed  to  the 
&ilure  of  the  operating  mechanism  of  the  capstan.  About  18  months  before  the 
accident  the  plunger,  which  was  on  the  side  of  the  cover  plate  next  to  the  rails,  was 
considered  to  be  too  near  the  rails,  and  a  new  plunger  was  fitted  nearer  to  the  wall. 
The  old  plunger  head  was  removed  and  the  new  plunger  was  connected  with  the  old  one 
by  means  of  a  cranked  lever.  The  aperture  in  the  cover  plate,  through  which  the  old 
plunger  head  worked,  was  left  open,  and  through  this  aperture  some  dirt  appears  to  have 
found  its  way  to  the  bracket  wmch  acted  as  a  guide  to  the  old  plunger  rod,  preventing 
the  rod  fix)m  working  fireely.  This  aperture  has  been  closed  since  the  accident.  Previous 
to  the  accident  the  capstan  had  been  cleaned  and  inspected  regularly. 

These  capstans  occasionally  fail  in  a  similar  way  owing  to  the  packing  of  the  glands 
being  defective,  and  I  would  suggest  that  the  Company  fit  up  an  electric  bell  fix>m  the 
warenouse  to  the  engine  house  in  order  that  the  engine  may  be  stopped  without  delay 
when  necessary.  Owing  to  the  somewhat  small  clearance  between  tne  capstan  and  the 
wall,  it  is  advisable  that  every  possible  precaution  should  be  taken. 

I  have,  &c., 

J.  H.  Armytagk. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT    NORTHERN    RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  23rd  October,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  September  13th,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  fatal  accident  which  occurred  on  the  4th  August  to  James 
Haig,  at  Peterborough  engine  sheds,  on  the  Great  Northern  Railway. 

In  this  case,  Haig  was  cleaning  a  part  of  the  motion  of  an  enrine  which  was  standing 
with  others  on  No.  8  road  in  the  locomotive  steam  shed,  and  for  this  purpose  was  working 
beneath  the  engine  between  the  crank  axle  and  the  firebox.  While  he  was  in  thisposition 
the  engines  were  moved  through  several  others  being  shunted  against  them,  and  Haig  was 
crushed  between  the  web  of  the  crank  and  the  firebox,  sustaining  injuries  which  subse- 
quently proved  fatal.  The  engines  were  shunted  into  the  shed  by  driver  Palmer  on 
receiving  a  signal  from  fireman  Thompson  who  was  standing  at  the  shed  door  about 
120  feet  distant,  Thompson  in  turn  having  received  a  signal  from  shed  setter  Roe  that 
all  was  clear. 

Roe,  who  was  acting  as  shed  setter,  failed  to  give  warning  to  all  men  who  were 
working  on  or  near  the  road  before  giving  permission  for  the  engines  to  be  moved  inside 
the  shed,  as  instructed  by  a  regulation  of  which  he  was  aware,  and  therefore  he  is  to 
blame  for  this  serious  omission,  which  was  indirectly  the  cause  of  the  unfortunate  accident, 

I  have,  &c. 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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GREAT    SOUTHERN    AND    WESTERN    RAILWAY. 

Railway  Department,  B^oard  of  Tvade, 

1,  Whitehall,  London,  S.W., 
Sir,  4th  December.  1901. 

I  HAVK  the  honouT  to  report,  for  the  infonnfttion  of  the  Board 'of  Trade,  in 
aooordance  with  your  Order  o£  September  28th,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  fatal  accident  which  occurred  on  the  10th  September  to 
special  guard  Thomas  O'Dwyer,  at  Limerick,  on  the  Great  Southern  and  Western 
Ruilway. 

In  this  case,  O'Dwyer  had  been  sent  into  the  goods  yard  by  station  mmter  Shanahan 
to  find  out  from  the  inspector  or  foreman  what  time  a  special  train  for  Tuam  would  be 
ready  to  leave,  and  when  walking  towards  the  station  between  the  arrival  and  departure 
lines,  O'Dwyer  either  slipped  on  some  narrow  boxing  about  12  inches  wide  which 
stands  about  four  inches  above  the  ballast  covering  some  point-rods,  or  was  attempting  to 
cross  the  line,  when  he  was  struck  by  .the  engine  of  an  incoming  train  and  run  over, 
sustaining  injuries  which  subsequently  proved  fatal. 

Two  gas  lamps  are  fixed  to  some  buildings  on  either  side  of  the  lines,  one  within 
7.  yards,  and  the  other  about  15  yards  distant  fix)m  the  place  where  the  accident  occurred. 
Both  these  lamps  were  lit,  and  from  the  evidence  it  appears  that  there  was  ample  light 
at  the  time  (9.55  p.m.). 

As  O'Dwyer  had  been  on  duty  (so  £ar  as  I  could  gather)  from  5.40  a.m.  until 
6.45  p.m.,  and  then  after  an  interval  of  only  two  hours'  rest  had  been  called  out  again  by 
station  master  Shanahan,  who  wished  to  know  when  he  had  booked  '^  off "  duty^  it  is 
possible  O'Dwyer  was  not  so  alert  as  he  might  have  been  had  he  been  allowed  more  rest ; 
therefore  the  accident  may  have  been  partly  due  to  this  cause. 

There  was  no  necessity  for  Shanahan  to  send  for  O'Dwyer,  as  he  might  have  obtained 
the  information  he  require  by  other  means,  but  as  I  find  that  there  is  practically  no 
system  for  booking  men  '^  off  "  and  ''  on  "  duty  at  this  station,  his  aoticm  is  not  surprising. 

I  was  unable  to  obtain  from  the  books  returns  or  statements  which  I  called  for  or 
from  the  Company's  representatives  the  actual  time  O'Dwyer  worked  on  the  day  in 
question,  or  on  any  of  the  other  days  previous  to  the  accident,  therefore  it  appears 
necessary  for  the  Company  to  make  arrangements  whereby  the  actual  time  of  booking 
"  on  "  and  "  off  "  duty  by  the  staff  will  be  accurately  kept  in  future. 

I  also  consider  that  the  ballast  should  be  brought  up  to  the  level  of  the  boxing 
covering  the  point-rods  between  the  arrival  and  departure  lines,  as  at  present  the  boxing 
forms  a  dangerous  obstruxjtion. 

I  have,  &c., 

John  P.  S.  Mai>\ 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade, 


GREAT    WESTERN    RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  18th  September,  1901. 

I  HAVE  the  honour  to  report,  tor  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  your  Order  of  August  10th,  I  have  held  an  inquiry  into  the  cir- 
cumstances attending  the  accident  which  occurred  at  Fenny  Compton  Station,  on  the 
Great  Western  Railway,  on  August  1st,  whereby  porter  George  William  Cherry  was 
fatally  injured. 

About  9.25  a.m.  Cherry  was  engaged  in  shunting  operations  with  the  7.20  a.m.  up 
goods  train  from  Leamington  to  Banbury.  The  train  engine,  with  five  waggons  attached 
m  rear,  was  standing  on  the  down  mam  line,  which  runs  approximately  north  to  south. 
Parallel  to  this  line,  and  on  the  west  side  of  it,  is  the  '*  mileage  "  siding,  which  is  con- 
nected to  the  down  main  line  by  a  slip  road,  which  enteife  the  siding  at  a  point  about  60 
yards  firom  the  buffer  stops  at  the  north  end.  Four  empty  waggons  were  standing  in  the 
"  mileage"  siding  south  of  the  points  leading  to  the  down  main  line,  and  it  was  necessary 
to  place  these  waggons  at  the  north  end  of  the  siding  against  the  buffer- stops.     In  order 
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to  do  this,  Cherry  placed  one  hook  of  the  tow-rope  in  the  front  hole  of  the  iron  solebar.  of 
tfce  second  waggon,  the  hook  at  the  other  end  of  the  tow-rope  being  placed  on  the  (fetw-' 
bar  hook  in  front  of  the  engine  by  the  guard  of  the  train.  The  waggons  were  thus  drtt^v^* 
down  the  siding  about  as  far  as  the  points  when  the  engine  was  stopped  according,, to 
Cherry's  instructions.  While  the  waggons  were  running  forward  Cherry  attempted  to 
release  the  tow-rope  hook  from  the  waggon,  but  failed  to  so,  and  the  slack  of  the  rope 
&lling  on  to  the  ground  caught  against  the  guard  rail  at  the  point  where  the  outer  rail  of 
the  slip  crosses  tne  outer  rail  of  the  down  main  line.  Wnen  the  guard  saw  this,  he 
attempted  to  release  his  end  of  the  tow-rope  from  the  engine,  but  failed  to  do  so.  The 
impetus  of  the  waggons  caused  the  rope  to  become  taut,  and  it  was  severed  by  the  sharp 
edge  of  the  guard  rail.  The  severed  portion  at  the  end  attached  to  the  waggons  was 
about  9  feet  5  inches  in  length,  and  this  end  curled  round  Cherry,  throwing  him  down. 
The  waggons  continued  to  run  forward  slowly,  and  two  of  the  axle-boxes  struck  Cherry 
on  the  head,  causing  fatal  injuries. 

I  consider  that  this  unfortunate  mishap  must  be  regarded  as  a  pure  accident.  I  am 
inclined  to  think  that  Cherry,  in  his  anxiety  to  release  the  hook  from  the  wa^gou^  did 
not  realise  the  impending  danger.  No  doubt  if  the  guard  had  released  his  end  ofthe  rope 
promptly,  the  accident  would  nave  been  avoided,  but  the  whole  occurrence  took  place  tn 
such  a  snort  space  of  time  that  T  do  not  think  any  blame  should  be  attached  to  him. 

The  use  of  a  tow-rope  is  always  accompanied  with  a  certain  amount  of  danger,  and 
should  be  avoided  wherever  possible,  but  owing  to  the  arrangement  of  the  lines  and  siding's 
at  Fenny  Compton  Station,  which  was  constructed  many  years  ago  by  the  Oxford  fUid 
Birmingham  Company,  it  is  not  practicable  to  perform  certain  shunting  operations  in  any 
other  manner. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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GREAT    WESTERN    RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W^ 
Sir,  18th  November,  19tfL 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Beard  of 'Trade,  in 
accordance  with  your  Order  of  October  18th,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  fat^-l  accident  which  occurred  on  the  llth  September  to 
emgine  driver  Willmm  lies,  at  Bristol  Steam  Sheds,  on  the  Great  Western  Railway. 

In  this  case,  lies  was  oiling  part  of  the  motion  of  an  engine  which  was  standing  on 
No.  1  road,  and  while  he  was  employed  at  this  work  several  other  engines  were  brought 
acrainst  the  one  at  wKich  lies  was  engaged,  and  moved  it  forward,  so  that  he  was  crushed 
between  the  web  of  the  crank  and  the  fire-box,  with  fatal  results. 

Immediately  in  front  of  the  engine  at  which  lies  was  working  were  four  other  engitveft, 
with  a  space  of  a  few  feet  between.  The  engines  had  been  set  in  the  positions  they  occu- 
pied by  driver  Haynes,  with  the  assistance  of  fireman  Chapman,  who  went  back  after  iliit 
movement  had  been  completed  in  order  to  apply  the  hand  brakes,  but  Chapman  seeitig 
two  other  engines  coming  back  on  the  same  roaa,  and  knowing  that  it  was  necessary  ib 
clear  No.  2  points,  did  not  apply  the  brakes  or  take  any  steps  to  stop  the  incoming  engines, 
but  allowed  them  to  close  up  against  the  one  which  lies  was  preparing.  For  this  Chtip- 
man  is  to  blame  in  failing  to  give  warning.  Fireman  Burnett,  who  has  since  been  ^tis- 
charged,  shunted  the  two  engines  into  No.  1  road  without  taking  the  precaution  to  sfee 
that  all  men  were  clear,  thereby  disobeying  instructions  of  which  he  was  aware,  and  for 
this  he  also  is  to  blame. 

Driver  Higby,  with  whom  Burnett  was  working,  allowed  his  fireman  to  shunt  the 
engines  alone,  and  as  it  is  a  customary  practice  for  two  men  to  be  with  engines  when 
shunting  in  a  locomotive  yard,  Higby  is  to  be  blame  for  permitting  Burnett  to  undertake 
the  work  by  himself. 

I  consider  that  it  is  very  necessary  for  two  men  to  be  with  engines  shunting  in  loco- 
motive sidings  and  steam  sheds,  and  as  this  is  not  specially  ordered,  although  it  may  be  a 
customary  practice,  I  think  that  it  would  be  advisable  for  the  Company  to  issue  definite 
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in&tructionB  to  the  effect  that  engines  must  not  be  shunted  unless  there  are  two  men  in 
attendance. 

I  hare,  &c., 
The  Assistant  Secretary,  John  P.  S.  Main. 

Bailway  Department,  Board  of  Trade. 


GREAT  WESTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  18th  October,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  October  2nd,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  at  Merthyr,  on  the  Great  Western  Railway,  on 
September  18th,  whereby  packer  H.  Jones  was  fatally  injured. 

Jones  and  another  packer  were  engaged,  under  the  superintendence  of  their  ganger,  in 
putting  some  strengthening  chairs  into  the  engine  shed  road,  about  38  yards  south  of  the 
water  tank.  About  7  a.m.  the  ganger  and  the  other  packer  went  across  the  main  lines  to 
fetch  a  chair,  and  left  Jones  to  work  by  himself.  Shortly  afterwards,  a  six- wheels-coupled 
saddle  tank  engine  came  out  of  the  shed  and  stood  at  the  water  tank  for  about  four  minutes. 
The  fireman  was  occupied  in  taking  water  while  the  driver  was  oiling  the  slide  bars. 
Neither  of  them  noticed  Jones  at  work,  and  after  sounding  the  whistle  the  driver  went 
ahead  down  the  engine  shed  road,  with  the  result  that  Jones  was  struck  by  the  engine 
and  fatally  injured. 

Owing  to  a  curve  in  the  line  it  would  have  been  impossible  for  the  driver  to  have 
seen  Jones  from  the  footplate,  and  by  no  means  easy  for  the  fireman  to  have  done  so, 
and  I  have  no  reason  to  believe  that  they  were  not  keeping  a  proper  "  look-out."  Uefore 
leaving  Jones  the  ganger  had  informed  him  of  his  intention  to  fetch  the  chair,  and 
Jones  must  have  been  aware  that  his  safety  was  entirely  dependent  on  his  own  vigilance. 
I  am  of  opinion  that  no  blame  can  be  attached  to  anyone  but  the  unfortunate  man 
himself. 

I  have,  &c., 

J.  H.  Abmttage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


HIGHLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  4th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  August  27th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  August  17th,  on  the  single  line  near  Dunphail, 
on  the  Highland  Railway,  whereby  engine  driver  George  Begg  Michie  was  fatally  injured. 

Michie  and  his  fireman,  William  Mcintosh,  were  working  the  10.10  a.m.  passenger 
train  from  Inverness  to  Aviemore.  A  pilot  engine  was  attached  to  the  train,  in  front  of 
Michie's  engine,  at  Forres.  When  approaching  Dava  Viaduct,  which  is  about  a  mile 
south  of  Dunphail  Station^  Michie  was  standing  in  the  driver's  usual  position,  on  the 
left  hand  side  of  the  footplate,  and  Mcintosh  commenced  firing.  When  the  firing  was 
completed,  Mcintosh  noticed  that  Michie  was  not  on  the  footplate,  and  assumed  that  he 
had  gone  to  the  pilot  engine.  Mcintosh,  therefore,  worked  the  engine  to  Dava,  where 
the  train  was  booked  to  stop,  a  distance  of  about  six  miles.  A  surface  man  was  standing 
on  the  line  at  the  south  end  of  the  Dava  Viaduct  when  the  train  passed,  and  immediately 
afterwards  he  saw  Michie's  body  lying  on  the  east  side  of  the  "  four-foot "  way  at  the 
north  end  of  the  viaduct.  Judging  from  the  condition  of  the  ballast  and  from  the 
unfortunate  man's  injuries,  it  would  appear  that  he  had  fallen  on  his  head  just  opposite 
one  of  the  buttresses  of  the  viaduct. 

There  is  no  evidence  to  show  how  or  why  Michie  fell  from  his  engine.     I  fear, 
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however,  that  Mcintosh  had  some  justification  for  his  assumption  that  Michie  had  gone  ta 
the  pilot  engine,  as  it  appears  that  the  practice  of  going  from  a  train  engine  to  a  pilot 
engine  while  in  motion  is  not  unknown  amongst  some  of  the  drivers  on  this  line.  The 
deceased  man,  however,  bore  an  excellent  character,  and  I  have  no  reason  to  believe  that 
he  would  have  adopted  such  a  dangerous  practice.  Since  the  accident  the  Company 
have  issued  instructions  to  their  drivers  and  firemen  forbidding  them  to  leave  thle 
footplates  of  their  engines  while  the  latter  are  in  motion. 

I  have,  Ac, 

J.  H.  Armttaos. 

The  Assistant  Secretary, 

Kailway  Department,  Board  of  Trade. 


LANCASHIRE   AND   YORKSHIRE  AND   LONDON  AND  NORTH-WESTERN 

JOINT  RAILWAYS. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  11th  October,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  September  20th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  at  Talbot  Road  Station,  Blackpool,  on  the 
Lancashire  and  Yorkshire  and  London  and  North- Western  Joint  Railways,  on  August 
22nd,  whereby  extra  porter  James  C.  Bullock  was  injured. 

At  about  7.15  a.m.  Bullock  went  to  the  ashpit  to  fetch  a  wheelbarrow  to  the  plat- 
form. The  path  fix)m  the  ashpit  to  the  bottom  of  the  platform  slope  lies  between  No.  1 
carriage  siding  and  No.  6  platform  line,  and  there  is  not  room  for  a  barrow  on  this  path 
when  both  lines  are  occupied.  As  Bullock  wheeled  the  barrow  on  to  this  path  it  was 
struck  by  a  light  engine  coming  out  of  the  platform  line,  and  Bullock  was  crushed 
against  the  coaches  in  the  carriage  siding.  The  platform  line  is  on  a  curve  and  the  driver 
could  not  see  Bullock  in  time  to  warn  him.  Bullock  might  have  detected  the  approach 
of  the  engine  from  the  position  of  the  signals,  but  as  he  had  only  been  in  the  service  for 
ten  days  he  can  hardly  be  blamed  for  not  doing  so.  Owing  to  the  curve  of  the  platform 
line  and  the  almost  continual  presence  of  coaches  in  the  carriage  siding,  the  signals 
which  govern  the  approach  of  trains  coming  into  the  platform  line  are  not  visible  from 
the  ashpit,  or  from  the  path  leading  thereto,  and  under  present  circumstances  there  will 
always  be  a  considerable  risk  of  similar  accidents  occurring. 

The  most  satisfactory  method  of  removing  this  danger  would  be  to  find  a  safer,  site  for 
the  ashpit  and  the  coal  bunker  which  adjoins  it.  Failing  the  adoption  of  this  method,  which, 
I  understand,  presents  some  difficulty,  I  would  suggest  that  in  future  a  second  man  (who 
must  be  conversant  with  the  working  of  the  signals)  should  always  be  provided  to  act  as 
a  "  look-out "  man,  in  order  to  protect  men  taking  barrows  between  the  platforms  and 
the  ashpit  or  coal  bunker.  I  also  consider  that  this  work  should  only  be  performed 
during  daylight. 

I  have,  &c., 

J.    H.    AnUYTAQE. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH- WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  23rd  September,  1901, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  September  4th,  the  result  of  my  inquiry  into  the  circum- 
stances attending  an  accident  which  occurred  on  the  18th  August  to  shunter  A.  Peel  at 
London  Road,  Manchester,  on  the  London  and  North  Western  Railway. 

In  this  case  when   Peel  was  running  beside  a  train  of  waggons  which  he   was 
uncoupling  for  disposal  in  the  goods  shed  sidings  at  2.0  a.m.,  he  stumbled  over  a  point 


levw  situated  between  Nos.  4  and  5  goods  roads,  and  in  fisilling  dislocated  his  elbow.  An 
electric  arc  lamp  is  placed  about  30  feet  distant  from  the  point  lever  over  which  Peel  fell, 
hnt  the  shadow  caused  by  some  intervening  trucks  obscured  his  \iew  of  the  obstructkm. 
The  point  lerver  in  question  lies  parallel  with  the  sidings,  and  is  hinged  so  that  when  the 
flWitcJl  is  in  its  normal  position  the  lever  falls  to  the  ground,  there  oeing  only  the  depth 
rf  the  handle,  about  2^  inches,  projecting  above  the  ballast.  Partial  protection  is  provided 
by  side  timbers  between  which  the  point  lever  falls,  but  as  these  are  only  carried  forward 
aoout  half  the  length  of  the  handle,  there  is  still  a  liability  to  trip  over  the  lever.  To 
rcHiedy  this  it  would  be  advisable  to  sink  the  frame  further,  so  that  the  top  edge  of  \he 
lever  would  lie  in  a  recess  level  with  the  ground,  similarly  to  the  plan  adopted  with 
No,  4  points.  This  is  especially  necessary  m  this  case  as  the  lever  •is  placed  in  a  path 
regularly  taken  by  shunters  when  uncoupling  waggons.  I  would  also  recommend  that 
all  levers  of  this  design  situated  in  similar  positions  should  be  fitted  in  the  same  manner. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON    AND    NORTH    WESTERN    RAILWAY. 

RaiJwiay  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.-W., 
Sii^  16th  Ocitober,  1901. 

I  HAVE  the  honour  to  report,  for  the  infonnation  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  October  4th,  the  result  of  my  inquiry  into  the  circuA* 
atemces  attending  the  fatal  accident  which  occurred  on  the  4th  September  to  driver 
E*  Harrington  at  Earlestown  on  the  London  and  North  Western  Railway. 

In  this  case  Harrington  was  working  the  9.35  a.m.  passenger  train  froon  Manchester 
to  Liverpool  with  tank  engine  No.  660.  Just  beyond  Earlestown,  guard  Lofthouae  who 
was  inside  the  leading  brake-van  of  a  train  whix;h  was  being  propelled  on  an  adjacent  lioe 
of  rails  saw  Harrington  leaning  outwards  from  between  the  hand-rail  pillars  at  the 
entrance  to  the  engine  cab,  and  looking  backwards.  Immediately  afterwards  Harringtoii'fl 
h^d  came  in  contact  with  the  projection  forming  the  guard's  outlook  on  the  brake-van, 
and  he  was  thrown  from  the  engine  with  &tal  results. 

The  space  between  the  rails  at  the  point  where  the  accident  occurred  is  six  feet,  and 
thie  clearance  between  the  projection  on  the  brake-van  and  the  widest  part  of  the  engine 
wa^  not  less  than  2  feet  4  inches.  Harrington  must  therefore  have  been  leaning  outwards 
in  a  dangerous  and  unnecessary  manner,  a^d  consequently  the  accident  is  attributable  to 
W£mt  of  caution  on  the  part  of  the  deceased. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


I  have^  &c., 

John  P.  S.  Mabt. 


LONDON    A^D    SOUTH    WESTERN    RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  5th  December,  1901. 

I'  haveJ  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order,  the  result  of  my  inquiry  into  the  circumstances  attending  the 
&tal  accident  which  occurred  on  the  18th  September  to  brakesman  J.  W.  Waite  at 
Brentford,  on  the  London  and  South  Western  Railway. 

In  this  case,  Waite  was  running  with  a  number  of  waggons  which  had  been  loose- 
shunted  into  the  down  siding  at  about  2.0  p.m.  for  the  purpose  of  applying  the  brakes, 
when  he  apparently  stumbled,  possibly  when  attempting  to  apply  the  new  cross  brake  on 
the  leading  waggon,  and  falling  across  the  rails  he  was  run  over  with  fatal  results. 
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The  brake  lever  in  question  can  be  operated  from  either  side  of  the  waggon,  but  the 
method  of  application  differs  from  the  usual  vertical  movement,  in  that  it  is  applied 
horizontally.  I  am  satisfied  however  that  Waite  had  considerable  experience  in  its  use  ; 
therefore  the  mishap  appears  to  have  been  accidental. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  18th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  your  Order  of  October  2nd,  I  have  held  an  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  September  1 3th,  at  Hailsham,  on 
the  London,  Brighton  and  South  Coast  Railway,  whereby  shunter  Percy  Norgate  was 
injured. 

Norgate  was  acting  as  assistant  guard  on  a  goods  train  which  was  shunted  into  the 
up  siding  at  Hailsham.  The  train  consisted  of  26  heavily  loaded  waggons  and  two  brake 
vans.  The  siding  is  on  a  gradient  of  1  in  110  falling  towards  the  buffer  stops.  After  the 
train  had  been  brought  to  a  stand  in  the  siding  Norgate  left  the  brake  in  his  van  hard  on, 
but  the  head  guard,  Lewis  Pagden,  left  his  brake  only  partially  on.  A  waggon  was  placed 
on  the  up  line  by  a  down  goods  train  and  the  engine  of  Pagden's  train  was  required  to  put 
the  waggon  into  the  yard.  Pagden  had  left  his  train  and  was  standing  near  the  waggon. 
After  Norgate  had  uncoupled  the  engine  from  the  train  he  got  on  to  the  step  of  the  engine 
and  told  the  driver  to  go  ahead.  As  soon  as  the  engine  started  Norgate  noticed  that  the 
train  was  running  back  down  the  siding.  He  jumped  off  the  engine  and  dropped  two  of 
the  waggon  brakes,  but  without  any  appreciable  effect.  He  could  not  see  a  sprag  near 
and  therdfore  he  picked  up  a  fence  post  and  used  that  as  a  sprag.  This  had  the  e^ct  of 
stopping  the  train,  but  the  post  swung  round  and  struck  Norgate,  knocking  him  down 
and  causing  injuries  to  his  head. 

Though  the  mishap  was  mainly  of  an  accidental  nature,  it  was  primarily  due  to  the 
fact  that  the  train  was  insufficiently  secured.  Norgate  was  under  the  impression  that 
Pagden  had  left  his  brake  hard  on,  and  had  such  been  the  case  I  have  no  doubt  that  the 
brake  power  would  have  been  sufficient.  When  Pagden  left  his  brake  he  was  not  aware 
that  the  engine  was  to  be  detached  from  the  train,  but  before  allowing  Norgate  to 
uncouple  the  engine  he  should  have  warned  him  not  to  rely  on  the  brake  power  of  his 
van, 

I  have,  &c., 

J.  H.  Abmttage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  '  23rd  September,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  September  4th,  the  result  of  my  inquiry  into  the 
circumstances  attending  an  accident,  which  occurred  on  the  14th  of  August,  to  Porter 
Robert  O'Neil,  at  Lancaster,  on  the  Midland  Railway. 

In  this  case,  when  O'Neil  was  leaning  over  the  buffer  head  of  a  waggon  standing  in 
No.  1  unloading  siding  for  the  purpose  of  tjdng  an  end  sheet  string,  another  waggon, 
which  was  one  of  three  which  were  being  hand  shunted,  came  against  the  waggon  at  which 
he  was  engaged,  with  the  result  that  he  was  slightly  crushed  between  the  buiFers. 

10388  M 


84 

The  waggons  were  moved  by  direction  of  goods  foreman  Hiil,  who  failed  to  warn 
O'Neil  of  what  was  about  to  be  done,  therefore  he  must  be  held  responsible  for  the 
accident ;  but  at  the  same  time  O^Neil  acted  unwisely  in  placing  himself  in  such  a 
dangerous  and  unnecessary  position. 

I  have,  &c., 
The  Assistant  Secretary,  J.  P.  S.  Main. 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  23rd  September,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  September  4th,  the  result  of  my  inquiry  into  the  circum- 
stances attending  an  accident  which  occurred  on  the  16th  of  August  to  fireman  W.  L. 
Wale,  at  Grassmoor  West  Sidings,  on  the  Midland  Railway. 

In  this  case,  during  shunting  operations.  Wale,  who  was  working  the  engine, 
his  hand  on   the  regulator,  and  as  the  waggons  buffered  up  he  was  thrown  off  his 
balance,  straining  the  muscles  of  Ms  arm. 
The  mishap  was  accidental. 

I  have,  &c.. 
The  Assistant  Secretary,  J.  P.  S.  Main. 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

.     1,  Whitehall,  London,  S.W., 
Sir,  19th  September,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  September  4th  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  August  24th,  at  the  Brightside  Lane 
engine  shed  at  Sheffield,  on  the  Midland  Railway,  whereby  cleaner  John  Higgs  was 
injured. 

Higgs  was  acting  as  fireman  on  a  six-wheels-coupled  goods  tank  engine  which  had 
been  supplied  with  coal  and  water  before  Higgs  and  his  driver  came  on  duty.  The 
driver  was  aware  of  this  fact,  but  Higgs  was  under  the  impression  that  the  engine  was 
foing  to  take  water  at  the  coal  stage  water  crane,  and  as  the  engine  was  proceeding 
town  the  coal  stage  road  he  stepped  outside  the  footplate  in  the  direction  of  the  tank 
cover  without  saying  anything  to  the  driver.  As  soon  as  the  driver  saw  his  intention 
he  stopped  the  engine,  but  it  passed  the  water  crane,  and  Higgs  was  crushed  between 
the  tank  of  the  engine  and  the  wall  of  the  coal  stage,  his  ribs  being  bruised  and  his  left 
shoulder  being  put  out. 

Even  if  it  had  been  necessary  to  take  water  at  this  water  crane,  there  was  no  reason 
for  Higgs  to  leave  the  footplate  before  the  engine  came  to  a  stand,  and  he  must  take  the 
entire  responsibility  for  the  accident. 

I  have,  &c.. 
The  Assistant  Secretary,  J.  H.  Aumytage. 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade^ 
1,  Whitehall,  London,  S.W., 
Sir,  26th  November,  190L 

I  HAVE  the   honour  to  report,  for  the   information  of  the   Board   of    Trade,    in 
accordance  with  your  Order  of  October  2nd,  the  result  of  my  inquiry  into  the  circum- 
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stances  attending  the  accident  which  occurred  on  the  3rd  September,  to  guard  J.  Little,  at 
Petterill  Bridge  Goods  Station,  Carlisle,  on  the  Midland  Railway. 

In  this  case  Little  was  in  charge  of  a  brake  van  which  had  been  loose  shunted  into  a 
siding  used  as  the  outlet  road  from  the  engine  shed  sidings.  After  he  had  brought  the  van 
to  a  stand  preparatory  to  having  it  placed  in  a  siding  used  for  the  storage  of  brake  vails,  an 
engine,  which  had  been  standing  in  the  coal  stage  siding,  was  brought  out  by  driver  Austin, 
with  the  intention  of  running  into  the  brake  van  siding  to  attach  a  van.  This  engine 
a^llided  with  the  van  in  which  Little  was  standing,  and  he  was  knocked  down  by  the 
impact  and  sustained  slight  injury. 

As  both  the  side  lamps  and  tail  lamp  on  the  van  were  lit  at  the  time,  and  facing  the 
direction  from  which  the  engine  approached,  I  consider  that  driver  Austin  is  somewhat  to 
blame  for  not  keeping  a  better  looK-out. 

I  find  that  it  is  the  general  practice  to  shunt  brake  vans  into  this  siding  from  the  up 
departure  line  without  first  ascertaining  whether  any  engines  coming  out  of  the  engine 
shed  roads  are  likely  to  foul  the  siding,  and  that  it  is  also  customary  for  engines  leaving 
the  loco,  sidings  for  the  brake  van  sicfing  to  pass  the  outlet  signal  while  it  is  at  danger, 
and  thereby  foul  the  road  ;  therefore  the  system  of  working  appears  to  be  faulty.  .  I 
consider  that  steps  should  be  taken  to  protect  this  siding  while  it  is  occupied  in  a  manner 
similar  to  the  case  under  enquiry,  and  would  suggest  that  the  Company  issue  instrudtiohs 
to  the  effect  that  the  outlet  signal  applicable  to  the  loco,  siding  (No.  26),  must  not  be 
passed  by  engines  proceeding  to  the  brake  van  siding  until  it  is  pulled  off,  which  should 
be  an  assurance  that  the  road  ahead  will  be  kept  clear. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  .Rep^r:tment,  Board  of  Trade. 


MIDLAND   RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  12th  October,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  October  1st,  I  have  held  an  enquiry  into  the  circum- 
stances attending  the  accident  which  occurred  at  Leeds  on  the  Midland  Railway  on 
September  14th,  whereby  Engine  Cleaner  Sam  Haigh  was  injured. 

At  about  10  a.m.  Haigh  was  assisting  to  sheet  a  waggon  in  No.  3  siding  in  the 
locomotive  yard.  While  so  doing  he  placed  his  left  hand  on  the  buffer  head  of  the 
waggon,  and  the  next  waggon  being  closed  up  sharply  by  the  yard  pilot  engine,  his 
thumb  was  bruised  between  the  buffers.  It  appears  that  Robert  Savage,  the  driver  of 
the  pilot  engine,  who  was  aware  of  the  fjEtct  that  loading  operations  were  in  progress  in 
No.  3  road,  had  shunted  a  waggon  into  the  adjoining  siding  (No.  2)  and  was  setting 
back  steadily  with  other  waggons  into  No.  3  siding,  when  he  noticed  that  the  waggon  in 
No.  2  siding  was  running  back  towards  the  points.  In  order  to  get  his  engine  clear  of 
the  points  before  the  waggon  reached  them  he  gave  his  engine  a  little  more  steam,  with 
the  result  that  the  waggons  attached  to  the  engine  came  into  contact  with  the  other 
waggons  in  No.  3  siding  and  slightly  moved  them.  He  was  under  the  impression  that 
he  could  get  clear  of  the  points  without  touching  these  waggons,  but  he  failed  to  bring 
his  engine  to  a  stand  sufficiently  soon  to  effect  this.  Before  setting  back  into  No.  3  road 
he  should  have  satisfied  himself  that  the  waggon  in  No.  2  was  secure,  and  the  mishap 
must  be  attributed  to  a  slight  error  of  judgment  on  his  part. 

Savage  works  the  yard.pilot  engine  regularly  but  has  different  firemen  almost  daily,  who 
are  drawn  from  the  extra  firemen  and  passed  cleaners.  As  the  fireman  of  the  pilot  engine 
has  also  to  act  as  shunter,  I  consider  that  it  would  be  more  satisfactory  if  a  regular  man 
were  appointed  to  the  duty. 

I  have,  &c., 

J,  H.  ARAtYTAGE. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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MIDLAND   RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  12th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  .Board  of  Trade,  in 
accordance  with  your  Order  of  October  17th,  the  result  of  my  enquiry  into  the  circum- 
stances attending  the  fatal  accident  which  occurred  on  the  17th  September  to  Fireman 
E.  Rudd,  at  Hasland,  on  the  Midland  Railway. 

In  this  case  when  Rudd  was  walking  along  the  six-foot  way  between  the  up  and 
down  goods  lines  from  Hasland  to  Chesterfield,  at  9.40  p.m.,  he  was  struck  by  a  light 
engine  and  sustained  injury  which  proved  fetal. 

The  deceased,  in  company  with  Driver  Bliss,  had  signed  on  duty  at  Hasland  at 
9.30  p.m.  to  work  the  10.26  p.m.  goods  train  forward  from  Chesterfield,  and  to  take  up 
this  "  working  "  it  was  necessary  lor  the  men  to  walk  along  the  line  for  a  distance  of 
nearly  two  miles  between  Hasland  and  Chesterfield.  There  is  no  pathway  between  the 
two  points  clear  of  all  lines,  and  as  a  considerable  number  of  men  have  to  take  this  route 
for  the  same  purpose,  I  would  recommend  that  the  Company  level  a  space  at  the  side 
of  the  lines  as  a  path  for  the  men,  and  thereby  diminish  the  danger  which  at  present 
exists. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  AND  GREAT  NORTHERN  JOINT  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1.  Whitehall,  London,  S.W., 
Sir,  25th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  October  18th,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  fatal  accident  which  occurred  on  the  26th  September  to  goods 
porter  J.  H.  Drane,  at  Yarmouth  Beach  Station,  on  the  Midland  and  Great  Northern 
Joint  Railway. 

In  this  case,  after  Drane  had  finished  tying  the  sheet  strings  on  one  side  of  a  waggon 
standing  in  No.  4  siding,  he  attempted  to  cross  over  in  front  of  the  waggon  to  the  other 
side,  at  which  porter  Edwards  was  similarly  employed,  but  owing  to  a  number  of  trucks 
being  loose  shunted  into  the  siding,  the  waggons  were  closed  up,  and  Drane,  in  attempt- 
ing to  jump  clear,  was  caught  between  the  buffers  and  crushed  with  fatal  results. 

A  goods  train  was  being  marshalled  in  No.  4  siding,  and  the  waggon  which  Drane 
was  assisting  to  sheet  was  to  form  part  of  the  train.  As  both  men  were  fully  aware  that 
waggons  were  being  shunted  into  the  siding,  it  would  appear  that  Drane  fail^  to  exercise 
sufficient  care  by  placing  himself  unnecessarily  in  such  a  dangerous  position.  At  the 
same  time  the  practice  of  sheeting  waggons  during  shunting  operations  is  objectionable 
and  dangerous,  and  I  consider  that  the  Company  should  issue  instructions  that  such  work 
must  be  done  before  waggons  are  moved  or  likely  to  be  moved. 

I  have,  &c., 

John  P,  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  5th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  August  2nd,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  July  8th  at  Burntisland  Dock,  on  the  North 
British  Kailway,  whereby  shunter  Alexander  Ramsay  was  injured. 
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Ramsay  was  in  charge  of  the  shunting  at  the  Dock,  and  at  about  5.0  p.m.  was  engaged 
in  taking  1 8  loaded  coal  waggons  fix)m  the  station  to  the  West  shore  sidings,  a  distance  of 
about  a  quarter  of  a  mile.  The  waggons  were  propelled  by  the  pilot  engine,  and  Ramsay 
stood  on  the  buflfers  between  the  first  and  second  waggons.  The  West  Shore  sidings  con- 
verge at  the  entrance,  and  the  second  siding,  which  is  supposed  to  hold  20  waggons,  xx>n- 
tained  21.  As  the  waggons  on  which  Ramsay  was  riding  were  being  propelled  into  the  third 
siding  he  attempted  to  step  on  to  the  buffer  of  the  first  waggon  in  the  second  siding,  but  the 
stationary  waggon  was  so  close  to  the  moving  waggons  that  he  was  unable  to  get  his  right 
foot  clear,  and  he  was  drawn  between  the  waggons  and  severely  crushed.  There  is  no 
evidence  to  show  who  was  responsible  for  placing  too  many  waggons  ia  the  second  siding, 
but  even  if  the  siding  had  only  contained  the  proper  number  of  waggons  Ramsay  should 
not  have  attempted  such  a  dangerous  feat,  and  the  responsibility  for  the  mishap  must  rest 
with  him.  The  practice  of  permitting  shunters  to  ride  on  the  buffers  of  waggons  is  very 
imdesirable,  and  I  consider  that  the  Company  should  take  steps  to  abolish  it. 

The  Company's  attention  should  also  be  drawn  to  the  feet  that  the  West  Shore 
sidings  are  not  lighted  at  all,  although  shunting  operations  are  firequently  performed  therein 
after  dark.  The  narrow  spaces  between  many  of  the  sidings  make  the  provision  of 
adequate  lighting  especially  necessary. 

I  have,  &c., 

J.  H.  Armytage, 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  4th  November,  1901.  / 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  August  21st,  I  have  held  an  enquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  August  5th,  near  Ladybank  Station,  on  the 
North  British  Railway,  whereby  surfeceman  George  McLaggan  was  injured. 

At  about  8  a.m.  McLaggan  was  engaged  in  taking  out  some  of  the  bolts  in  the  west 
rail  of  the  down  main  line  to  the  south  of  Ladybank  Station.  The  "  Kinross  '* 
siding  runs  parallel  to  and  on  the  west  side  of  the  down  main  line,  the  distance  between 
the  lines  being  6'  6".  There  was  no  need  for  McLaggan  to  stand  foul  of  this  siding,  but 
just  as  the  8.5  a.m.  passenger  train  from  Ladybank  to  Kinross  was  being  set  back  slowly 
into  the  siding,  he  appears  to  have  stepped  foul  of  it,  and  was  struck  by  the  foot-board  of 
the  brake-van  and  knocked  down.  A  goods  train  was  crossing  from  the  up  main  line  to 
the  down  main  line  at  the  time,  and  possibly  this  prevented  McLaggan  from  hearing  the 
approach  of  the  passenger  train.  This  accident,  however,  must  be  attributed  to  his  own 
want  of  caution.  At  the  same  time,  I  am  of  opinion  that  neither  William  bcott  the  guard, 
nor  Robert  Chalmers  the  fireman  of  the  Kinross  train,  were  keeping  a  proper  look-out, 
or  they  would  have  seen  McLaggan  in  time  to  warn  him*  With  regard  to  the  fireman, 
it  is  only  fair  to  state  that  he  had  to  take  the  tablet  from  the  signalman  just  before  the 
accident  occurred,  but  he  could  have  had  a  clear  view  of  the  men  working  on  the  down 
line  for  some  distance,  and  should  have  sounded  the  whistle  to  warn  them. 

The  injured  man  is  67  years  of  age,  but  the  Company's  officials  state  that  he  was  in 
frill  possession  of  his  faculties. 

I  have,  etc., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W. 
Sir,  19th  September,  1901. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  September  4th,  I  have  held  an  enquiry  into  the  circumstances 
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the  accident  which  occurred  at  Newcastle,  on  the  North  Eastern  Railway,  on 
*u August  10th,  whereby  fireman  Ezekiel  Haddock  was  injured. 

Haddock  was  fireman  on  a  tender  engine  which  was  standing  in  the  "west  end" 
oaarri^ge  sidings.  Some  empty  coaches  were  standing  in  the  next  siding,  and  at  about 
12.10  p.m.  Haddock  noticed  that  the  further  door  of  the  compartment  opposite  the  foot- 
plate of  the  engine  was  open.  He  opened  the  other  door  of  the  compartment,  and  entered 
^e  carriage  and  closed  the  further  door.  Just  then  his  driver  receiv»3d  a  signal  to  draw 
0jjt  of  the  siding,  and  shouted  to  Haddock,  who  replied  *'  all  right."  As  the  driver 
(Started  the  engine,  Haddock  stepped  firoin  the  carriage  to  the  footplate,  but  his  hand  was 
iOaught  between  the  handrail  of  the  engine  and  the  door  of  the  carriage  and  slightly 
ii^iued. 

The  mishap  may  be  attributed  to  excess  of  zeal  on  the  part  of  the  injured  man. 

I  have,  etc., 

J  H.  Armytage. 
*The  Assistant  Secretary, 

^  Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
SiK,  29th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  November  9th,  I  have  held  an  inquiry  into  the  circum- 
stanciiss  attending  the  accident  which  occurred  on  August  14th,  at  Marsh  Lane,  on  the 
JS'orth  Eastern  Railway,  whereby  relief  porter  George  Elgie  was  injured. 

Elgie  was  acting  as  guard  on  a  special  fish  train  leaving  York  at  12.50  a.m.  His  train 
consisted  of  11  waggons,  the  second  and  third  waggons  fi'om  the  engine  being  for  Marsh 
Lane.  On  arrival  at  Marsh  Lane,  at  1.45  a.m.,  the  waggons  were  uncoupled  by  the 
.fi>reman  shunter,  and  after  the  train  engine  had  taken  them  ahead  over  the  points,  they  were 
taken  into  the  yard  by  the  pilot  engine.  The  train  engine  with  the  one  waggon  attached 
set  back  on  to  the  train,  aud  while  in  the  four-foot  way  coupling  up,  Elgie  stumbled,  and 
Jus  arm  was  caught  between  the  buffers  and  bruised.  These  fish  trains  are  fi^ueiitly 
4Bade  up  of  stock  fitted  with  screw  couplings,  ajid  Elgie,  who  had  never  worked  with  a 
j?egular  goods  train,  was  not  using  a  coupling  pole. 

I  consider  the  mishap  to  have  been  due  to  misadventure. 

I  have,  &c.. 
The  Assistant  Secretary,  J.  H.  Arajytagb. 

Railway  Department,  Board  of  Trade. 


NORTH  EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W. 
Sir,  19th  September,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  September  4th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  August  16th,  at  Bog  Hall  Sidings, 
Whitby,  on  the  North-Eastern  Railway,  whereby  shunter  Francis  Frankland  was  injured. 
Frankland  came  from  Whitby  Station  with  a  train  of  empty  coaches  to  be  placed  in 
the  sidings,  which  are  connected  with  the  up  main  line  to  York.  The  train  came  to  a 
stand  clear  of  the  siding  points,  and  Frankland  stood  in  the  six-foot  way  foul  of  the  down 
line,  waiting  for  the  points  to  be  set.  A  down  passenger  train  was  approaching  at  about 
4.15  p.m.,  and  the  driver  sounded  his  whistle,  but  Frankland  did  not  hear  it  in  time,  and 
he  was  struck  by  the  right  hand  buffer  of  the  engine  and  injured.     The  main  lines  at 
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this  point  are  on  a  curve,  and  thisVould  prevent  Frankland  from  seeing  the  dowiv'  train 
till  it  was  close  to  him,  but  for  the  same  reason  he  would  have  had  to  cross  behind  -ftii^' 
own  train  in  order  to- signal  to  his  driver,  and  there  was  no  need  for  him  to  have-  brttti'; 
standing  foul  of  the  down  line  at  all.  '         •      .  j^  rA 

I  attribute  the  accident  solely  to  want  of  caution  on  the  part  of  the  injured  man. 

I  have,  &c.,  -       ■  ^ 

The  Assistant  Secretary,  '  J.  H.  Armttxge. 

Railway  Department,  Board  of  Trade. 


SOUTH  EASTERN  AND  CHATHAM  RAILWAY. 

Railway  Department,  Board  of  Trade,  -'^ 

1,  Whitehall,  London,  S.W., 
SiR^  7th  October,  19010'  •  • 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  acccWl^" 
ance  with  your  Order  of  September  4th,  the  result  of  ray  inquiry  into  the  circumstancJed** 
attending  an  accident  which  occurred  on  the  22nd  August,  to  fireman  John  Gorham,  at 
Brooklin  Station,  on  the  South  Eastern  and  Chatham  Railway.  ''      ' 

In  this  case,  when  Gorham  was  attempting  to  exchange  tablets  with  the  signaltAMW^- ' 
from  the  engine  of  a  passing  train  which  was  running  at  a  speed  of  about  ten  miles' per'* 
hour,  he  missed  the  arm  loop  of  the  tablet  he  should  have  received,  and  falling  from  the 
engine,  sustained  considerable  injury. 

As  the  occurrence  took  place  at  4  a.m.,  when  it  was  quite  dark,  there  being  onlya - 
small  platform  lamp  alight  some  eight  feet  distant  from  the  place  where  the  exchartg^* 
should  have  taken  place,  it  is  not  surprising  that  Gorham  missed  the  tablet  loop,  and, 
moreover,  the  speed  of  the  train  was  much  too  high  to  perform  the  operation  with  safety. 
"  I  understand  the  Company  have  no  regulation  restricting  the  speed  of  passing  trains 
when  an  exchange  of  tablets  has  to  be  affected  by  hand. 

As  this  operation  is  attended  with  considerable  risk,  I  would  recommend  that 
instructions  be  issued  limiting  the  speed  of  trains  to  four  miles  per  hour  when  an  ex- 
change of  tablets  has  to  be  made  in  daylight,  and  after  daylight  no  exchange  to  be  made 
until  trains  have  been  brought  nearly  to  a  stand. 

I  have,  &c.. 
The  Assistant  Secretary,  John  P.  S.  Main. 

Railway  Department,  Board  of  Trade. 
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SOUTH  EASTERN  AND  CHATHAM  RAILWAY. 
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Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W.,  -  •  / 

Sm,  7th  October,  1901.  ^'i   . 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accordai*»*  ' 
with  your  Order  of  September  13th,  the  result  of  my  inquiry  into  the  circumstancsefc »»" 
attending  the  fatal  accident  which  occurred  on  the  27th  August,  to  George  Fowler,- at- 
Dover  Priory,  on  the  South  Eastern  and  Chatham  Railway.  ■-••    -  ? 

In  this  case.  Fowler,  who  was  acting  as  brakesman,  had  to  detach  two  trucks  frottpi 
a  ballast  train  shunting  in  the  locomotive  sidings,  and  for  some  reason  unknown,  he  dis- 
carded the  use  of  his  shunting  pole  and  went  between   the   waggons   to  release   the^ 
couplings.     While  he  was  in  this  position,  the  train  was  brought  back  and  he  eithei 
slipped  in  attempting  to  get  clear,  or  was  knocked  down,  with  the  result  that  he  was  rufe>.' 
over  and  fetally  injured. 

The  train  was  moved  by  driver  Head,  who  mistook  a  swaying  movement  of  the 
arms  made  by  guard  Andrews  when  running  round  the  train,  to  indicate  that  he  had  to — 
come  back  sharply.     Andrews,  however,  assures  me  that  he  had  no  intention  of  giving 
such  a  signal,  and  as  Head  was  aware  that  Fowler  was  uncoupling,  it  is  to  be  regretted 
that  he  foiled  to  satisfy  himself  that  Fowler  was  ready  before  performing  the  shunt. 


90 

.1  can  obtain  no  evidence  that  it  was  necessary  for  Fowler  to  go  between  the  waggons 
to  release  the  coupling,  but  granted  that  it  was  needful,  which  is  doubtful,  as  I  under- 
stand the  couplings  were  quite  slack,  it  was  certainly  unwise  for  Fowler  to  place  himself 
in  such  a  dangerous  position  without  first  informing  the  other  men  concern^. 

I  have,  &c., 
The  Assistant  Secretary,  John  P.  S.  Main. 

.      Railway  Department,  Board  of  Trade. 


SOUTH  EASTERN  AND  CHATHAM  RAILWAY. 

•  Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  8th  October,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  your  Order  of  September  25th,  the  result  of  my  inquiry  into  the  circumstances 
attending  the  fatal  accident  which  occurred  on  the  10th  September,  to  Frederick  Johnson, 
at  Dover  Town,  on  the  South  Eastern  and  Chatham  Railway. 

In  this  case,  Johnson  was  in  the  act  of  unhooking  a  horse  chain  from  the  draw-bar 
coupling  of  a  "  box  "  truck  which  was  being  drawn  out  of  the  shed  siding,  when  he 
apparently  slipped,  and  falling  backwards,  the  wheels  of  the  truck  passed  over  his  left  leg 
and  body,  with  subsequent  fatal  results. 

The  unfortunate  occurrence  was  accidental,  but  at  the  same  time  I  would  suggest 
that  the  Company  issue  instructions  to  their  shunters  that  whenever  it  is  necessary  to 
move  trucks  by  means  of  horses,  the  chain  must  be  attached  to  the  side  loops  and  not  to 
the  cent;'e  coupling,  thereby  considerably  lessening  the  danger  when  unhooking. 

I  have,  &c., 
•  The  Assistant  Secretary,  John  P.  S.  Maix. 

Railway  Department,  Board  of  Trade. 


SOUTH    EASTERN    AND    CHATHAM    RAILWAY.    * 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  8th  October,  1901. 

I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  October  2nd,  the  result  of  my  inquiry  into  the  circum- 
stances attending  an  accident  which  occurred  on  the  18th  September,  to  William  Newing, 
a  carter  in  the  employment  of  a  private  firm  at  Dover  Harbour,  on  the  South  Eastern  and 
Chatham  Railway. 

In  this  case  Newing  was  loading  timber  on  to  trucks  standing  in  the  goods  yard. 
After  the  loading  had  been  completed,  but  before  the  timber  had  been  properly  secured, 
the  waggons  were  moved  out  of  the  sidings  for  the  purpose  of  placing  two  trucks  on  the 
main  line.  The  timber  waggons  were  then  shimted  back  into  the  sidings  and  Newing's 
attention  was  drawn  to  the  fact  that  one  of  the  bolster  stanchions  required  fixing.  When 
he  was  attempting  to  secure  it  some  other  trucks  were  shunted  against  the  one  at  which 
he  was  engaged,  and  the  timber  being  loose  fell  from  the  truck  on  to  dewing,  with  the 
result  that  his  ankle  was  severely  crushed. 

The  waggons  should  not  have  been  moved  until  the  loads  were  properly  secured. 
For  allowing  this  to  be  done  Assistant  Foreman  Denne  and  Shunter  Rason  are  to  blame. 

As  it  was  not  a  part  of  Newing's  duty  to  interfere  in  connection  with  securing  the 
bolster  stanchions,  he  must  take  the  responsibility  for  his  uncalled-for  action. 

I  have,  &c., 

John  P.  S.  Main. 
The  A  ssistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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APPENDIX    C. 


REPORTS  OP  SUB-INSPECTORS  A.  FORD  AND  J.  J.  HORNBY  ON  ACCIDENTS 
TO  RAILWAY  SERVANTS  AND  OTHER  PERSONS  EMPLOYED  ON 
RAILWAY   PREMISES. 


Railway. 


CALEI>OMIAy... 


Particalar8  of  Aocident,  &c. 


ConoluBions  of  the  Sab- 
Inspector  as  to  the  oaasee 
of  the  Aocident. 


Reoommendatioxia. 


Date  of  Accident— 21 8t  August,  1901. 
Place  at  which  Accident  happened 
—Shields  Colliery  Sidings,  Shield- 
muir.  Name  of  Person  injured— 
Henry  Martin.  Age  of  Person 
injured— 23.  Capacity  in  which 
employed  —  Assistant  Brakesman. 
Number  of  booked  working  hourn 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident— 5  J  houri». 
Nature  of  Injury  —  Right  leg 
bruised. 

Description  of  Accident— Martin  had 
gone  from  Motherwell  with  the 
Shieldmuir  pilot  or  bhunting  engine, 
and  at  abouc  10.15  a.m.  he  was  en- 
gaged in  shunting  operations  at 
the  Shields  Colliery  Sidings.  At 
that  time  there  were  attached  to  the 
engine  a  brake  van  and  four  wag- 

Sons, which  were  labelled  for  repairs, 
[artin  placed  the  waggons  in  the 
No.  2  siding,  and  noticing  that  the 
brake  lever  on  the  waggon  nearest 
to  the  points  was  bent  from  the 
waggon  and  was  out  of  order  he 
pieced  a  sprag  in  the  wheel  and 
left  the  waggon  standing  just  suffi- 
ciently clear  to  allow  other  vehicles 
to  run  in  the  adjoining  No.  1  siding 
into  which  he  had  next  to  shunt 
the  brake  van.  As  the  latter  was 
running  into  the  siding  Martin  p:ot 
on  the  foot-step  for  the  purpose  of 
applying  the  brake,  but  whilst  he 
was  walking  along  the  step  he 
collided  with  the  bent  lever  on  the 
waggon  which  he  had  just  left  in 
the  No.  2  siding. 


Date  of  Accident— 21th  August,  1901. 
Place  at  which  Accident  happened 
— Carstairs  J  unction  North  Sidings. 
Name  of  Person  injured— Robert 
Wilson.  Age  of  Person  injured— 
35.  Capacity  in  which  employed — 
Shunter.  Number  of  booked  work- 
ing hours  per  diem — 10|.  How 
lonflT  on  duty  at  lime  of  Accident  — 
6J  hours.  Nature  of  Injury- 
Right  knee  bruised. 

Description  of  Accident  —  On  the 
morning  in  question  it  was  neces- 
sary to  take  16  empty  cattle  wag 
gons  from  the  up  to  the  down 
sidings,  but  owing  to  there  being 
no  existing  arrangements  for  run- 
ning round  purposes,  the  waggons 
had  to  be  pushed  past  the  engine 
with  a  pushing  stick.  Whilst  that 
was  being  done  the  prop  slipped 
from  its  position  and  one  end  get- 
ting under  the  wheel  of  the  engine 
the  other  end  was  forced  upwards 
aud  struck  Wilson's  leg. 


Date  of  Accident — 5th  September. 
1901.  Place  at  which  Accident 
happened — Swinehill  Colliery,  near 
Stonehouse.  Name  of  Person  in- 
jured— John  Morran.  Age  of  Per- 
son injured  —  32.  Capacity  in 
which  employed  —  Brakesman. 
Number  of  booked  working  hours 
per  diem— 10.  How  long  on  duty 
at  time  of   Aocident— 1  hour  40 


In  this  case,  although  the 
space  between  the  No.  1 
and  No.  2  sidings  is  not 
more  than  6  feet,  which  is 
not  sufficient,  I  consider 
that  this  accident,  which 
might  have  been  far  more 
serious,  was  due  to  care- 
lessness On  the  part  of  the 
injured  man. 


Under  the  circumstances  the 
mbhap  was  accidental,  but 
at  the  same  time  there  oan 
be  no  doubt  that  ^e 
primary  cause  was  the  fact 
of  there  being  no  arrange- 
ments to  enable  engines  to 
run  round  waggons  at  this 
place. 


The  line  from  Swinehill 
Junction  to  Swinehill 
Colliery  belongs  to  the 
Darngavil  Colliery  Com- 
pany. The  line  is  single 
and  rises  1  in  80  from  the 
Junction  for  about  quarter 
of  a  mile  and  then  fidls  1 
in  200  to  the  Colliery.  A 
few   yards  north-west  of 


I  understand  that  the  Com- 
pany have  decided  to  re- 
model the  sidingfs  at  Shield- 
muir,  in  which  case  it  is  to 
be  hoped  that  more  spaoe 
between  the  sidings  will  be 
provided. 

A.  F. 


For  future  safety  the  Com- 
pany should  consider  the 
advisability  of  providing 
siding  or  main  line  connec- 
tions which  would  avoid 
the  necessity  of  such  a 
dangerous  practice  as  that 
which  led  to  this  aocident, 
and  until  that  can  be  done 
I  recommend  that  in  future 
cases  when  it  is  necessary 
for  the  engine  to  be  placed 
at  the  opposite  end  of  wag- 
gons the  latter  should  be 
taken  to  the  South  sidings 
for  tJ^t  purpose. 

A.  F. 


For  future  safety  it  is  desir- 
able that  the  Company 
should  be  a«ked  to  urge 
upon  the  Darngavil  Colliery 
Company  the  necessity  of 
providing  sufficient  accom- 
modation for  the  traffic 
which  has  to  be  dealt  with 
as  there  is  plenty  of  space 
to  put  in  additional  sidingn. 
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REPORTS  OP  SUB-INSPBCTORS  OP  RAILWAYS  ON  ACClDE^TS-^0 fUinUed. 


Railway. 


Caledonian— <riiii^ 


Particulars  of  Accident,  &c. 


GoDolusions  of  the  Sab- 
Inspector  as  to  the  cansea 
of  the  Accident. 


Recommendatioj  ts. 


I 


minntee.  Nature  of  injury — Rigrht 
foot  ran  over  and  bo  injured  as  to 
canse  him  to  be  off  duty  i  weeks. 
Description  of  Accident  —  Moiran 
was  working  with  a  mineral  train 
from  Robs  Junction  to  Swinehill 
Colliery.  On  arrival  at  Swinehill 
Junction  the  brake  van  was  as  usual 
shunted  into  a  siding  there,  after 
which  the  train  consisting  of  18 
vehicles  was  propelled  from  the 
Junction  to  the  Colliery,  a  distance 
of  about  half  a  mile,  Morran  and 
Brakesman  J.  Christine  riding  upon 
the  buffers  between  the  two  leading 
vehicles.  On  approaching  the 
Colliery  sidings  Morran  ol^rved 
that  the  points  were  lying  in  a 
wrong  position,  and  for  the  purpose 
of  setting  them  in  a  proper  position 
he  attempted  to  jump  off  tne  buffer, 
when  the  bottom  of  his  trousers  leg 
caught  in  the  brake  lever  of  the 
rear  vehicle  of  the  two  he  was 
riding  between  causing  him  to  be 
thrown  to  the  ground  and  trailed 
a  short  distance  and  ultimately  his 
right  foot  fell  on  the  rail,  with  the 
result  stated  above. 


Date  of  Accident — l-lth  September, 
1901.  Place  at  which  Accident 
happened  —  Craighead  Junction, 
Hamilton  West  Name  of  Person 
injured  —  Donald  (rrant.  Age  of 
Person  injured — 26.  Capacity  in 
which  employed  —  Biakesman. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident  —  8  hours. 
Nature  of  Injury-,- Face  cut  and 
two  teeth  knocked  out. 

Description  of  Accident.  —  From 
Hamilton  West  to  Craighead  Junc- 
tion— a  distance  of  about  half-a- 
mile — the  main  lines  run  east  and 
west.  On  the  north  side  of  the 
main  lines  there  are  marshalling 
sidings  extending  from  the  station 
to  the  junction,  and  on  the  north 
side  of  the  sidings  there  is  a  loop 
line,  with  siding  connections,  run- 
ning eastwards  from  the  junction 
to  the  station.  On  the  morning  in 
question  a  goods  train  from  Pais- 
ley to  Hamilton  was  run  into  the 
loop  line,  and  after  the  waggons 
haa  been  shunted  into  the  different 
siding^,  the  engine  and  van  had  to 
be  taJcen  to  the  locomotlTO  yard 
(near  to  the  station).  The  engine 
driver,  J.  Minto,  desired  to  take 
the  main  line  route,  and  so  gave 
the  usual  two  whistles  for  permis- 
sion to  set  the  engine  and  van  back 
on  the  facing  line  to  the  junction. 
Instead  of  setting  the  points  ac- 
cordingly, knowing  that  the  loop 


the  Colliery  sidings  the 
line  crosses  the  public  road. 
Gates,  which  shut  across 
the  line,  are  provided  for 
the  protection  of  the  cross- 
ing. In  this  case  the  gates 
were  shut  as  the  train  was 
approaching  and  conse- 
quently the  driver  was 
proceeding  very  tlowly 
and  applying  the  engine 
brakes,  and  when  the  coup- 
lings became  tight  it  caused 
the  waggon  to  give  a  slight 
jerk  just  at  the  moment 
that  Norman  was  attempt- 
ing to  jump  from  off  the 
buffer  to  the  ground.  This 
and  the  obstruction  formed 
by  the  brake  lever  in  ques- 
tion projecting  seven 
inches  beyond  the  head 
stock  of  the  waggon  were 
the  chief  causes  of  the 
mishap. 
At  the  same  time,  if  the 
brake  van  had  been  in 
front  and  the  men  had 
ridden  inside  it,  the  mis- 
hap would  not  have  hap- 
pened. 


At  the  time  when  the  driver 
sounded  the  whistle  the 
engine  and  van  were  stand- 
ing from  76  to  100  yards 
east  of  the  points  leading 
to  the  dead  end,  which  are 
150  yards  east  of  the  sig- 
nal cabin,  so  that  when 
the  hand  signal  was  given 
Minto  and  Macintosh  were 
from  225  to  250  yard? 
apart.  The  distance  from 
the  points  to  the  buffer- 
8top3  is  160  yards,  and 
although  I  am  satisfied 
that  the  primary  cause  of 
the  mishap  was  the  driver's 
misunderstanding  the 
hand  signal  given  by 
the  signalman,  for  which 
under  the  circumstances 
mentioned  I  do  not  think 
Minto  can  be  blamed,  I 
think  that  with  proper 
care  Minto  ought  to  have 
detected  that  his  engine 
was  taking  a  wrong  route 
soon  enough  to  have  pre- 
vented the  collision  of  the 
van  with  the  buffer-stops, 
and  seeing  that  he  failed 
to  do  that  I  must  hold 
him  responsible  for  the 
accident. 


I 


The  present  sidingrp  will 
not  accommodate  the  num- 
ber of  waggons  which  have 
to  be  dealt  with.  As  a 
proof  of  this,  when  I  visited 
the  spot  there  were  a  num- 
ber of  vehicles  standing  on 
the  running  line  between 
the  Junction  and  Colliery. 
This,  I  was  informed,  is  a 
frequent  occurrence.  Fur- 
ther, although  there  is  a 
loop  line  at  the  Colliery 
where  engines  could  run 
round  their  trains,  it  cannot 
be  used  for  that  purpose 
because  it  is  always  occupi<^ 
by  waggons,  and  from  the 
evidence  given  the  sidings 
are  always  so  full  that  the 
brakesmen  cannot  rely  upon 
finding  room  even  for  their 
brake  vans,  and  conse- 
quently they  have  to  leave 
them  at  the  Junction  and 
incur  the  risks  of  riding 
upon  the  buffers  of  the 
vehicles,  as  in  this  case. 
In  addition,  the  brake  leverii 
similar  to  the  one  that 
Morran  became  entangled 
with,  which  are  being  fixed 
on  to  the  waggons  owned 
by  the  Damgavil  Colliery 
Company  to  work  a  patent 
either-side  brake,  and  which 
project  seven  inches  beyond 
the  head  stock  of  the  wag- 
gon, are  so  hmg  as  to  form 
a  source  of  danger  to  men 
eng^ed  in  shunting  opera- 
tions, and  unless  made 
shorter  are  likely  to  cause 
other  accidents. 

J.  J.  H. 


Owing  to  the  loop  line  being 
occupied  it  is  frequently 
necessary  for  engines  going 
to  the  sheds  to  set  bade  on 
the  facing  line  from  the 
sidings  or  loop  line  to  the 
Junction,  and  as  the  signal 
cabin  is  too  far  from  the 
points  for  the  s^g^nalman  to 
to  give  verbal  instructiops 
to  the  enginemen,  1  recom- 
mend that  for  future  safety 
the  Company  should  eon- 
•sider  the  advisability  of 
either  providing  a  fixed 
signal  to  control  these 
points,  or  issuing  special 
instructions  that  whenever 
an  engine  is  required  to 
be  set  back  to  the  Junction, 
the  fireman  or  brakesman 
should  go  to  the  signalman 
for  permission'  to  perform 
the  operation. 

A.F. 
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REPORTS  OF  SUB-INSPBCTORS  OF  RAILWAYS  ON  ACCIDBNTS — continued. 


Hailwi^. 


Caledokiax — cont. 


Particulars  of  Accident,  ko. 


line  was  clear,  the  signalmaD,  D. 
Macintosh,  states  that  he  "  g^ve  a 
white  light,  moved  up  and  down,  for 
the  driver  to  g-o  forward  through 
the  loop."  Tlie  driver  evidently 
misunderatood  the  movement  of 
the  hand  lamp,  and  thinking  the 
signalman  wa^  calling  him  back 
he  set  the  ^ngine  and  vaA  in  mo- 
tiod,  with  the  result  that,  instead 
of  going  to  the  main  line,  they 
were  run  into  a  dead  end  siding 
which  is  used  as  a  shunting  neck, 
and  as  the  van  collided  with  tht 
buffer-stops,  which  are  immedi-itelr 
behind  the  si^fnal  cabin,  the  guard, 
who  wufi  then  engaged  in  writing 
out  his  working  sheets,  was  thrown 
down  and  injured  as  stated  ab^ve. 


Conolusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Aocident. 


Recommendations. 


Dace  of  Accident  ~  30th  September, 
1901.  Place  at  Which  Accident 
happened  —  Saltcoats.  Name  of 
Person  injured — William  Rowan. 
Age  of  Person  injured — 34.  Capac- 
ity in  which  employed — Brakes- 
man. Number  of  booked  working 
hours  per  diem — 12.  How  long 
on  du^  at  time  of  Accident— 
Half-an-hour.  Nature  of  Injury — 
Head  injured.    Off  duty  1 1  days. 

Description  of  Accident — Rowan  was 
working  with  the  10.15  a.m.  down 

foods  train  from  ArdroS'san  to 
'olmadie.  On  arrival  at  Saltcoats 
one  waggon,  which  was  the  second 
from  the  engine,  had  to  be  detached 
and  placed  in  the  goods  shed, 
which  is  situated  at  the  south  side 
of  the  up  main  line.  To  get  it 
there,  Asiistant  Brakesman  Charles 
John  uncoupled  behind  it.  The 
two  vehicles  were  then  propelled 
through  the  cross-over  road  and 
along  the  up  main  line  imtil  the 
engine  was  over  the  points  leadng 
to  the  sidings.  While  this  wa.*« 
being  dooe,  John  set  the  hand 
points  for  the  middle  road  for  the 
engine  and  waggon  adjoining  it  to 
travel  into,  and  remained  at  the 
points  for  the  purpose  of  changing 
them  after  that  vehicle  was  over 
them  to  allow  the  waggons  for 
Sjiltoo^ts  to  be  fly-shunted  into  the 
goods  shed  road  adjoining.  For 
this  purpose  Rowan  got  upon  the 
buffers  between  the  two  vehiclt-s, 
the  engine  then  drew  them  tJieod 
quickly,  and  when  it  was  approach- 
ing the  hand  points  referred  to, 
the  driver  slightly  applied  the 
brakes,  which  caused  the  coupling 
to  become  slack  enough  for  Rowan 
to  uncouple,  after  which  he  signal- 
led the  driver  ahead  quickly  to 
allow  sufficient  space  between  the 
two  vehicles  for  Juhn  to  change 
the  points,  but  instead  of  wait- 
ing until  the  vehicle  attached 
to  the  engine  was  clear  of  them, 
he  changed  them  between  the 
engine  and  the  vehicle,  on  the  rear 
of  which  Rowan  was  riding,  with 
the  result  that  the  vehicle  Wcis 
deraile  1.  It  afterwards,  came  on 
the  rails  of  the  middle  roal  again 
at  the  crossing,  bat  the  jerk  made 
by  it  doing  so  caused  Rowan  to  be 
thrown  off  the  buffer  into  the  four- 
foot  way  of  the  she<l  road,  and  the 
waggon  for  the  goods  shed  passed 
over  him.  Fortunately  all  his 
body  was  clear  of  the  rails,  and  he 
only  received  the  injury  stated 
above  by  tho  fall. 


The  chief  responsibility  for 
this  mishap,  which  fortu- 
nately did  not  prove  more 
serious,  rests  with  Assist- 
ant Brakesman  Charles 
John.  He  has  since  left 
the  service,  and  I  was 
unable  to  trace  him  ;  how- 
ever, at  the  time  he 
admitted  to  Mr.  Carson, 
station  ma<«ter,  that  he 
was  to  blame  for  the 
accident. 


Fly  -  shunting  takes  place 
daily  at  thia  station ;  this 
practice  is  so  dangerous 
that,  80  far  as  I  am  aware, 
none  of  the  railway  com- 
panies make  any  provision 
as  to  how  it  should  be  per- 
formed. Although  it  is 
well  known  by  those  in 
authority  that  it  is  regu- 
larly done,  they  take  no 
steps  to  stop  the  practice. 

For  future  ufety  the  Com- 
pany should  put  in  an 
additional  cross- over  road, 
so  that  the  engines  can  be 
taken  round  the  vehicles 
and  fly-shunting  be  dis- 
pensed with  at  this  station ; 
or  they  should  make  such 
arrangements  as  will  enable 
the  men  to  perform  their 
work  without  incurring 
the  risjt-*  involved  in  fly- 
shunting. 

J.  J.  fl. 
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RBPORTS  OP  SUB-INSPECTORS  OP  RATLWAFS  ON   KCCIDK^T^-^ CO ntinued. 


Railway. 


PardcuTars  of  Aocident,  kc. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident^    . 


Recommendation*. 


Cardipp 


•  V  •  •  •  * 


Glasgowakd  South* 
Wbsterx. 


Date  of  Accident— 25th  September, 
1901.  Place  at  which  Accident 
happened  —  Bute  Docks.  Name 
of  Person  killed  — Robert  Tither- 
ley.  Age  of  Person  killed — 19. 
(Capacity  in  whioh  employed  — 
Number  Taker.  Number  of  booked 
working  hours  per  diem— 9.  How 
long  on  duty  at  time  of  Accident — 
8  hours  40  minutes. 

Description  of  Accident— Four  dif- 
ferent railway  companies,  yiz.,  the 
Great  Western,  London  and  North- 
western, Taff  Vale,  and  Rhymney, 
work  traffic  to  and  from  the  Bute 
Docks.  The  trains  enter  and  leave 
the  Cardiff  Railway  Company*rt 
lines  at  Roath  Line  Junction,  from 
which  point  they  run  through  one 
of  seyeral  arrival  sidings  until 
reaching  the  Stourfield  Junction, 
about  a  quarter  of  a  mile  distant, 
where  the^  pass  on  to  a  main  Vne 
from  which  the  wagj^ons  are 
shunted  into  sidings  according  to 
label. 

Parallel  with  the  front  or  No.  1 
arrival  siding  referred  to,  there  is 
a  single  main  line  running  between 
the  two  junctions  mentioned.  To 
avoid  delay  it  is  the  practice  for 
the  "number  takers"  to  copy  the 
waggon  numbers  as  the  trains  are 
running  through  the  sidinizs.  No 
one  actually  saw  the  accident  in 
question,  but  from  the  evidence 
given  it  appears  that  at  about 
11.40  p.m.  Titherley  left  a  certain 
cabin  (situated  about  halfway  be- 
tween the  two  j  unctions)  for  the  pur- 
pose of  copying  the  numbers  of  wag- 
gons which  were  then  being  taken 
through  the  No.  1  siding  attached 
to  a  Rhymney  Company's  engine, 
and  wldlst  so  engaged  he  was 
knocked  down  and  killed  by  a 
Great  Western  Company's  light 
engine,  which  was  then  running 
over  the  single  main  line  from 
Stourfield  Junction  to  Roath  Line 
Junction. 


Date  of  Accident— 9th  July,  1901. 
Place  at  which  Accident  happened 
—Locomotive  Yard,  St.  Enooh.s. 
Name  of  Person  injured — John 
Murray.  Age  of  Person  injured— 
58.  Capacity  in  which  employed — 
Coalman.  Number  of  booked 
working  hours  per  diem — 1 2.  How 
long  on  duty  at  time  of  Accident— 
45  minutes.  Nature  of  injury — 
Internal. 

Description  of  Accident — It  is  the 
practice  at  St.  Enochs  to  coal  tank 
engines  direct  from  coal  waggons. 
The  engines  are  usually  placed  on  a 
short  siding  leading  to  the  turn- 
table, and  the  waggons  on  a  similar 
parallel  aiding.  At  about  H.2d  a.m. 
on  the  date  mentioned,  tank  engine 
No.  330  was  taken  from  the  passen- 
ger station  to  the  locomotive  yard 
for  coal  and  water,  but  immediately 
that  engine  had  been  placed  for 
coaling,  another  engine,  No.  S33, 
was  ts&en  to  the  Fame  siding  for  a 
similar  purpose.  As  the  latter  was 
required  to  leave  ttie  yard  first,  the 
former  was  moved  ahead  and  pre- 
ference given  to  the  last.  After 
engine  No.  33:i  had  been  coaled  it 
was  taken  a  short  distance  from  the 
coal  waggon  towards  the  outlet 
points,  where  it  was  detainel  by 


I  do  not  think  there  can  be 
any  doubt  that  at  the  time 
of  the  accident  Titherley 
was  standing  between  the 
rails  of  the  main  single  | 
line,  and  that  owing    to 
the  noise  caused  by  tbe  ' 
passing  train  with  which 
he  wa8  engaged,  he  would 
not  be  able  to  hear  the 
light  engine  approaching.  [ 
The    latter  was  carrying 
the  usual  head  light  (one 
white  light)  on  the  front, 
but  having  J;iis  full  atten- 
tion nece8:*arily  fixed  on  ' 
the   moving    waggons,  it  \ 
would  not  be  possible  for 
him  to  keep  any  look-out 
for  '*  main  line  "  trains. 

It  may  not  have  been  neces- 
sary for  the  deceased  to 
stand  between  the  rails  of 
the  single  main  line,  but 
even  had  be  been  standing 
between  the  main  line  and 
the  front  or  No.  Tsfding, 
according  to  the  usual 
practice  on  the  Cardiff 
Dock  lines,  he  would  still 
have  been  in  a  very  dan- 
gerous position,  and 
especially  bo,  seeing  that 
there  is  not  a  single  fixed 
lamp  provided  anywhere 
near  the  spot. 

In  this  case  I  am  of  opinion 
th'it  the  primary  cause  of 
the  accident  was  the 
arrangements  which  neces- 
sitated the  deceased  copy- 
ing the  numbers  of 
waggons  while  they  were 
passing  so  near  to  an 
adjoining  main  single 
line. 


I  am  quite  aware  that  in  some 
cases  it  might  cause  slight 
delay  for  the  trains  to  be 
kept  standing  while  the 
waggon  numbers  are  copied, 
but  owing  to  the  dangerous 
position  in  which  the  num- 
ber takers  have  to  place 
themselves  to  enable  them 
to  oorreotly  see  the  labeLs 
of  the  passing  waggons* 
I  am  strongly  of  opinion 
that  even  at  the  risk  of 
delay  the  present  dangerous 
practice  should  be  at  onoe 
discontlnned. 

A.  F. 


The  evidence  shows  that 
shortly  after  engine  No. 
330  had  been  coaled,  the 
driver,  J.  Hastings,  decideil 
to  get  a  supply  of  water, 
and  whilst  standing  on  the 
side  tank  he  requested  hii< 
fireman,  W.  McKie,  to  move 
the  engine  up  to  the  rear 
of  that  standing  in  front, 
so  as  to  be  able  to  fix  the 
hose  of  the  water  column. 
McEiestatesthat  he  sound- 
ed the  whistle  and  at  onoe 
moved  the  engine,  and  it 
was  when  that  was  being 
done  that  Murray  was 
injured. 

A  special  not'ce  is  posted  in 
the  engine  sheds  as  fol- 
lows : — "  When  an  engine 
requires  to  be  moved,  the 
men  in  charge  must  give 
due  warning,  and  also  trco 
that  no  person  is  under  or 
in  a  position  of  danger 
about  the  engine  before 
any  movement  is  made." 
Hastings  and  McKie  admit 
that  they  had  just  pre- 
viously seen  Murray  work- 
ing close  to  the  engine, 
and  that  before  moving  it 
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ngnal,  and  engine  No.  830  was 
again  set  for  coaling.  As  soon  as 
the  necessary  supply  had  been  given, 
the  coalman,  J.  Murray,  left  the 
waggon  and  commenced  to  clear  up 
some  small  pieces  of  coal  which 
had  fallen  to  the  ballast,  but  whilst 
he  was  so  engaged  in  the  four-foot 
way  between  the  two  engines,  said 
to  have  been  about  20  inches  apart, 
the  rear  engine,  No.  830,  was  moved 
ahead,  with  the  result  that  Murray 
was  crushed  between  the  buffers 
and  so  injured  as  to  necessitate  his 
removal  to  the  Royal  Infirmary, 
where,  at  the  time  of  my  inquiry, 
he  was  still  detained. 


Date  of  Accident— 9th  July,  1901. 
Place  at  which  Accident  happened 
— Greenock  Harbour  Goods  Shed.^ 
Name  of  Person  killed  —  David* 
Robertson.  Age  of  Person  killed — 
61.  Oa^dty  in  which  employed — 
Goods  Porter.  Number  of  booked 
working  hours  per  diem  —  121 . 
How  long  on  duty  at  time  of  Acci- 
dent— 10^  hours. 

Description  of  Accident  —  At  about 
4.80  p.m.  it  was  necessary  for  three 
waggons  to  be  propelled  into  the 
goods  shed.  As  that  was  being 
done,  the  leading  waggon  cl04ed  up 
to  others  standing  outside  the  nhed 
with  buoh  force  as  to  cause  them  to 
run  forward  into  the  shed,  where 
they  collided  with  another  wagsron 
on  which  Robertson  was  workin*/, 
and  by  the  impact  he  was  thrown 
over  the  end  of  the  waggon  and  the 
wheels  passing  over  his  legs  caused 
injuries  from  which  he  died  the 
following  morning. 


Date  of  Accident— 28th  August,  1901. 
Place  at  which  Accident  happened 
— Eglinton  Street,  Glasgow.  Name 
of  Person  killed — James  Brannagan. 
Age  of  Person  killed— 20.  Capa- 
city in  which  employed — ^PLate 
layer.  Number  of  booked  working 
hours  per  diem— 10.  flow  long  on 
duty  at  time  of  Accident — 1  hour. 

Description  of  Accident  —  On  the 
morning  in  question,  Ganger 
Thomas  Meaghan  was  in  charge  of 


Oonrlusioni)  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


they  ought,  according  to 
the  above  instruction,  to 
have  seen  that  he  was 
clear.  Having  failed  to 
do  that,  although  Murray 
is  very  much  to  blame  for 
not  making  his  intentions 
known  to  them,  I  con- 
sider they  are  chiefly  to 
blame  for  the  accident. 

A.F. 


Recommendatlou. 


The  shunting  wa^  being  per- 
formed by  Shunt(3r  James 
Stewart  and  his  assistant, 
A.  McGarva.  It  appears 
that  after  Stewart  had  set 
the  hand  points  and  sig- 
nalled tu  the  engine  driver 
10  set  bajk,  he  left  to  go  to 
another  part  of  the  yard 
for  the  purpose  of  getting 
a  drink  of  water.  McGarva 
rode  down  the  siding  on 
one  of  the  three  waggons, 
but  neither  he  nor  Stewart 
gave  any  warning  to  the 
shedmen. 

In  addition  to  rule  112a,  the 
Company,  through  the 
weekly  notices,  have  re- 
peatedly issued  the  follow- 
ing instructions  to  shunters 
and  others  : —  "  Before 
waggons  are  placed  in  or 
drawn  out  of  the  ware- 
houses, the  guards  or 
shunter  must  obtain  from 
the  shed  foreman  or  other 
responsible  person  an 
assurance  that  all  is  clear, 
and  that  it  is  safe  for  the 
waggons  to  be  moved." 
Both  Stewartand  McGarva 
have  been  supplied  with 
these  instructions,  and 
having  failed  to  comply 
with  them,  I  must  hold 
them  responsible  for  the 
accident;  at  tiie  same 
time,  from  the  evidence 
given,  I  am  afraid  that 
others,  including  the  shed 
foreman,  J.  McRoberts 
(who  is  responsible  for  the 
safety  of  the  shedmen), 
are  very  much  to  blame. 

Previous  to  this  accident, 
the  Company's  instructions 
referred  to  have  been 
practically  ignored  at 
Greenock  Harbour. 

A.  F. 


In  this  case  the  engine  was 
running  tender  first,  and 
while  it  was  travelling  at 
from  12  to  15  miles  an  hour 
through  the  west  end  of 
the  station,  Engine  Driver 
William  Cavan  left  the 
foot-p*ato  of  his  engine, 
No.  359,  and  went  to  the 
front  of  it  for  oiling  pur- 
poses, and',  therefore  did 
not  see  any  of  the  plate- 


For  future  safety,  steps 
should  be  at  onoe  taken 
to  enforce  rule  273  (c)  on 
this  busy  section  of  the 
line. 

J.  ■  J«  H. 


1 

.i 


A 
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four  men  who  wieze  engagtd  pack- 
ing the  sleepers  of  the  down  main 
line  at  Eglinton  Street  Station. 
Three  of  the  men  were  with  Meag- 
him,  bnt  the  deceaa^  was  working 
alone  about  30  yards  eaailwards  of 
them.  On»  tha  approach  of  light 
engine  No.  359,  wnich  was  being 
taken  from  Qorkerhill  to  St.  £nochs, 
Meaghan  wacned  the  men  working 
near  him,  who  all  got  clear.  He 
also  states  that  he  called  twice  to 
the  deceased  to  get  clear,  but  he 
did  not  appear  to  hear  the  warning 
as  he  dia  not  raise  himralf  from 
the  stooping  position  he  was  then 
in  while  at  work,  with  the  result 
Uiat  hp  was  struck  and  knocked 
down  by  the  engine  and  killed. 


Date  of  Accident  —  20th  August, 
1901.  Place  at  which  Accident 
happened — Manchesteyc.  Name  of 
Person  injuied — William  Pimblett. 
Age  of  Person  injured— 22.  Capa- 
citj  in  which  employed — Extra 
Gpods  Porter.  Numo^  of  booked 
working  hours  -pex  di^ — 11,  with 
1|  hcufs  off  for  meals.  Huw  long 
on  duty  at  time  of  Accident  — 
7}  houfs.  Nature  of  injury — Back 
and  chest  injured.  Off  duty  1 1  days. 

Description  of  Accident  —  On  the 
afternoon  in  question,  whi^e  Pim- 
blett was  inside  a  waggon  at  rest 
in  the  ^'provender  mill  siding'* 
receiving  the  bags  of  provender  as 
they  were  lowered  by  the  hoist 
from  the  grain  warehouse  to  the 
vehicle,  it  was  moved  by  other 
wacrgons  being  shunted  against  it, 
causing  him  to  fall  against  the 
side  of  the  vehicle,  with  the  result 
stated  above. 


I 
I 

) 
I 


nate  of  Accident  —  28th  Au^st, 
19(11.  Place  at  which  Accident 
happened  —  Mexboro*.  Name  •  of 
Person  killed — Arthur  Stevenson. 
Ageof  Person  killed— 23.  Capacity 
in-which  employed— Goods  Checker. 
•Number  of  booked  working. hours 
per  diem — 10 J.  How  long  on  duty 
at  time  of  Accident — 1^  hours. 

Description  of  Accident — At  about 
9.80  on  the  morning  in  question,  a 
pilot  engine  in  charge  of  Shunter 
G.  Haith  was  taVen  with  two  wag- 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


layers.      There    was    no 
necessity  for  him  to  leave 
the  foot-pla.e  as  the  oiling 
he  went  to  perform  could 
and  should  have  been  done 
without  him  doing  so.  and 
he  is  to  blame  for  acting 
att  he  did,  which* is  con- 
trary to  rule  U  {a)  ;  at 
the  same  time,  had  he  bten 
on  the  foot-p!ata,  the  mis- 
hap might  have  occurred 
because,  owing  to  the  lines 
being  on  a  sharp  curve, 
he  could  not  possibly  have 
seen  the  deceased  at  work 
mord  than  30  yards  away. 
The  chief   cause    of   the 
accident  was  the  fact  that 
no  *' look-out''  man   had 
been   appointed    to    give 
proper    warning    to    the 
deceased    who  was   inex- 
perienced   with     railway 
work,  especially  on  such  a 
busy  and  dangerous  section 
of  the  line.    This  is  a  case 
where  rule  273  (<?)  should 
have  been  strictly  enforced, 
for  which  Ganger  Meag* 
han .  was  responsible  ;  but 
it  would  appear  that  from 
the  evidence  given  in  this 
case,  and  in  previous  acci- 
dents which  have  happened 
from    similar    causes   on 
this    line,  that   those    in 
authority  have  not  taken 
proper  steps  to  enforce  the 
rule  quoted. 


From  the  shunting  neck  to 
the  place  wher^  Pimblett 
was  working  the  lines  are 
on  a  sharp  curve.  With  a 
view  to  prevent  accidents, 
the  instructions  are  that  a 
red  flag  must  be  exhibited 
on  the  leading  vehicle  of 
those  standing  in  the  pro- 
vender mill  siding  while 
the  men  are  at  work. 
This  wa»  done  ia  thi£  case, 
but  during  shunting  opera- 
tions. Pilot  Guard  James 
A.  Bingham,  who  was 
working  alone  for  a  few 
minutes,  in  his  anxiety  to 
facilitate  the  work,  loose- 
shunted  seven  vehicles 
into  the  siding  referred  to, 
disregarding  the  special 
instructions  as  to  w  aming 
the  men  and  aUo  rule 
112  (a).  Ihis  he  frankly 
admits,  and  consequently 
he  must  be  held  responsible 
for  the  mishap. 

J.  J.  H. 


The  four  wa^rgons  were  un- 
coupled about  40  yards 
west  of  the  goods  shed, 
where  the  line  slightly 
falls  towards  the  shed 
although  it  is  level  inside 
it.  From  the  evidence 
givtn  it  is  clear,  as  the 
deceased  stated  shortly 
after  the  accident,  *that 
there  was  no  one  to  b'ame, 
and  further,  that  the  wag- 
gons wore  not  travelling 


Beoommendationa. 
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gons  in  front  into  the  9hed  ro:id  ac 
the  west  end  of  the  station,  but  as 
these  vehicles  would  not  staod  clear 
of  the  adjoinlnpT  siding^,  Haith  \ 
walked  forward  towards  the  goods  \ 
shed  to  ascertain  whether  he  could 
push  the  vehicles  which  were  ' 
standing  at  rest  in  the  shed  road 
eastwards,  so  as  to  <ret  them  clear. 
On  reaching  the  east  end  of  the 
vehicles  at  rest  in  the  shed  road,  he 
was  requested  by  Goods  Checker 
A.  Reeves,  in  the  presence  of  the 
deceased,  to  ea<<e  the  couplings  and 
to  uncouple  four  waggons.  Reeves 
then  attended  to  the  brake  of  the 
rear  vehicle,  and  the  deceased  to 
the  brake  of  the  third  vehicle  upon 
the  lever  of  which  he  rode  for  the 
purpose  of  applying  pressure. 
Wmie  doine  so,  he  appears  to  have 
forgotten  that  the  goods  shed  wall 
was  so  near  to  the  running  lin'>. 
with  the  result  that  he  was  crushed 
between  it  and  the  side  of  the  wag- 
gon, and  so  injured  that  he  died 
about  four  hours  after ward<<. 


Date  of  Accident  — 10th  September, 
1901.  Place  at  which  Accident 
happened— Goods  Shed,  Maryle- 
bone.  Name  of  Person  injured — 
James  Dickenson.  Age  of  Person 
injured— 25.  Capacity  in  which 
employed  —  Fitter's  Labourer. 
Number  of  booked  working  hours 
per  diem — 1 1 1.  How  long  on  duty 
at  time  of  Accident — 30  minutes. 
Nature  of  Injury— Right  thigh 
bruised,  nose  and  three  ribs  frac- 
tured. 

Description  of  Accident — Dickenson 
was  helping  an  assistant  fitter 
named  A.  H.  Miller  to  reflx  a  drop 
plate  or  cover  over  the  wheels  of  a 
wnggon-traverser  between  the  No.  6 
and  No.  7  lines  in  the  goods  shed. 
To  do  this,  the  hinges  attached  to 
the  cover  had  to  be  rivetted  to  the 
top  plate,  and  in  order  to  assist  in 
effecting  thi.^,  Dickenson  had  to  sit 
in  a  certain  position  for  the  purpose 
of  holding  a  hammer  under  the 
heads  of  the  rivet:*.  At  about  7  a.m.. 
whilst  he  was  sitting  in  front  of 
the  cover  which  had  been  lifted 
into  an  upright  position  (like  the 
lid  of  a  box),  and  was  engaged  a>> 
stated  above,  a  meat  van  was  run 
through  the  No.  6  siding,  and  the 
foot  step  striking  the  cover  plate, 
caught  and  forced  it  down  on 
Dickenson,  with  the  result  stated. 


ns. 


qnioklyat  the  time.  There- 
fore the  mishap  appears 
to  have  been  aooidental. 

J.  J.  H. 


Date  of  Accident— 2nd  July,  1901. 
Place  at  which  Accident  happened 
— Peterborough  Locomotive  Yard. 
Name  of  Person  injured— Charles 
Bedford.  Age  of  Person  injured — 
22.  Capacity  in  which  employed 
—  Engine  Cleaner.  Number  of 
booked  working  hours  per  diem — 
11^.  How  long  on  duty  at  time 
of  Accident — 3^  hours.  Nature  of 
Injury — Left  arm  crushed. 

Description  of  Accident  —  On  the 
morning  in  question  Bedford  and 
three  other  engine  cleaners  were 
engfaged  in  cleaning  an  engine, 
No.  1162,  standing  near  the  buffer 
stops  in  the  locomotive  shunting 


The  traverser  was  in  its 
usual  position  as  ^:ept  when 
not  in  use,  and  there  is  no 
doubt  that  although  it  is 
only  14  inches  from  the 
rail,  an  ordinary  goods 
waggon  would  have  passed 
in  Sleety,  atid  as  meat  vans 
are  so  seldom  worked  to 
and  from  the  goods  shed, 
the  Assistant  Pitter,  A.  H. 
Miller,  who  was  in  charge 
of  t^e  wol-k,  did  not  think 
there  would  be  any  special 
danger.  A  warning  was 
given  by  the  capstan-man, 
who  sounded  a  whistle  to 
indicate  that  a  waggon 
was  approaching,  but 
thinking  that  tbey  were 
safe,  neither  Miller  nor 
Dickenson  moved  from 
their  working  positions. 

In  this  case  I  am  of  opinion 
that  tilie  accident  was  due 
to  want  of  caution  on  the 
part  of  Assistant  Fitter 
A.  H.  Miller. 

Since,  and  in  consequence  of 
this  mishap,  the  Company 
have  given  instructions 
that  during  such  work  in 
the  future  a  red  flag  shall 
be  exhibited  near  the  tra 
verser  as  a  warning  that 
no  vehicles  are  to  be 
worked  through  the  siding 
concerned. 

A.  F. 


The  Company*s  special  in- 
fc tractions  to  enginemen 
read  as  follows  : — 

**  Before  bringing  eo- 
"  frines  into  the  shod 
**  roads  where  other  en- 
"  irines  are  standing  the 
*'  drivers  must  sound  the 
'  whistle  and  send  a  soit- 
**  able  person  to  warn  all 
**  coQoemed." 

At  the  time  of  the  mishap 
Scotney's  assistant  was 
engaged  in  moving  other 
engines  in  the  shed,  conse- 
quently he  was  alone  on 
the  engine,  and  only  the 
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spur.  At  about  9.30  it  was  neoes- 
aary  to  take  the  engine  into  the 
shed,  bat  as  it  was  without  steam, 
the  shed  shunterf  J.  Sootnej,  took 
another  engine,  No.  5S8,  from  the 
turn-table  road  for  the  purpose  of 
removing  it.  While  the  second 
engine  was  running  up  the  spur 
Sootney  twice  sounded  the  whistle 
as  a  warning  to  the  cleaners,  but 
although  the  other  men  heard  the 
whistle,  Bedford  states  he  did  not 
do  so,  and  while  he  was  standing 
imn.ediately  in  front  and  engaged 
in  cleaning  the  rear  end  of  the 
tender — which  stood  nearest  the 
approaching  engine — he  allowed 
his  left  arm  to  get  in  front  of  the 
buffers,  with  the  result  that  as  the 
moying  engine  closed  up  to  that  at 
which  he  was  working  his  arm  was 
crushed.    He  was  off  duty  a  month. 


Date  of  Accident— I3th  July,  1901. 
Place  at  which  Accident  happened 
— Wymondham.  Name  of  Person 
injured  —  Wm.  Stone.  Age  of 
Person  injured — 57.  Capacity  in 
which  employed — Carman.  Num- 
ber of  booked  working  hours  per 
diem  — 12.  How  long  on  duty 
at  time  of  Accident  —  6|  hours. 
Nature  of  Injury — Scalp  wound 
and  fractured  shoulder  bone. 

Description  of  Aocident — Stone  and 
a  goods  porter  named  R.  Burham 
were  engaged  in  transferring  a 
piano  from  a  box  waggon  to  a 
trolley.  The  waggon  was  stand- 
ing in  the  middle- siding  and  the 
trolley  was  set  opposite  the  door  of 
the  waggon.  At  about  12.30  p.m., 
just  as  they  were  carrying  the 
piano  and  in  the  act  of  e  topping 
backwards  from  the  waggon  to 
the  trolley,  the  former  was  struck 
and  moved  forward  by  two  other 
waggons  which  during  horse 
shunting  were  being  pla(^  in  the 
same  siding,  with  the  rtsult  that 
Stone  fell  to  the  ground  and  re- 
ceived injuries  as  stated  above. 


Date  of  Accident— 15th  July,  1901. 
Place  at  which  Accident  happened 
—  Chadwell  Heath.  Name  of 
Person  injured — Alfred  Matthews. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Reoommendalioiis. 


first  part  of  the  instruc- 
tion was  carried  out.  He 
fully  admits  he  did  wrong 
in  allowing  the  moving 
engine  to  close  up  to  the 
one  at  which  the  cleaners 
were  working  without 
first  ascertaining  that  all 
were  clear,  and  he  ex- 
presses his  regret  for 
doing  so,  but  at  the  pame 
time  I  certainly  think 
that  had  Bedford  been 
keeping  a  reasonable  look- 
out for  his  own  safety  the 
accident  in  this  case  would 
not  have  happened. 

A.  F. 


The  moving  of  the  waggons 
was  brought  about  as 
follows  : — 

It  was  necessary  for  two 
waggons  to  be  taken  from 
the  goods  shed  to  the 
middle  siding  ready  for 
attaching  tu  an  expected 
goods  train.  As  the  wag- 
gons were  being  drawn  by 
two  horses  into  the  siding 
the  horse  driver,  G.  Shep- 
herd, states  that  he  lowered 
the  hand  -  brake  levers, 
which  were  on  the  left 
or  platform  side  of  the 
waggons,  thinking  that 
would  be  sufficient  to  stop 
the  waggons  where  re- 
quired, but  owing  to  the 
siding  bein;;  on  a  slight 
falling  gradient  and  the 
waggons  running  freely 
the  brakes  as  left  proved 
insufiicient.  As  the  wag- 
gons were  approaching  the 
one  at  which  Stone  was 
working,  Shepherd  seeing 
that  the  latter  would 
probably  be  moved — and 
owing  to  the  waggons 
being  close  to  the  fencing 
on  the  platform,  and  as  he 
was  not  able  to  get  to  the 
brake  levers — he  called  to 
Stone  to  bi  prepared,  but 
the  warning  was  then  too 
late. 

I  am  satisfied  that  Shepherd 
did  not  intend  to  move  the 
standing  waggon ;  at  the 
same  time,  knowing  the 
condition  of  the  siding 
and    that   in   taking    the 

«  moving  waggons  close  to 
the  one  in  question  there 
was  a  probability  of  the 
latter  being  moved,  he 
certainly  ought  to  have 
either  warned  Stone  him- 
self or  sent  his  chain-boy 
to  do  so,  and  having  failed 
to  do  that  I  must  hold 
him  responsible  for  the 
accident. 

A.  F. 


Neither  the  driver,  Wm. 
Day,  nor  the  fireman  of 
the  excursion  train,  knew 
anything    of    the  mishap 


For  future  safety  I  recom- 
mend that  whenever  Con- 
tractors' men  are  workin^r 
so  near  a  running  line  a 
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Railway. 


Gbeat  Babtbbn- 


Partloalaiv  bC  AooidADt,  Ice. 


GonoluuooB  of  the  Snb- 

Jzuqpeotor  as  to  the  causes 

of  the  Aooident 


Reoommendatioiu. 


Age  of  Person  injured— 24.  Capa- 
city in  which  employed  —  Con- 
traotor's  Labourer.  Nature  of 
Injury — Riffht  hand  injured. 
Description  of  Aooident — ^Matthews 
is  employed  by  Mr.  C*  J.  Wills, 
Railway  Gontraotor,  and  was  en- 
gaged on  new  worlm  in  neoessary 
connection  with  the  widening  of 
the  lines  at  Chadwell  Heath.  On 
the  morning;,  in  question  several 
waggons  were  placed  on  a  tem- 
porary line— which  was  parallel 
with  and  10  feet  from  the  down 
main  line— about  200  yards  east  of 
the  station.  After  the  waggons 
had  been  filled  with  earth,  at  the 
request  of  the  contractor's  ganger, 
H.  Williams,  Matthews  and  anoSier 
man  named  W.  Brown,  went  on 
the  main  line  side  of  the  standing 
waggons  for  the  purpose  of  clearing 
up  some  of  the  earth  which  during 
the  loading  of  the  waggons  had 
fallen  over  the  side.  At  about 
6.50  a.m.,  whilst  they  were  so 
engaged,  failing  to  notice  a  special 
excursion  train  approaching  on  the 
down  main  line,  just  when  in  the 
act  of  throwing  up  a  shovelful  of 
earth,  Matthews  was  struck  on  his 
right  hand  by  the  engfine  and 
knocked  down,  receiving  injuries 
from  which  at  the  time  of  my 
inquii;y  he  was  still  off  duty. 


Hate  of  Accident— 18th  July,  1901. 
Plaoe  at  which  Accident  hap- 
pened —  Stratford  Locomotive 
Yard.  Name  of  Person  injured — 
Alfred  Ditcham  Wiseman  GoeUng. 
Age  of  Person  injured — 17.  Ca- 
pacity in  which  employed — ^Engine 
Gleaner.  Number  of  booked  work- 
ing hours  per  diem — 12.  How 
long  on  duty  at  time  of  Accident — 
9.  Nature  of  Injury — Left  arm 
bruised. 

Description  of  Accident — On  the 
morning  in  question  Gosling  was 
working  with  shed-shunter  James 
Hutton  and  his  assistant  C.  Thou- 
less,  for  the  purpose  of  learning 
ihe  duties  of  the  latter.  At  about 
3  o'clock  it  was  necessary  to  place 
an  engine,  then  standing  on  the 
middle  road  in  the  locomotive 
yard  at  the  rear  of  five  others  on 
the  No.  2  road,  inside  the  sheds. 
After  drawing  the  five  engines  on 
to  the  straight  road  and  uiead  of 
the  hand  points  in  the  yard,  Hutton 
called  to  Thouless,  then  near  the 
points,  to  fetch  the  engine  from 
No.  2  up  to  the  rear  of  the  five,  in 
which  position  they  were  all  to  be 
propelled  into  the  sheds.  Gosling 
understood  this  instruction  to 
apply  to  him,  and  so  went  to  fetch 
the  single  engine,  but  in  doing  so 
he  allowed  it  to  collide  with  those 
standing  with  such  force  that  by 
the  impact  he  was  thrown  babk- 
wards  on  the  footplate  and  injured 
as  stated  above. 


untU  some  weeks  after* 
wards,  but  the  driver  fuUy 
admits  that  he  did  not  see 
or  sound  his  engine  whistle 
to  warn  the  men  at  woik 
near  the  running  lines, 
either  on  the  new  works 
or  in  the  shunting  sidings 
opposite,  which  I  thi^ 
with  proper  care  and  ac- 
cording to  Rule  153  he 
should  have  done. 
Matthews  had  only  been  em- 
ployed on  the  new  works 
for  three  days  previously. 
He  had  not  had  any  pre- 
vious experience  of  rail- 
wav  work,  consequently 
although  he  may  not  have 
exercised  the  care  neces- 
sary for  his  own  safety,  I 
do  not  think  he  can  be 
held  solely  to  blame.  In 
placing  the  men  in  the 
position  mentioned,  with- 
out some  protection  for 
their  safety,  the  ganger — 
who  had  only  ^n  em- 
ployed by  the  Contractor 
during  the  previous  week, 
and  has  since  left  his 
service — ^is  to  my  mind 
somewhat  to  blame.  At 
the  same  time  I  am  cer- 
tainly of  opinion,  that  as 
Williams  knew  nothing  of 
the  heavy  main  line  traffic 
he  ought  not  to  have  been 
put  in  charge  of  inezperi- 
aaoed  man  working  so 
near  to  thi^  mirin  lisa* 


There  aie  special  instruc- 
tions posted  in  the  sheds 
forbidding  unauthorised 
persons  moving  engines 
in  steam.  Thouless  and 
Gosling  are  both  engine 
cleaners  and  so  have  no 
authority  to  move  engines. 
Gosling's  excuse  for  doing 
so  on  die  occasion  in  quen- 
tion  is  that  he  then  con- 
sidered  it  was  his  duty  to 
obe^  the  instructions— 
which  he  understood  to 
apply  to  him — from  Hut- 
ton, and,  taking  all  the 
circumstances  into  con- 
sideration, I  do  not  feel 
that  I  can  blame  him. 
Hutton  fully  admits  that 
he  did  wrong  in  making 
the  request  mentioned,  and 
I  am  therefore  of  opinion 
that  he  is  responsible  for 
the  mishap. 

A.  P. 


man  knowing  the  traffic 
should  be  appointed  as  a 
look-out  man,  besides  wUdh 
the  engine  drivers  should 
be  instructed  to  sound  tiieir 
engine  whistles  while  ap- 
proaching and  passing  the 
points  oonoemed,  as  they 
are  expected  to  do  when 
passing  shunting  sidings— 
tide  Rule  153. 

A.  F. 


10888 
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PartionlarQ  of  Aooident,  k% 


Grbat  Eastsrn- 
cont. 


Oonclosiona  of  the  Sab- 
Iii8peot<^  M  to  tke 
.    of  the  Aooident. 


Date  of  Aooident~24th  July,  1901. 
Plaoe  at  which  Aooident  happened 
—  Looomotiye  Yard,  Cambridge. 
Name  of  Person  injured — Robert 
John  Howlett.  Age  of  Person 
injured — 21.  Oapadty  in  which 
employed — Engine  Gleaner.  Num- 
ber of  booked  working  honra  per 
diem — 12.  How  long  on  duty  at 
time  of  Aooident  —  1}  honre. 
Nature  of  Injury — Right  eye 
bruised  and  noee  out. 

Description  of  Aooident — At  about 
10.30  p.m.,  whilst  in  the  shed, 
Howlett  reoeived  instructions  from 
the  foreman,  James  Watson,  to 
clean  an  engine  (No.  711)  which 
was  then  standing  on  the  No.  9 
line  outside  the  shed.  To  do  this 
he  had  to  cross  a  portion  of  the 
locomotive  yard.  When  taking  a 
certain  path  over  the  No.  8  sidhig, 
in  which  there  is  a  pit  used  for 
engine  lifting  purposes,  he  appar- 
ently failed  to  notioe  his  exact 
position  and  fell;  into  the  pit,  with 
the  result  stated. 


Date  of  Accident — 1st  August,  1901. 
Place  at  which  Accident  happened 
— ^Haughley  Junction.  Name  of 
Person  injured— Percy  MacMillan 
Diamond.  Age  of  Person  injured — 
26.  Capacity  in  which  employed — 
Fireman .  Number  of  booked  work- 
ing hours  per  diem — Uf.  How 
long  on  duty  at  time  of  Accident— 
6^  hours.  Nature  of  injury — 
Head  and  back  injured. 

Description  of  Accident — ^Diamond 
was  working  with  the  2  p.m.  goods 
train  from  Peterborough  to  Stow- 
market.  On  reaching  Haughley 
Junction  at  7.30  p.m.  the  train 
(consisting  of  engine,  30  loaded 
ooal  waggons,  and  brake-van)  was 
run  into  the  back  platform  line 
where  it  was  intended  that  the  train 
should  be  brought  to  a  stand,  after 
which  the  engine  was  to  be  taken 
to  the  turntable.  The  line  referred 
to  is  on  a  slight  gradient,  conse- 
quently, to  prevent  the  waggons 
moving  after  the  engine  had  been 
detaphed,  it  was  necessary,  accord- 
ing to  Rule  181,  to  plaoe  eprags  in 
the  wheels  of  the  waggons.  In- 
stead   of.  Diamond  waiting  until 

'  the  engine  had  been  brought  to  a 
stand  and  then  using  the  proper 
sprag  such  as  is  provided,  he  left 
the  footplate  of  the  engine  while  it 
was  still  in  motion,  and  picldng  up 
a  pinch  lever  about  five  feet  in 
leng^  which  was  lying  on  the 
baUast  olose  by,  he  placed  it  in  one 
of  the  waggon  wheels  as  a  sprag, 
with  the  result  that  in  its  motion 
with  the  wheel  he  was  struck  by 
it  and  knocked  down. 


Date  of  Accident — 14th  Augmsl,  1901. 
I      Plaoe  at  whicn  Accident  happened 
'      — Ipswich.     Name  of   Person  in- 
jured—-Arthur  J.  Backhouse.    Age 
of  Person  in j  ured — 26.  Capacity  in 
which  employed — Waggon   lifter. 
Number  of  booked  working  hours 
per  diem — 11  ^.    How  long  on  duty 
at    time  of   Accident— 9f    hours. 
Nature  of  Injury — Left  elbow  in- 
jured ;  off  duty  16  days. 
Description    of    Accident  —  During 


The  greater  part  of  the  loco- 
motive yard  is  well  lighted 
with  a  lucigen  light,  but 
at  the  time  of  my  inquiry, 
owing  to  the  position  of 
an  engine  standing  on  the 
No.  8  line  and  of  certain 
fixtures  such  as  sheer  legs, 
the  position  of  the  pit,  the 
end  of  which  is  oloee  up 
to  the  path,  could  not  be 
clearly  seen. 

Howlett  has  since  left  the 
Company's  service,  and  I 
am  therefore  unable  to 
ascertain  the  oondition  of 
the  siding  on  the  night  in 
question.  There  is  a  pro- 
bability that  he  did  not 
exercise  the  care  necessary 
under  the  circumstances, 
but  I  am  of  opinion  that 
the  primary  cause  of  the 
mishap  was  an  insuffloi- 

.  ency  of  light  at  the  point 
-wher^  the;  aodSent  oc- 
curred. 


Engine-driver  H.  Hitchbom 
and  Diamond  both  ac- 
knowledge that  it  was 
wrong  for  the  latter  to 
leave  the  engine  in  motion, 
and  Diamond  fully  admits 
th&t  he  is  to  blame  for 
using  a  pinch  lever  for 
the  purpose  stated. 

I  consider  the  mishap  was 
due  to  Diamond's  own 
want  of  caution. 

A.  F. 


Re  ^ommeudflftlons. 


For  future  safety  I  reoum- 
mend  that  a  liunp  should 
be  so  placed  as  to  fully 
expoee  the  position  of  the 
path  and  pit  in  question 

at  night. 

A.F. 


In  this  case  waggon  lifter 
Backhouse,  who  was  in- 
experienced in  shunting 
operations,  was  assisting 
another  waggon  lifter, 
named  Hunt,  to  perform 
the  necessary  shunting 
operations  in  the  locofaio- 
tive  and  wsggon  shops' 
sidings. 

This  mishap  appears  to  have 
been  aecftdenMi     At  the 


For  future  safety,  it  la 
desirable  that  tne  Com- 
pany should  make  arrange- 
ments for  a  shunter  to  be 
appointed  at  this  plaoe  to 
take  charge  of  the  shunt- 
ing operations,  which  are 
heavy,  and  that  arrange- 
ments should  be  made  for 
Rule  2S  (a)  to  be  strictly 
adhered  to  at  all  times. 

J.  J.  H. 


•  • 
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Partionlan  of  Aooident,  ko. 


Gbxat      Eabtbrx— 
eont. 


Grkat  Nobthern 


ahunting  oyaratjons  in  the  looo- 
motive  BidingB  BacUioiue  wae 
between  the  shunting  neck  and 
the  np  main  line  when  he 
stmok  by  the  engine  of  a 
ger  train  txayellhig  on  the  latter 
One,  and  injured  aa  stated  above. 


waa 


Date  of  Aoddent — 6th  September, 
1901.  Plaoe  at  which  Accident 
happened — Ezton  Sidings.  King's 
Lynn.  Name  of  Person  injured — 
Ernest  Smith.  Age  of  Person 
injured — 26.  Capacity  in  which 
employed — Shunter.  Number  of 
booked  working  hours  per  diem — 
12  (leas  3  hours  for  meals).  How 
long  on  duty  at  time  of  Accident — 
14  (lees  3  hours  for  meals).  Nature 
of  Injury — Third  finger  on  right 
hand  injured. 

Description  of  Accident — Owing  to 
the  audden  illness  of  one  of  the 
ahunters,  who  was  due  on  duty  to 
relieTe  Smith  at  8  p.m.,  it  was 
arranged  that  Smith  should  remain 
on  duty  till  12  p.m.  (16  hours) ; 
but  at  about  10  p.m.,  during 
shunting  operations  in  the  Exton 
marshalling  sidings,  and  whilst 
running  to  reverse  the  position  of 
the  No.  3  hand  points,  he  stumbled 
over  the  trunking,  which  is  placed 
over  the  point  rod,  and  falling  with 
hia  right  hand  on  the  point  lever, 
he  received  injury  which  necessi- 
tated his  being  off  duty  3  weeka. 


GoaclQaiona  of  the  Sub- 

Inapeotor  aa  to  the  oauaea 

of  the  Accident. 


Raoommendationa. 


I 


Date  of  Accident— 22nd  July,  1901. 
Place  at  which  Accident  happened 
— King*a  Groaa.  Name  of  Peraon 
injured — John  Burbage.  Age  of 
Peraon  injured — 53.  Capacity  in 
which  employed— Engine  driver. 
Number  of  booked  working  hours 
per  diem — 10^.  How  long  on  duty 
at  time  of  accident — 2}  hours. 
Nature  of  Injury — ^Left  arm  cut 
off. 

Deaoription  of  Accident — On  the 
night  in  queation  Burbage  worked 
the  9.12  p.m.  express  passenger 
train  from  Peterborn'  to  King's 
Cross,  with  engine  No.  1382. 
Immediately  on  arrival  at  King's 
Cross  Burbage  got  off  the  foot- 
plate on  the  right  side,  and  walked 
along  the  No.  4  platform,  until 
reaching  the  wide  part  of  the  side 
framing,  then,  after  looking  at 
certain  parte  of  the  motion,  he 
walked  round  the  framing  to  the 
left  side  of  the  engine.  On  reach- 
ing the  footstep  he  got  off  the 
engine  again,  and  wluLst  he  was 
examining  the  different  axle  boxes, 
he  waa  spoken  to  by  another 
driver,  J.  Pateman  (who  had 
arrived  with  a  train  just  in  front 
of  that  worked  by  Burbage,  and 


same  time,  it  is  clear  from 
the  evidence  given,  that 
neither  Backhouae  nor 
Hunt  were  properly  quali- 
fied pereona  to  peiAorm 
ahunting  operationa,  and 
they  had  only  one  coupling 
pole  between  them,  al- 
though both  had  to  per- 
form ooupling  operationa. 


The  ahnnting  neck  which 
runa  parallel  with  the  up 
main  line  being  on  a 
curve,  it  is  absolutely 
impossible  for  an  engine 
driver  to  see  hand  signals 
griven  by  the  shunters  from 
the  position  of  the  hand 
point  levers,  and  conse- 
quently, for  nearly  every 
ahunt  made,  the  shuntera 
have  to  croas  the  sidings 
for  signalling,  and  then 
re-croaa  in  front  of  moving 
waggona  to  reach  the 
pointa,  and  it  waa  whilst 
doing  the  latter  that  Smith 
waa  injured. 

Although  the  trunking  over 
which  he  atumbled  is  fixed 
to  protect  a  siitgle  point 
rod,  it  oovera  a  aurface 
of    6    feet    6   inchea   by 

3  feet  6  inchea,  and,  except 
for    the     18-inch     alope. 

'  it    atanda    3    inchea    to 

4  inchea  above  the  path, 
and  ao  forma  a  much 
greater  obatruotion  than 
that  it  ia  intended  to 
prevent. 

The  aidinga  are  fairly  lighted, 
but  I  oonaider  the  preaent 
arrangements  for  aignal- 
ling,  and  also  for  oovering 
ro£,  aa  in  thia  yard,  are 
verv  dangeroua,  and  that 
it  la  to  that  oauae  thia 
accident  ia  due. 


It  appeara  that  while 
Burbage  waa  examining 
hia  engii^e.  Knight  had 
been  engaged  in  re- 
arranging the  poeition  of 
the  head  lights,  and  as 
soon  aa  he  (Knight)  had 
returned  to  the  footplate, 
the  ahunter  called  for  the 
engine  to  be  eaaed  back,  to 
enable  him  to  uncouple  it 
from  the  train.     Knight 

'  then  looked  over  the  left 
aide  of  the  engine,  and 
seeing  Burbage  waa  stand- 
ing between  the  rails  of 
the  No.  3  line,  and  still 
in  conversatiou  with 
Pateman,  without  asking 
Burbage  if  he  might  do 
so,  or  even  sounding  the 
whisUe,  Knight  re-crossed 
the  footplate  and  reversed 
the  motion,  but  before  he 
could  open  the  regulator, 
Burbiye,  not  Imowing 
anything  about  the  in- 
tended movement,  re- 
turned to  the  side  of  his 
engine,  and  took  up  the 
position  mentioned,  and 
on  Knight   applying  the 


To  prevent  the  shuntera 
having  to  oroaa  to  the 
main  line  aide  of  theae 
heavy  marahalliTig  aidinga 
for  hand  aignalling,  I 
Buggest  that  a  shunting 
gong  (simihu:  to  those  in 
use  on  the  London  and 
North  Weetem  Railway), 
which  might  be  fixed  in 
the  shunting  neck,  and 
worked  to  a  code  by  a 
lever  near  the  hand  points, 
should  be  provided,  and 
that  instead  of  the  preaent 
arrangements  for  covering 
hand  point  roda,  the  latter 
ahould  be  oranked  to  the 
ground,  and  protected  by 
aide  timbers,  similar  to  the 
now  general  practice  on  the 
North  Eaatern,  Lancashire 
and  Yorkshire,  and  other 
lines. 

A.  F. 


lOSM 
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Great      Nobthkbn 
— cont. 


Partionlan  of  Accident,  &o. 


Conclasioiis  of  the  Sub- 
Inspector  as  to  the  oanses 
of  the  Aoddent. 


Reoommendations. 


was  Btandinff  on  the  ^o.  8  plat- 
form) respecting  his  (Pateman's) 
engine,  No.  1357.  Whilst  in  con- 
versation with  Pateman,  Bnrbage 
again  commenced  to  examine  Us 
engine,  and  nnfortnnately  he 
put  his  left  arm  between  the 
spokes  of  the  left  driving  wheel 
for  the  pnrpose  of  feeling  t^ 
bearingfs;  whilst  he  was  doing 
that,  his  fireman,  Ernest  Knight, 
opened  the  regulator  in  response 
to  a  call  from  a  shunter  to  ease 
up  for  uncoupling,  with  the  result 
stated  above. 


Date  of  Accident — ith  August,  1901. 
Place  at  which  Accident  happened 
— ^Newark.  Name  of  Person  killed — 
John  Olark.  Age  of  Person  killed — 
81.  Capacity  in  which  employed 
—  Shunter.  Number  of  booKed 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Aoddent 
r-9)  hours. 

Description  of  Accident  —  On  the 
morning  in  question,  ab  about  1.30, 
28  waggons  were  being  propelled 
into  the  straight  road  in  the  Gross 
Street  yard ;  20  of  which  had  to 
remain  in  that  siding  with  the 
rear  vehicle  just  clear  of  the  cross- 
ing gates,  and  although  no  one 
witnessed  the  accident  it  is  assumed 
that  while  the  deceased  was  turn- 
ing round  to  give  the  driver  a  red 
light  with  his  hand  lamp,  which, 
was  in  his  right  hand,  that  he  had 
his  coupling  pole  under  his  left 
arm,  which  caught  between  the 
first  and  second  railings  of  the 
wicket-gate  (as  they  were  after- 
wards found  to  be  broken),  and  he 
was  thrown  under  the  wheel  of  the 
second  vehicle  from  the  engine  and 
instantly  killed. 


Date  of  Accident— 8th  August,  1901. 
Place  at  which  Accident  happened 
— Belle  Isle,  near  King's  Gross. 
Name  of  Person  ipjured— William 
Jarman.  Age  of  Person  injured 
— 2o.  Capacity  in  which  employed 
— Fireman.  Number  of  booked' 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident 
— 9^  hours.  Nature  of  Injury — 
Head  injured.    Off  duty  5  weeks. 

Description  of  Accident — Jarman|was 
working  with  Driver  J.  Rogers  on 
No.  10  engines  and  was  engaged  in 
shunting  operations  at  King's 
Gross  Passensrer  Station.  At  about 
10.40  a.m.  the  Foreman  Shunter 
on  duty  instructed  Rogers  to  take 
his  engine  against  an  empty  train 
which  was  standing  in  No.  8 
arrival  road.  While  this  was  being 
done  the  shunter  called  out 
**  Shunt,"  this  being  the  usual  sig- 
nal given  to  the  enginemen  when 
the  trains  have  to  be  shunted  from 
one  road  to  another ;  but  when  the 
train  was  being  drawn  out  of 
No.  3  road  the  same  shunter  called 
out  to  Rogers,  "Right  away  to 
Western  Sidings,  Finsbury  Park." 
Jarman,  hearing  this  call  and 
knowing  that  the  head  lamp  was 
not  in  position,  left  the  footplate 
and  clambered  over  the  coals  to  the 


steam,  the  wheels  slipped 
round  and  cut  off  Bur- 
bage*s  left  arm. 
As  an  experienced  engine 
driver,  Burbage  certainly 
acted  very  unwisely  in 
placing  his  arm  between 
the  spokes  of  the  wheel, 
but  at  the  same  time,  as 
he  fully  admits,  Knight 
did  wrong  in  moving  the 
engine  without  first  asking 
or  warning  Burbage,  an^ 
in  my  opinion,  he  is  chiefly 
to  blame  for  the  accident. 

A.  P. 


The  vehicles  for  the  Cross 
Street  yard  are  marshalled 
in  the  down  sidings  and 
afterwards  propelled  from 
there  for  about  a  quarter 
of  a  mile  round  a  curve 
on  a  rising  gradient  of 
1  in  120  to  where  they 
are  required.  Before  this 
operation  is  commenced 
the  charge  shunter  (as  the 
deceased  did  in  this  case) 
walks  forward  to  the 
crossing,  opens  the  gates, 
and  remains  there  to  warn 
the  public  and  give  the 
necessary  signals  to  the 
driver.  While  he  was  so 
eng^ed  it  is  supposed 
that  his  coupling  pole 
caught  in  the  railings  of 
the  wicket  •  gate  which 
were  only  2  ft.  9|  ins. 
from  the  running  line. 

The  mishap  appears  to  have 
been  accidental. 


The  mishap  was  chiefly  due 
to  the  Foreman  Shunter 
having  changed  his  mind 
as  to  placing  the  empty 
train,  between  the  time 
when  the  engine  was 
taken  against  it  and  when 
it  was  drawn  out,  and 
then  instructing  Rogers 
to  go  **  right  away  "  when 
he  was  approaching  the 
entrance  to  Belle  Isle  tun- 
nel, as,  had  Rogers  and 
Jarman  known  in  the  first 
instance  that  the  train  had 
to  be  taken  to  Finsbury 
Park,  the  latter  oould  have 
placed  the  lamp  in  position 
while  the  engine  was 
being  coupled  to  the  train. 
I  was  unable  to  trace  who 
the  Foreman  Shunter  was 
on  this  occasion  as  none 
of  the  witnesses  coald 
remember.  Jarman  acted 
unwisely  in  expoeittg  him- 
self to  danger  in  the  man- 
ner descril^,  and  Rogers 
is  not  free  from  blame  for 
neglecting  to  bring  his 
engine  to  rest  while  Jar- 
man placed  the  lamp  in 
XK)6ition ;  but  it  would 
appear  that  the  practice 


The  wloket-gate  ia  too  near 
the  running  line,  and  it 
should  be  Stored  to  give 
as  great  a  oleuance  as  the 
crossing  gates,  which  are 
4  ft  7  ins.  from  the  run- 
ning line. 

J.  J.  H. 


The  accidents  to  enginemen 
on  this  line  through  leav- 
ing the  footplates  of  their 
engines  in  motion  for 
various  purposes  have  been 
so  numerous  that  the  Com- 
pany should  be  again 
pressed  to  strictly  forbid  it, 
and  be  informed  that  some 
of  the  other  Companies 
have  done  so  with  good 
results.  Further,  the  dis- 
tant signal  arm  with  which 
Jarman  came  in  contact 
could  with  advantage  be 
fixed  higher,  and  this 
should  be  done. 

J.  J.  H. 
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Partionlan  of  Aocident,  fto. 


6a£^t      Northbbx 


Gonolusions  of  the  Snb- 

Inspeetor  as  to  the  oanses 

of  the  Accident. 


ReoommemSathMtt. 


back  of  the  tender,  while  the 
enfcine  was  mnning  through  Belle 
lale  Tunnel,  for  the  purpose  of 
placing  the  lamp  where  it  was 
reqoiiid  before  reaching  Belle  Isle 
signal  cabin,  On  emerging  from 
i£e  tunnel  he  fixed  the  lamp  in 
position,  and  when  returning  to 
the  footplate  he  was  struck  on  the 
back  at  the  head  by  the  arm  of  the 
distant  signal  from  Copenhagen 
signal  cabin,  which  is  fixed  82  yiuxls 
north  of  the  tunnel  mouth,  and 
when  off,  as  in  this  case,  is  14  ft. 
6  ins.  aboye  the  rail  lerel,  with  the 
result  stated  aboye. 


Date  of  Accident— 34th  August,  1901 . 
Place  at  which  Accident  happened 
— Ardsley.  Name  of  Person  killed 
—Alfred  Dudley  McLaughlin.  Age 
of  Peraon  killed— 20.  Capacity 
in  whi^  employed— Clerk.  Num- 
ber of  booked  working  hours  per 
diem — 11.  How  long  on  duty  at 
time  of  Accident — 36  minutes. 

Description  of  Accident— At  Ardsley 
there  are  four  lines  running  north 
and  south.  The  first  and  second 
lines  from  the  wee}  are  known  as 
the  "Brandi"  lines  and  the  two 
others  as  the  "Fast"  or  main 
lines. 

There  are  three  platforms,  namely,  the 
"  down  slow,"  the  "  island  "  which 
is  between  the  branch  and  main 
lines,  and  the  "  up  main.**    At  the 
north  end  of  the  station  there  is 
an  oyerbridge  which  is  connected 
with  each  of  the  three  platforms, 
and  at  che  south  end  there  is  a 
leyel  crossing  necessarily  arranged 
for    luggage,    &c.      The    Station 
liaster's  Office  is  on  the  No.  1  or 
"  down  branch  **  platf orm^  and  the 
guards'  room  is  situated  in  the  up 
goods  yard  on  the  east  side  of  the 
up  line,  about  900  yards  south  of 
the  platforms. 
McLaughlin   was  employed  in   the 
Station    Master's    Office,    but   at 
about  9.5  a.m.  it  was  necessary  for 
him  to  take  the  daily  order  sheet 
to  the  guards*  room,  to  do  which 
he  attempted  to  pass  oyer  the  leyel 
arossing,  but  whilst  doing  so  he 
was  struck  by  the  engine  of  a  uass- 
ing  up  express  train  and  kUled. 


Date  of  Accident — 8rd  September, 
1901.  Place  at  which  Accident 
happened — Nottingham.  Name  of 
Person  injured — William  Seaton. 
Age  of  Person  injured — 49.  Capa- 
city in  which  employed— Labourer 
employed  by  the  Gas  Company. 
Nature  of  Injury — Back  injured. 
Off  duty  H  days. 

Description  of  Accident — Seaton  was 
engaged  remoyin?  cinders  from 
the  G«s  Company's  yard  into  a 
waggon  standing  in  the  "  Old 
Canal  Road."  For  this  purpose,  one 
end  of  a  long  plank  was  placed  on 
the  ground  (opposite  the  exit  from 
the  gas  yazd)  and  the  other  end 
against  the  side  of  the  yehicle.  In 
addition,  two  short  planks  were 
placed  across  the  top  of  the  waggons 


of  enginemen  leaying  the 
fcotpUtes  of  their  engines 
in  motion  on  this  line  is 
far  too  general,  and  there 
is  no  definite  instruction 
forbidding  it. 


A  policeman  is  proyided  to 
regulate   the  foot  traffic  ! 
oyer   the   leyel   crossing, 
and  at   the  time  of  the  ' 
accident      he      (William 
Tokins)  was  standing  in 
the   10-ft.  space  between 
the  branch  and  fast  lines. 
At  that  time  a  train  was 
standing  at  the  main  line 
side  of  the  island  platform, 
and  knowing  that  an  up 
express    train     was    ap- 
proaching,    and      seeing 
McLaughlin  hurrying  as 
if  intending  to  pass  oyer 
the   crossing    before   the 
trains,  Tokins  held  out  his 
arms   oyer   the  crossing, 
and  twice  called  "btop," 
but,     ayoiding      Tokins, 
McLaughlin  rushed    for- 
ward, and  then  before  he 
could  get   clear   he   was 
knocked  down. 
The  train  standing  at  the 
down  island  platform  may 
haye    preyented   the   de- 
ceased seeing  the  one  ap- 
proaching on  the  up  line, 
and    it   is  yery  probable 
that   he   understood    the 
warning  from  Tokins  to 
mean  that  thf  down  train 
was  about  to  be  set  back, 
in  which  case  he  might 
haye  gob  oyer  without  in- 
jury ;    at  the  same  time, 
haying  neglected  to  act  to 
the  warning  giyen,  I  am 
of  opinion  tlmt  the  acci- 
dent was  due  to  his  own 
want  of  caution. 

A.  F. 


While  Seaton  was  engage^l 
loading  a  waggon  standin^r 
in  the  "  Old  Canal  Road," 
five  men  were  pushing  by 
hand  a  waggon  into  the 
" Middle Road,'^  the  adjoin- 
ing siding.  The  eyidence 
is  conflicting  as  to  whether 
the  latter  yehicle  caught 
the  former  (owing  to  it 
being  foul)  or  one  of  the 
short  planks  on  the  top 
of  that  vehicle,  but  in 
either  case  it  was  the 
duty  of  the  men  who  were 
pushing  the  yehicle  into 
the  Middle  road  to  warn 
Seaton,  in  accordance  with 
Rule  112  (a),  and  they 
neglected  to  do  so.    How- 


For  future  saf e^it  is  desirable 
that  the  Company  ahoold 
either  supply  their  super- 
numerary porters  withrulss, 
'  or  make  arrangements  that 
when  a  number  of  them  «re 
working  together,  as  in  this 
case,  some  one  who  i^  well 
acquainted  with  the  rules 
should  haye  charge  of  the 
workiDg. 

J.  J.  H. 
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Partioulars  of  Accident,  &c. 


fiBKAT  NOBTHEBN- 

pont. 


ConclnsionB  of  the  Sub- 
Inspector  as  to  the  oaoses 
of  the  Accident. 


Reoommeuiiatioos. 


which  were  moored  as  required  so 
as  to  enable  Seaton  to  distribute 
the  cinders  evenly  in  the  watrgon. 
In  this  case  he  had  wheeled  his 
barrow  up  the  long  plank  and  had 
got  it  upon  otte  of  hu  short  planks, 
and  was  in  the  act  of  tipping  it, 
when  the  waggon  was  moyed, 
causing  him  to  be  thrown  to  the 
ground,  with  the  result  stated 
above. 


Date  of  Accident — 20th  September, 
1901.  Place  at  which  Accident 
happened  —  Nottingham  Ooods 
Y«xl.  Name  of  Person  injured — 
William  Holland.  Age  of  Person 
injured — 54.  Capacity  in  which 
employed  —  Waggon  Examiner. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident — 6|  hours. 
Nature  of  Injury — Small  bone  in 
right  foot  fractured  and  body 
badly  bruised. 

Description  of  Accident  —  On  the 
night  in  question,  daring  shunting 
operations,  two  waggons— one  a 
North  Eastern  empty  and  the  other 
a  Great  Northern  loaded  with  grain 
— left  the  rails  at  certain  hand 
points  in  the  shunting  neck.  After 
they  had  been  re-railed  it  was 
necessary  for  the  wheels  to  be 
gauged.  Holland  was  present  for 
some  time,  but  as  the  waggons  did 
not  appear  to  be  muoh  cUunaged, 
and  as  he  had  to  leave  to  examine 
a  train  in  another  part  of  the  yard, 
he  ascertained  from  the  foreman 
shunter,  0.  Rookley,  before  leaving, 
into  which  siding  the  waggons 
would  be  shunted.  After  being 
away  for  about  20  minutes,  Hol- 
land went  direct  to  the  grain  or 
hoist  siding  where  he  had  learned 
that  the  loaded  waggon,  with 
others,  was  to  be  shunted,  and 
without  giving  any  intimation  to 
the  shunters  as  to  what  he  was 
about  to  do,  he  got  underneath  the 
waggon.  Whilst  he  was  in  that 
position  some  other  waggons  were 
run  into  the  same  siding,  with  the 
result  that  on  the  latter  dosing  up 
against  that  under  which  he  was 
working  Holland  was  injured,  as 
stated  above. 


Date  of  Accident — 23rd  September, 
1901.  Place  at  which  Accident 
happened  —  Bradford.  Name  of 
Person  injured — John  Noble.  Age 
of  Person  injured — 4  6.  Capacity  in 
which  employed — Supernumerary 
Goods  Porter.  Number  of  booked 
working  hours  per  diem — ^Irre- 
gular.  How  long  on  duty  at  time 
of  Accident --S^  hours.  Nature  of 
Injury — Right  shoulder  and  left 
knee  injured.  Still  off  duty  on 
4th  December. 

Description  of  Accident— On  the 
day  in  question,  at  about  3.30  p.m., 
Noble  and  Goods  Porter  A.  Kendal 
were  engaged  unloading  pieces  of 
logwood  from  a  waggon  stfuiding  in 
the  back  crane  road  to  a  pile  by  the 
side  of  the  line.  Whilst  so  engaged 
they,  as  usual,  had  the  door  of  the 


ever,  none  of  these  n^en 
(who  were  all  supernumer- 
ary goods  porters)  had 
been  supplied  with  a  copy 
of  the  Company's  rules, 
and  therefore  they  cannot 
be  blamed  for  not  carrying 
them  out ;  and  it  would 
appear  that  this  mishap, 
which  might  have  been 
more  serious,  was  chiefly 
due  to  their  ignorance  of 
the  rules  and  inexperience 
in  railway  work. 


Holland  was  aware  that  the 
grain  siding  was  in  con- 
stant use,  and  as  he  now 
fully  admits  before  placing 
himself  in  the  position 
mentioned  he  certainly 
ought  to  have  made  known 
his  return  and  intentions 
to  the  shunters.  Seeing 
that  he  failed  to  do  that, 
I  am  bound  to  conclude 
that  in  this  case  the  acci- 
dent was  due  to  his  own 
want  of  caution. 

A.F. 


The  mishap  was  due  to  the 
men  having  beenregularly 
permitted  to  unloi^  wag- 
gons with  the  doors  prop- 
ped up  in  the  same  unsatis- 
factory manner  as  in  this 
case  without  proper  precau- 
tion having  be^  taken  to 
secure  the  waggon  doors 
upon  which  it  was  neces- 
sary for  them  to  walk 
while  engaged  removing 
the  pieces  of  timber  from 
the  vehicles.  Noble  had 
not  been  supplied  with  a 
Rule  Book,  and  had  only 
been  in  the  service  nine 
weeks,  therefore  he  was 
inexperienced  in  railway 
work. 


For  future  safety  it  is  desir- 
able that  arrangements 
should  be  made  for  the 
waggon  doors  upon  which 
the  men  have  to  walk  to  be 
properly  secured  before  they 
commence  to  unload  the 
vehicles. 

J.  J.  H. 
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Inflpector  as  to  the  oaases 

of  the  Aocident. 


▼ehiole  propped  up  with  an  aneyen 
pieoe  of  logwood  about  4  feet 
2  inohes  long**  and  when  remoyingr 
one  pieoe  from  the  waggon*  which 
they  were  nnable  to  lift  tiiej  rolled 
it  (dong  the  waggon  door,  and  when 
it  fell  it  came  in  contact  with 
another  piece  resting  on  the  gronnd 
and  rolled  back  towuds  the  wag- 
gon against  ihe  pieoe  supporting 
the  door,  causing  the  door  to  fall, 
Noble  falling  with  it  to  the  gronnd, 
with  the  result  stated  aboye. 


Date  of  Aocident^Tth  Augfust,  1901. 
Place  at  which  Accident  happened 
— Clifton  Bridge.  Name  of  Person 
injured — Jamee  Hurley.  Age  of 
Person  injured — iS.  Capacity  in 
which  employed — Goods  Guard. 
Number  oil  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident— 4 1  hours. 
Nature  of  Injury — Ribs,  hips,  and 
knee  bruised. 

Description  of  Accident— Hurley  was 
working  in  charge  of  the  9.5  a.m. 

foods  todn  from  Stapleton  Road  to 
'ortishead  and  back.  On  arriyal 
at  Clifton  Bridge  there  were  seven 
waggons  to  detach  into  what  is 
locally  known  as  the  "Ballast 
siding."  The  station  master,  J. 
King,  suggested  that  it  would  be 
best  to  run  the  engine  round  the 
waggons  and  propel  them  into  the 
siding,  but  to  save  time  Hurley  ce- 
«cidedtotowth€m.  Ajb  the  waggons 
were  thus  being  passed  into  the 
aiding,  seeing  ^y  were  running 
yery  freely,  the  station  master 
called  to  the  engine  driver  to  stop, 
and  immediately  the  rope  was 
slackened.  Hurley  tried  to  release 
it  from  the  waggon,  but  before  he 
could  do  so  the  portion  dragging 
along  the  ballast  caught  the  end 
of  a  check  rail  and  was  broken. 
One  of  the  loose  ends  then  twisted 
round  Hurley,  and  knocking  him 
down  caused  injuries  as  stated 
above. 


Date  of  Aocident— 28th  August,  1901. 
Place  at  which  Accident  happened 
— Gollanfield.  Name  of  Person  in- 
jured— Louis  Grant.  Age  of  Per- 
son injured  —  28.  Capacity  in 
which  employed— Assistant  Goods 
Guard.  Number  of  booked  working 
hours  per  diem — 10.  How  long  on 
duty  at  time  of  Aocident — 1^ 
hours.  Nature  of  Injury — Right 
hand  injured.    Off  duty  one  week. 

Description  of  Accident—Grant  was 
working  with  the  3.42  p.m.  up 
goods  train  from  Inverness  to  Perth, 
which  arrived  at  Gollanfield  at 
about  4.26  p.m.,  where  two  wag- 
gons had  to  be  detached  and  placed 
in  the  down  siding  at  the  west  end 
of  the  station.  To  get  them  there 
it  was  necessary  for  two  other 
waggons  which  were  6tandin«r  in 
the  siding  to  be  moved  further 
eastwards  in  order  to  make  room 
for  them.  For  this  purpose  Grant 
attached  one  end  of  the  tow-rope 
to  the  side  chain  of  the  engine  and 
the  other  end  to  the  loop  fixed  on 
the  side  of  the  leading  waggon 
n  the  siding.  The  engine  was 
th^n  moved  forward,  but  at  the 


Every  amngement  neoee- 
sary  for  running  round 
purposes  is  provided  at 
this  station,  and,  there- 
fore, although  Hurley 
may  have  considered  that 
in  towing  the  waggons  he 
was  forwarding  the  work- 
ing, I  am  of  opinion  that 
the  accident  was  duo  to 
want  of  caution.  At  the 
same  time  it  is  to  be  re 
gretted  that  the  station 
master,  who  is  held  re- 
sponsible for  the  safe 
working  of  his  station,  did 
not  insist  on  his  request 
being  acted  to. 

For  future  safety  the  Com- 
pany have  given  instruc- 
tions that  Uie  towing  of 
waggons  at  the  station  in 
question  is  to  be  disoon- 
tinued. 

A.F. 


The  mishap  appears  to  have 
been  accidental.  At  the 
same  time  Grant  acted  un- 
wisely in  not  taking  the 
engine  against  the  wag- 
gons in  the  siding  to  push 
them  eastwards  in  order 
to  make  room  for  the  two 
to  be  detached,  and  also  in 
attaching  the  tow-rope  to 
the  engine  while  it  was 
on  the  up  main  line  and 
to  the  waggons  in  the 
down  siding,  as  this  ne- 
cessitated the  rope  being 
stretched  across  t^e  down 
main  line.  This  system  of 
tow-roping  is  considered 
so  dangerous  by  some  of 
the  other  companies  that 
it  is  forbidden. 


ReoommendatioQS 


The  tow-roping  is  somewhat 
heavy  at  this  station,  and 
for  future  safety  the  Com- 
pany should  consider  the 
advisability  of  putting  in 
a  trailing  connectionnom 
the  up  main  line  to  the 
down  siding  at  the  east 
end.  There  is  ample  room 
for  this  to  be  done,  and  t>y 
this  means  the  dangerous 
operation  of  tow-roping 
would  be  dispensed  with. 
Further,  the  Company 
should  be  asked  to  issue 
general  instructions  simi- 
lar to  those  shown  below, 
which  are  extracted  from 
the  "  Appendix "  of  the 
Caledonian  Company : — 

"  Tail  -  Roping  op 
"  Waggons.  —  Waggons 
"  must  not  be  tail-roped 
"oat  of  or  into  Sidings 
"  across  another  set  of 
"  Rails— that  is,  when  an 
"  Engine  is  on  the  Up 
'*  Liue  of  Rails  a  rope 
"  must  not  be  attached  to 
"  it  and  to  Waggons  in  a 
"  Siding  off  the  Down 
"  Lino  of  Rails,  nor  when 
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moment  when  the  tow-rope  be- 
came taut,  the  nuts  holding  Uie 
loop  broke,  causing  the  tow-rope  to 
fly  forward  and  the  hook  at  the 
end  of  it  to  strike  Grant's  right 
hand,  with  the  result  stated  abova 


Date  of  Accident— 6th  July,  1901. 
Place  at  which  Accident  happened 
— Simonstone.  Name  of  Person 
injured— Paul  Parkinson.  Age  of 
Person  injured — 33.  Capacity  in 
which  employed  —  Platelayer. 
Number  of  booked  working  hours 
per  diem — 1 1  ^.  How  long  on  duty 
at  time  of  Accident — 1^  hours. 
Nature  of  Injury — Right  shoulder 
fractured. 

Description  of  Accident — Parkinson 
and  two  other  platelayers  were 
engaged  in  clearing  rubbish  from 
the  different  sidings  in  the  goods 
yard.  On  arrival  of  a  goods  train 
at  about  7.30  a.m.  three  waggons 
were  detached  and  run  into  the 
back  or  No.  4  siding,  across  whidi 
the  platelayers  were  wheeling  the 
sweepings  for  tipping.  To  avoid 
the  waggons  coming  to  a  stand 
over  the  path  one  of  the  plate- 
layers, James  Stevenson,  met  the 
waggons  near  the  entrance  where 
he  intended  stopping  them,  but  t^e 
goods  portor,  Albert  Butterworth, 
who  was  assisting  with  the  shunt- 
ing, not  knowing  why  Stevenson 
w^s  trying  to  stop  them,  called  to 
him  to  let  them  run  clear  of  the 
crossing  as  other  waggons  had  to 
be  shunted  into  that  and  another 
adjoining  siding.  Unfortunately, 
the  leading  waggon  came  to  a 
stand  over  the  path,  and  whilst 
Parkinson  and  Stevenson  were 
trying  to  push  it  clear  some 
other  waggons  were  run  into  the 
same  siding,  with  the  result  that 
Parkinson^s  right  shoulder  was 
crushed  between  the  buffers. 


Date  of  Accident— nth  July,  1901. 
Place  at  which  Accident  happened 
-  Carriage  Works  Sidings,  Newton 
Heath.  Name  of  Person  Injured — 
William  Cowap.  Age  of  Person 
injured— 38.  Capacity  in  which  em- 
ployed—Engine  Driver.  Number 
of  booked  working  hours  per  diem — 
1 1  i.  How  longr  on  duly  at  time  of 
Accident— lOf  hours.  Nature  of 
Injury — Left  shoulder  and  arm 
bruised. 

Description  of  Accident — In  the  car- 
riage works  yard  there  are  23 
sidings,  lying  east  and  west,  leading 
to  the  painting  shops.  On  the  north 
and  south  sides  of  the  sidings  there 
is  a  running  line  which,  owing  to 
them  running  to  a  lower  level,  are 
locally  known  as  No.  1  and  No.  S 
"  Subways."  Those  lines  run  from 
the  shunting  neck  at  the  west  end 
of  the  yard  to  the  erecting  shops 
in  a  seoond  yard  further  eastwards, 
i.fi.,  at  the  rear  of  the  painting 
shops.  Engines  and  short  empty 
stock  trains  are  worked  over  the 
•*  subways,"  under  the  "  single  line 
train  staff  arrangements." 

On  the  date  in  question  a  light  engine, 
No.  885,  was  run  from  the  No.  3, 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


In  this  case  the  primary 
cause  of  the  accident  was 
Stevenson  (who  told  Park- 
inson that  the  shunting 
in  the  No.  4  siding  had 
been  completed)  mis- 
understanding the  re- 
marks of  Porter  Butter- 
worth  as  to  the  number 
of  shunts  that  were  to  be 
made.  At  the  same  time, 
although  the  siding  is  on 
a  curve,  I  certeinly  think 
that  before  getting  be- 
tween the  waggons,  know- 
ing shunting  was  going 
on,  both  Parkinson  and 
Stevenson  ought  to  have 
taken  more  precaution 
for  their  safety. 

A.F. 


Owing  to  the  position  of  a 
gateman's  cabin,  and  to 
the  "  lead  "  from  the  No.  1 
subway  to  the  shunting 
neck  being  on  a  curve,  the 
standing  engine  could  not 
be  seen  more  than  60  yards 
away,  but  even  at  that 
distance  I  am  of  opinion, 
that  had  the  driver,  R. 
Bexmett,  of  the  second 
engine  been  approaching 
the  shunting  neck  (where 
he  required  to  bring  his 
own  engine  to  a  stand) 
with  the  necessary  cau- 
tion he  might  have  pre- 
vented the  mishap,  and,^ 
having  failed  to  do  so  he 
must  be  held  responsible 
for  the  aooident. 


ReoommendatioDs. 


**an  Bngin«  is  ob  the 
**DowD  L«ie  of  Bails 
**  must  a  rope  be  attached 
**  to  it  and  to  Waogons  in 
**  a  Siding  oiT  the  Up  Line 
**of  Baib.  In  aU  oaMs 
**  where  the  Sidings  will 
**  carry  the  Bngine  it 
'*mu«t  be  taken  into 
**  them  to  lift  and  deposit 
**  Waggonii." 


J.  J.  H 


AlthoDglij(p  this  oaie  I  iioM 
the  engine  driver,  R. 
Bennett,  responsible  for 
the  accident,  I  oertainly 
think  the  present  arrange- 
mente  might  be  improved. 

In  running  from  either  sub- 
way, owing  to  sharp 
ourvee  and  fixed  obstrac- 
tions,  there  is  not  a  g^ood 
view  of  the  shunting  neck 
into  which  the  engines 
from  both  lines  require  to 
run.  I  recommend  that 
the  Oompany  should  con- 
sider the  advisability  of 
either  ordering  t^t  all 
engines  running  from  the 
subwi^  shall  be  brought 
to  a  stand  at  an  arranged 
point,  from  which  the 
shunter  should  go  forward 
to  ascertain  that  the  shunt- 
ing neck  is  clear,  or  that 
the  outlet  from  the  sub- 
ways should  be  controlled 
by  dwarf  signals,  which 
might  be  worked  from  the 
gateman's  cabin. 

A.F. 
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Partdoalare  of  Accident,  kc. 


ConolnsioiiB  of  fche  Sab- 
Inspector  as  to  the  cansos 
of  the  Accident. 


HeoommeadationB. 


hAXOABBJXE  AND 

YOBKBHIRB-^eim^.  I 


or  Sonth  Sabway,  to  the  ehnnting: 
neck,  from  which  it  was  intended 
to  be  set  back  into  the  No.  4  siding^, 
bat  jast  as  the  driver,  W.  Gowap, 
had  leversed  the  engine,  and  was 
preparing  to  set  baak,  it  was  ran 
into  by  another  engine,  No.  853, 
which,  with  five  vehicles  attached, 
had  been  brought  from  the  No.  1 
snbway,  and  by  the  impact  Cowap 
was  thrown  heavily  against  the 
front  of  the  fire  box.  At  the  time 
of  my  Inquiry  Cowap  was  still  off 
duty. 


Date  of  Acoident^lSth  July,  1901. 
Place  at  which  Accident  happened 
— Sowerby  Bridge.  Name  of  Person 
injured — Sykes  Herbert  Sutcliffe. 
Age  of  Person  injured  —  20. 
Capacity  in  which  employed-— 
Extra  Platelayer.  Number  of 
booked  working  hours  per  diem — 
11  i.  How  long  on  duty  at  time 
of  Accident — 9^^  hours.  Nature  of 
Injury — Left  shoulder  injured. 

Description  of  Accident  —  Sutcliffe 
was  one  of  several  platelayers  who, 
on  the  date  in  question,  were  em- 
ployed at  Sowerby  Bridge  for  the 
purpose  of  painting  the  fixed  point 
rods.  At  about  3.30  p.m.  the  men 
all  stood  clear  of  the  main  lines 
for  two  approaching  trains  to  pass. 
On  tAe  arrival  of  the  down  train 
the  engine  was  detached  at  the 
platform  near  to  which  the  men 
were  working  and  taken  to  a  siding 
from  which  a  second  engine  was 
brought  to  work  the  train  forward. 
As  the  latter  was  setting  back  to 
the  train,  and  just  before  reaching 
the  point  where  Sutcliffe  was  stand- 
ing, this  man  stepped  foal  of  the 
line,  and  although  immediately 
called  to  by  the  '"look-out"  man 
and  others,  before  he  could  get 
clear  he  was  knocked  down. 


Date  of  Accident— 23rd  July,  1901. 
Place  at  which  Accident  happened 
— Aocrington  Locomotive  Yard. 
Name  of  Person  injured — Benjamin 
Tomer.  Age  of  Person  injured — 
46.  Capacity  in  which  employed 
— Coalman.  Number  of  booked 
working  hours  per  diem — 1 1 .  How 
long  on  duty  at  time  of  Accident — 
9  hours.  Nature  of  Injury — Skull 
and  ribs  fractured. 

Description  of  Accident— On  the 
date  in  question,  at  about  3  p.m., 
whilst  Turner  and  another  coalman, 
named  R.  Jackson,  were  engaged 
in  coaling  an  engine.  No.  400,  from 
a  waggon  at  the  coaling  stage, 
another  eng^ine,  No.  1338,  which 
had  been  standing  a  few  yards  In 
the  rear,  was,  in  some  way  unknown, 
moved  forward,  and  on  the  latter 
colliding  with  the  former,  the  door 
of  the  waggon  on  which  they  were 
working  was  forced  from  a  pro- 
perly arranged  '*  rest,'*  and  titie 
two  men  were  thrown  into  the 
tender.  Fortunately  Jackson  fell 
on  the  coal  and  was  not  injured, 
but  Turner,  falling  head  foremost 
on  to  the  footplate,  received  in- 
juries as  stated  above. 


It  is  difficult  to  understand 
why  Sutcliffe  should 
attempt  to  take  up  his 
work  at  the  time  the  en- 
gine was  so  near  to  him, 
especially  as  all  the  other 
men  were  standing  clear. 
He  evidently  was  not  pay- 
ing sufficient  attention  to 
what  was  being  done. 
His  failing  to  see  the 
engine  approaching  on  his 
left  side  may  be  somewhat 
excused,  for  during  my 
Inquiry  I  detected  that 
something  was  wrong 
with  his  left  eye,  and 
after  testing  his  sight  he. 
although  unwilling  at 
first  to  do  so,  afterwards 
acknowledged  that  in  that 
eye  he  was  totally  blind. 

Sutcliffe  had  been  in  the 
Company's  service  for 
seven  months,  but  pre- 
vious to  my  Inquiry  none 
of  the  Company  s  men  or 
officers  had  noticed  or 
questioned  his  condition* 

A.  P. 


It  IS  impossible  to  trace  how 
the  second  engine  was 
moved  forward.  Immedi- 
ately after  the  accident 
both  the  engines  referred 
to  were  examined,  and  it 
is  stated  that  the  brakes 
were  then  '*hard  on." 
Under  such  circumstances 
it  would  be  impossible  for 
the  second  engine  to  move 
without  some  interf  erenoe. 
There  had  been  three  en- 
gines standing  at  the 
coaling  stage  a  short  dis- 
tance ap<^  and  just 
previous  to  the  accident  a 
fourth  engine  was  taken 
to  the  rear  of  the  three 
engines  by  assistant  en- 
gine turner,  Andrew  Bell. 
He  denies  that  the  engine 
he  was  working  collided 
with  the  one  in  front,  but 
seeing  that  no  one  else 
can  be  traced  as  having 
been  near  the  engines, 
although  he  may  not  have 
noticed  it,  I  am  of  opinion 
that  the  fourth  engine 
must  have  collided  with 
the  third,  which,  in  turn, 
struck  and  forced  the 
second  to  the  first  engine. 

A.  P. 
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Date  of  Aocident — 15th  Angiut,  1901. 
Phioe  at  which  Aocident  happened 
— Bamber  Bridge.  Name  of  Peraon 
injored — ^Walter  Watson.  Age  of 
Person  injured — 30.  Oapaoitj  in 
which  employed  ^*  Qoods  Guard. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Aocident  —  7^  hours. 
Nature  of  Injury — Right  side  in- 
jured.   Off  duty  19  days. 

Description  of  Accident— Watson  was 
working  with  the  8.80  p.m.  goods 
train  from  Fleetwood  to  Oastleton, 
which  arrived  at  Bamber  Bridge 
at  8.15  on  the  morning  in  question. 
On  arrival  at  the  latter  station  the 
train  consisted  of  62  vehicles  and 
brake  van,  22  of  these,  which  were 
next  the  engine,  had  to  be  detached 
there.  For  this  purx)08e  Inspector 
Thomas  Bates  uncoupled  them 
from  the  remainder  of  the  train 
while  it  was  on  the  up  main  line, 
and  directly  he  had  done  so  the 
train  commenced  to  run  away 
down  the  falling  gradient  of  1 
in  120.  Watson  remained  in  his 
brake  van  while  the  train  ran 
through  Brownlow  Crossing,  Pres- 
ton Junction. Station,  and  until  it 
reached  a  point  about  140  yards 
west  thereof,  when  he  attempted 
to  jump  off  the  van  step  while  the 
tnun  was  travelling  at  about  20 
miles  an  hour,  with  the  result  that 
he  fell  and  injured  his  side  as 
stated  above.  The  train  continued 
to  run  back,  going  through  the 
catch  points  fixed  1,650  yards  west 
from  where  the  train  started,  and 
then  onward  until  the  brake  van 
came  in  oontact  with  the  buffer 
stops  fixed  a  few  yards  west  of  the 
catch  points.  The  force  of  the 
collision  was  so  great  that  the 
brake  van  and  9  other  vehicles 
were  derailed.  Three  of  the  latter 
were  completely  smashed  up,  imd 
five  badly  imd  one  slightly 
damaged,  with  the  result  that 
both  main  lines  were  blocked  for 
sometime. 


Dateof  Aocident— 22nd  August,  1901. 
Place  at  which  Accident  happened 
—  Rochdale.  Name  of  Person 
injured  —  John  French.  Age  of 
Person  injured — 18^.  Oapacity  in 
which  employed  —  Labourer  em- 
ployed by  Mr.  Rimmer,  Relaying 


The  following  rule  extracted 
from  the  General  Rule 
Book  has  an  important 
bearing  upon  this  case : — 

"IBl.  When  a  goods 
"  train  has  boon  brought 
to  a  stand  on  any  run- 
ning line  where  the  line 
is  not  level,  and  it  is 
necessary  for  the  engine 
to  be  detaohed  from  the 
train,  the  Guard  must, 
before  the  engine  is  un- 
coupled, satisfy  himself 
that  the  vslu  -  brakes 
have  been  put  on  se- 
curely, and  as  an  addi- 
tional precaution  he 
must  pin  down  a  suf- 
flcient  number  of  wag- 
gon brakes,  and  place 
one  or  more  sprags  in 
the  wheels  of  the  wag- 
gons next  to  the  rear 
brake  in  the  case  of  a 
rising  gradient,  and  of 
the  foremost  wagsons 
in  the  case  of  a  falling 
gradient,  so  as  to  pre- 
vent the  possibility  of 
the  wacrgons  moving 
away.  The  ntmiber  ox 
sprags  must  be  regu- 
lated b/  the  steepness 
of  the  gradient,  the 
number  of  waggons, 
their  loads,  ana  the 
state  of  the  weather 
•*  and  raUs." 

From  the  evidence  g^ven  it 
is  clear  that  the  runaway 
signal  was  properly  given* 
by  Signalman  J.  Ains- 
wortb,  on  duty  at  Brown- 
low  Crossing,  to  Signalman 
J.  Bannister,  at  Preston 
Junction  Station,  but 
owing  to  the  cross -over 
road  from  the  up  to  the 
down  main  line  being  east 
of  his  cabin  he  had  not 
time  to  set  the  points  for 
the  latter  line  before  the 
brake  van  was  over  them. 
The  mishap  was  brought 
about  owing  to  Guard 
Watson  disregarding  Rule 
181,  and  neglecting  to 
have  a  proper  supply  of 
sprags  in  his  van,  and  to 
fill  his  sand  box  at  Fleet- 
wood. Inspector  Bates 
also  disregarded  the  rule 
quoted,  and  with  the  use 
of  proper  appliances  and 
some  alertness  on  the  part 
of  both  these  men  the 
accident  might  have  been 
prevented. 

Of  the  two  men  Inspector 
Bates  appears  to  be  most 
to  blame,  as  he  not  only 
neglected  to  carry  out  the 
rules,  but  he  uncoupled 
the  train  without  satisfy- 
ing himself  that  G-uard 
Watson  was  on  the  alert 
or  even  in  the  van.  At 
the  same  time  the  brake 
power  on  such  a  heavy 
falling  gradient  as  the 
one  in  question  does  not 
appear  to  have  been 
sufficient. 


At  the  spot  where  this 
mishap  happened  engines 
travel  in  both  directions, 
and  although  it  appears 
to  have  been  accidental  it 
might  have  been  prevented 
if  acting  Engine-driver  A. 


This  Company  have  recently 
increased  the  weight  of  tibie 
loads  of  their  goods  and 
ooal  trains ;  therefore  it  is 
desirable  for  future  safety 
that  they  should  also  in- 
crease the  brake  power  at 
the  rear  of  tihe  trains, 
either  by  substituting  much 
heavier  brake  vans  or  hav- 
ing two  vans  instead  of  one, 
as  at  present.  Arrange- 
ments should  also  be  made 
for  a  supply  of  sprags  to  be 
always  kept  on  hand  at  and 
about  the  spot  where  this 
train  started  to  run  away. 
As  similar  oases  have  pre- 
viously occurred  at  this 
place,  it  is  surprising  this 
has  not  been  done,  and 
Rule  181  enforced. 

J.  J.  H. 
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LurCABHIBB  AND 

TOBKE-HIBS — cont. 
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Partacnlftrs  of  Accident,  iao. 


Contractor.  Nat^ro  of.  Injury — 
Left  leg  run  over,  since  ampu> 
tated.  Still  o£E  duty  at  the  time 
of  inquiry. 
Description  of  Accident. —  On  the 
morning  in  question  French  and 
nine  other  men  had  been  working 
at  what  is  known  as  the  Boundary 
Street  Bridge,  but  having  finished 
at  that  place  at  about  9.15  a.m.  they 
were  instructed  to  go  to  work  about 
a  quarter  of  a  mile  eastwards. 
While  proceeding  there  French  and 
two  of  the  other  men  walked  near 
together  between  the  up  main  line 
and  up  loop  line,  the  f^pace  between 
which  varies  from  8  to  10  feet, 
when  a  light  engine  travelling 
from  the  west  to  the  east  along 
the  up  loop  line  to  the  turntable 
struck  French,  knocking  him 
down,  with  his  left  leg  across  the 
rail,  which  was  so  injured  that  it 
had  to  be  amputated,  with  the 
result  stated  above. 


Date  of  Aocident— 25th  August,  1901. 
Place  at  which  Accident  happened 
— Hapton.  Name  of  Person  injured 
— Kay  Mills.  Age  of  Person  in- 
jured— 28.  Capacity  in  which  em- 
ployed—Goods Guard.  Number  of 
booked  working  hours  per  diem — 
10.  How  long  on  duty  at  time  of 
Accident — 8^  hours.  Nature  of  In- 
jury— Left  hjEmd  severely  cut. 

Description  of  Accident — ^Mills  was 
working  in  charge  of  a  goods  train 
from  Bosegrove  to  Bazenden.  On 
reaching  Hapton  at  12.5  a.m.  the 
engine  was  detached  from  the 
train  and  taken  into  the  front 
siding  for  the  purpose  of  attaching 
three  waggons.  Whilst  Mills  was 
walking  in  the  6-f t.  spaoe  between 
the  main  line  and  front  siding,  and 
when  in  the  act  of  giving  a  hand 
lamp  signal  to  the  engine  driver, 
he  stumbled  over  an  exposed  point 
rod,  and  falling  sideways  on  to 
some  awkwardly  arranged  trunk- 
ing  which,  although  fixed  to  coyer 
a  single  signal  wire,  stands  nearly 
12  inches  above  the  path,  he  re- 
ceived injuries  which  necessitated 
his  being  off  duty  3  weeks. 


Date  of  Accident— 26  th  August,  1901. 
Place  at  which  Accident  happened 
— Darwen  Engine  Shed.  Name  of 
Person  injured— William  Harrison. 
Age  of  Person  inj  ured— 1 6.  Capac- 
ity in  which  employed  —  Engine 
Cleaner.  Number  of  booked  work- 
ing hours  per  diem— 11^.  How 
long  on  duty  at  time  of  Accident — 
11^  hours.  Nature  of  Injury — 
Bight  hip  bruised. 

Description  of  Accident— Harrison 
and  several  other  cleaners  were 
engaged  at  an  engine  (No.  5S7) 
then  standing  over  the  outside  pit 
in  the  No.  4  road,  immediately  in 
front  of  the  engine  sheds.  At 
about  6.25  a.m.,  just  when  finishing 
their  work  at  the  engine  referred 
to,  and  when  about  to  leave  duty, 
they  were  all  warned  that  the  en- 
gine was  going  to  be  moved  ahead 
to  allow  another  engine  (No.  396) 
to  get  over  the  pit  Harrison  had 
been  cleaning  the  front  of  the 
engine  (nearest  to  the  shed),  and 


Conclusions  of  the  Sub-  . 
Inspector  as  to  the  causes 
of  the  Accident. 


Kear  and  acting  Fireman 
P.  Whitby  had  been  keep- 
ing a  good  look-out  ahead, 
and  sounded  their  engine- 
whistles  in  accordance  with 
Rule  153. 

J.  J*  H. 


The  condition  of  the  goods 


IS,   m 


yard  in  question 
my  opinion,  very  un- 
satisfactory. Although  a 
shunting  engine  is  en^ 
gaged  there  for  from  two 
to  three  hours  nightly, 
besides  several  trains  stop- 
ping to  attach  and  detach 
vehicles,  every  point  rod 
or  signal  wire  which  is 
not  exposed  is  covered 
with  tr linking  that  forms 
a  most  dangerous  obstruc- 
tion, and  to  make  matters 
even  worse  there  is  not  a 
single  fixed  lamp  provided. 
I  am  of  opinion  that  in  this 
case  the  accident,  which 
might  have  proved  far 
more  serious,  was  due  to 
the  unneoessarr  dangerous 
obstruction  referred  to. 


ReoommendationA. 


As  the  two  engines  were 
being  moved  at  the  same 
time  and  the  cleanors  had 
all  been  warned  to  stand 
clear,  there  was  no  reason 
for  the  driver  of  the 
second  engine,  Q.  Edmond- 
son,  to  expect  any  of  them 
would  attempt  to  take  up 
their  positions  before  both 
engines  had  been  brought 
to  a  stand,  neither  should 
they  have  done  so. 

Harrison  had  only  been  in 
the  servioe  a  few  weeks, 
but  I  certainly  think  that 
in  this  case  the  accident — 
which  might  have  been 
fior  more  serious — was  due 
to  his  "own  want  of 
caution." 

A.F. 


For  future  safety  I  recom- 
mend that  the  dangerous 
trunking  should  be  re- 
moved, and  that  all  point 
rods  and  signal  wires 
should  be  protected  by  side 
timbers  similar  to  what 
has  been  done  with  such 
good  results  at  stations  on 
the  Manchester  to  Bolton 
and  Blackburn  section  of 
this  line  ;  besides  which  at 
suitable  pointe  good  lamps 
should  be  provided. 

A.  P. 


» «■* 


lu588 


P2 


110 

RBPOHTS  OP  SUB-INSPECTORS  OP  RAHiWAYS  ON  ACCIDENTS— COH^'nUtfd 


Railway. 


Partdonlan  of  Aooident,  &c. 


Lahoashibb       and 

YOBKSHIRB— 0(mt. 


being  anxious  to  finish  cleaning  a 
part  of  the  buffer  beam  he  followed 
the  engine,  and  without  noticing 
that  the  second  engine  was  follow- 
ing closely  in  the  rear  he  stood 
immediately  in  front  of  the  rear 
buffer  of  the  leading  engine,  with 
the  result  that,  although  the  second 
ensrine  would  not  have  touched  the 
buffer  at  which  he  was  engaged, 
he  was  crushed  between  them. 


Date  of  Accident — 7th  September, 
1901.  Place  at  which  Accident 
happened  —  Wood's  Siding,  near 
BnnscaU.  Name  of  Person  injured 
— James  Barlow.  Age  off  Person 
injured — 32.  Capacity  in  which 
employed— Ballastman.  Number 
of  booked  working  hours  per  diem 
— 11.  How  long  on  duty  at  time 
of  Accident — 6  hours.  Nature  off 
Injury — ^Left  ankle  injured.  Off 
duty  1  month. 

Description  of  Accident  —  On  the 
morning  in  question  a  gang  of 
21  men,  including  Barlow,  in  charge 
of  Foreman  Thomas  Martindale 
were  engaged  in  loading  10  wag- 
gons with  ashes  in  Wo(xl*s  siding, 
about  half  a  mile  west  of  Brinscall. 
After  Barlow  and  Ballastmen  R. 
Bromley  and  J.  Adamson  had 
nearly  filled  the  waggon  which 
they  were  loading,  the  former 
went  on  to  the  top  of  the  ashes  to 
spread  them.  While  he  was  doing 
BO  the  Tehicles  were  moved  for- 
ward and  he  overbalanced  himself 
and  fell  to  the  ground,  with  the 
result  stated  above. 


Conclusions  of  the  Sub- 

Inspector  as  to  the  causes 

of  the  Accident. 


Date  of  Accident — 19th  September, 
1901.  Place  at  which  Accident 
happened — Bolton.  Name  of  Per- 
son injured — ^William  Henry  Fryer. 
Age  of  Person  injured — 25.  Capac- 
ity in  which  employed  —  Goods 
Porter.  Number  of  booked  working 
hours  per  diem — Irregular.  How 
long  on  duty  at  time  of  Accident — 
8^  hours.  Nature  of  Injury — Left 
knee  injured.    Off  duty  8  days. 

Description  of  Accident. — ^At  8.30  on 
the  night  in  question  it  was  neces- 
sary for  Fryer  to  take  the  numbers 


Reoommendations. 


This  accident  happened  on 
a  Saturday,  and  at  the 
time  Barlow  thought  that 
if  he  bathed  his  ankle  and 
rested  it  until  the  follow- 
ing Monday  he  would  on 
that  day  be  able  to  return 
to  duty,  and  consequently 
he  did  not  report  the  mat- 
ter to  anyone  until  he 
found  that  he  was  unable 
to  resume  work  on  that 
day.  No  one  except  the 
two  men  working  with 
him  saw  the  mishap,  and 
the  driver  and  fireman 
were  not  aware  of  it  until 
the  31st  October.  Under 
these  circumstances  none 
of  the  witnesses  except 
Barlow,  Bromley,  and 
Adamson  could  give  any 
evidence  respecting  the 
mishap.  However,  these 
men  all  stated  that  when 
the  waggon  was  moved 
they  heard  no  warning 
from  either  Foreman  Mar- 
tindale or  Ballast-guard 
F.  Hindley,  nor  did  they 
hear  the  engine  whistle 
sounded,  although  it 
would  appear  to  have 
been  sounded.  Barlow 
admits  that  he  was  to 
blame  for  not  reporting 
the  mishap  when  it  hap- 
pened, and  also  that  on 
every  previous  occasion 
he  had  been  properly 
warned  before  the  vehicles 
on  which  he  was  working 
were  moved.  He  further 
states  that  he  regularly 
wore  clogs,  and  had  one 
foot  on  the  edge  of  the 
waggon  sidt  while  spread- 
ing the  ashes,  and  might 
have  fallen  off  the  vehicle 
if  it  had  not  been  moved, 
as  he  had  previously  done 
so  when  the  waggons 
were  at  rest.  In  this  case 
the  waggon  was  steadily 
moved  forward,  and  the 
mishap  appears  to  have 
been  accidental. 

J.  J.  H. 


The  hole  in  question  had 
been  made  near  to  the 
warehouse  wall  to  permit 
of  some  pipes  being  laid 
in  connection  with  an 
dectric  cable.  This  work 
had  been  done  under  the 
supervision  of  James 
Hindley,  Foreman,  Hy- 
draulic Department,  four 
days  previous  to  the  acci- 
dent; but  instead  of 
Hindley  arranging  for  the 
hole  to  be  properly  pro- 


For  future  safety  the  Com- 
P|any  should  issue  instruc- 
tions to  those  in  charge  of 
excavating  work  that  when 
it  is  necessary  for  them  to, 
leave  the  work  before  it  is 
completed,  they  must  see 
that  it  is  properly  pro- 
tected so  as  to  prevent  men 
who  have  to  pass  such 
places  from  falling  into 
holes  or  ever  obstructions 
left  lying  about. 

J.  J.  H. 


Ill 
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and  tares  of  some  waggons  stand- 
ing in  the  new  warehouse,  for 
which  purpose  he  had  to  walk 
between  the  Tehioles  and  ware- 
house wall.  On  approaching  the 
north  end  of  the  warehouse  where 
the  space  between  the  running  line 
and  warehouse  wall  is  3  feet 
11  inches,  he  stepped  into  a  hole 
about  18  inches  long  and  6  inches 
broad,  and  fell  with  his  left  knee 
on  the  paving  stones,  with  the 
result  stated  aboye. 


Date  of  Accident  —  1st  July,  1901. 
Place  at  which  Accident  happened 
— ^Ettingshall  Road.  Name  of 
Person  injored  —  Samuel  Morris. 
Age  of  Person  injured — 51.  Capac- 
ity in  which  employed  —  Horse 
Shunter.  Number  of  booked  work- 
ing hours  per  diem  —  Irregular. 
How  long  on  duty  at  time  of  Acci- 
dent— 16  nours.  Nature  of  Injury 
— Chest  and  right  arm  injured. 
Off  duty  S  weeks. 

'Description  of  Accident  —  In  this 
case  three  covered  goods  vans  were 
required  to  be  moved  from  near 
the  centre  of  the  goods  shed  to  the 
south  end  of  it.  The  lines  through 
the  shed  are  on  a  falling  gradient, 
and  after  Morris,  Gkx)ds  Porter  R. 
Squires,  and  Checker  A.  Cart- 
wright  had  started  the  vehicles  by 
pushing  them  with  their  hands. 
Morris  walked  backwards  in  front 
of  the  leading  vehicle  for  the  pur- 
pose of  applying  the  brake  to 
bring  it  to  rest  when  it  was  in 
position,  and  when  attempting  to 
put  down  the  brake  lever  he  was 
caught  between  the  side  of  the 
vehicle  and  the  principal  at  the 
end  of  the  shed,  where  the  space 
between  them  was  only  12  inches, 
with  the  result  stated  above. 


Date  of  Accident— 9th  July,  1901. 
Place  at  which  Accident  happened 
— ^Widnes.  Name  of  Person  in- 
jured ^Thomas  W.  Moreland.  Age 
of  Person  injured — 30.  Capacity 
in  which  employed  —  Shunter. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident — 9}  hours. 
Nature  of  Injury — Left  thumb  in- 
jured. Still  off  duty  when  inquiry 
was  held. 

Description  of  Accident — A  waggon 
standing  in  the  "canal  bank 
siding"  was  required  about  five 
yards  forward  to  load  at  No.  6 
crane.  To  get  it  there  one  end  of 
a  tow  rope  was  attached  to  the 
axleguard  of  the  waggon,  and  the 
other  end  to  the  engine  which 
travelled  along  the  shunting  neck 
(the  adjoining  line).  When  the 
vehicle  had  been  placed  in  position 
Moreland  attempted  to  release  the 
tow  rope  from  the  vehicle  just  at  I 


the  moment  that  it  came  in  con-  ' 
tact  with  other  vehicles  at  rest, 
which  caused  it  to  rebound  and 


tected,  he  placed  a  plank 
2  feet  6  inches  by  6  inches 
by  3  inches  with  the  ends 
on  the  paving  stones 
loosely  over  the  hole. 
During  the  period  since 
the  plank  was  placed  in 
position  it  was  moved 
probably  by  the  capstan 
rope  coming  in  contact 
with  it,  with  the  result 
that  the  hole  was  exposed. 
The  responsibility  for  this 
mishap  rests  with  Fore- 
man J.  Hindley  for  neg- 
lecting to  have  the  hole 
properly  protected,  and 
for  placing  a  loose  plank 
over  it  which  formed  a 
dangerous  obstruction. 


As  fully  admitted  by  Morris 
the  accident  was  due  to 
momentary  forgetfulness 
on  his  part.  At  the  same 
time  he  had  been  on  duty 
for  16  hours  (with  two 
hours  off  for  meals)  when 
the  mishap  happened. 
These  hours  are  to  my 
mind  too  long,  and  would 
prevent  him  being  so  free 
in  his  movements  as  he 
otherwise  would  have 
been. 

The  lighting  at  the  place 
appears  satisfactory. 

J.  J.  H. 


I 


The  mishap  appears  to  have 
been  accidental.  At  the 
same  time  there  does  not 
appear  to  have  been  any 
necessity  for  tow  roping 
in  this  case,  although 
Moreland  was  only  carry- 
ing out  the  'too  general 
practice  at  this  plaoe. 


Recommendatloni. 


"■    J 


rj-. 


The  engines  can  be  taken  into 
the  siding  in  question  for 
the  purpose  of  placing  the 
waggons  in  position  at 
No.  6  crane,  and  by  this 
means  the  work  can  be 
performed  quite  as  quickly 
and  with  less  risk  of  injury 
to  the  men;  and  the  Company 
should  take  steps  for  this 
being  done  with  a  view  to 
future  safety,  as  tow  roping 
is  such  a  dangerous  opera- 
tion that  it  should  not  be 
permitted  when  it  can  be 
avoided. 

J.  J.  H. 
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the  tow  rope  to  become  tight,  with 
the  reealt  that  his  thumb  was 
caught  between  the  axleguard  of 
the  waggon  and  the  hook  of  Uie  tow 
rope,  and  injured  as  stated  above. 


Date  of  Aocidentr— 10th  July,  1901. 
Place  at  which  Accident  happened — 
Nuneaton.  Name  of  Person  in- 
jured— Charles  E.  Thornton.  Age 
of  Person  injured — 22.  Capacity 
in  which  empIoyed^-Goods  Porter. 
Number  of  booked  working  hours 
per  diem — 12,  with  l\  hours  off 
for  meals.  How  long  on  duty  at 
time  of  Accident — 5  hours.  Nature 
of  Injury — Left  hip  and  groin  in- 
jured. Still  off  duty  at  the  time 
of  the  inquiry. 

Description  of  Accident'—At  about 
11  on  the  morning  in  question 
Thornton  was  inside  a  waggon 
standing  in  the  Stanley  Siding, 
engaged  loading  empty  casks 
and  crates  from  a  dray  to  the 
waggon,  when  the  latter  yehicle 
was  moved  from  15  to  20  yards  by 
three  other  vehicles  which  were 
shunted  into  the  same  siding, 
causing  him  to  be  thrown  out  of 
the  vehicle  on  to  the  ground,  with 
the  result  stated  above. 


Date  of  Accident— 12th  July.  1901. 
Place  at  which  Accident  happened 
— St.  Helens  Junction.  Name  of 
Person  injured — Josiah  Parr.  Age 
of  Person  injurod — 28.  Capacity  in 
which  employed — Porter.  Number 
of  booked  working  hours  per  diem 
— 10^.  How  long  on  duty  at  time 
of  Accident — 10  hours.  Nature  of 
Injury— Face  injured.  Off  duty  3 
weeks. 

Description  of  Accident  —  On  the 
night  in  question,  the  11.20  p.m. 
passenger  train  from  St.  Helens  to 
St.  Helens  Junction  had  three 
passenger  brake- tans  (which  were 
in  the  rear  of  the  train)  to  detach 
at  the  latter  station.  These  had  to 
be  attached  to  a  special  passenger 
train  from  Liverpool.  For  the 
short  time  that  the  vehicles  had  to 
remain,  it  was  decided  to  place 
them  upon  the  down  main  line 
from  St.  Helens,  and  while  they 
were  being  set  back  there.  Pan*  rode 
on  the  footboard  step  of  the  leading 
yehicle,  and  apparently  while  lean- 
ing forward  for  signalling  purposes 
he  caught  his  face  against  a  signal 
stay  post  wire,  with  the  result 
stated  above. 


Date  of  Accident— loth  July,  1901. 
Place  at  which  Accident  happened 
— Leamington.  Name  of  Person 
injured — Harry  Scruby.  Age  of 
Person  injured — 21.  Capacity  in 
which  employed — Porter.  Number 
of  booked  working  hours  per  diem — 
12,  with  labours  off  for  meals.  How 
long  on  duty  at  time  of  Accident — 
2^  hours.  Nature  of  Injury — 
Face  and  left  side  injured.  Off 
dut^  three  weeks. 

Description  of  Accident— On  the 
morning  in  question.  Foreman 
William  Trunkfield,  Porter  R.  Cox, 
and  Scrnby  were  engaged  shunting 
passenger  vehicles.  The  engine 
was  first  taken  into  the  coal  yard 


The  responsibility  for  this 
mishap  rests  entirely  with 
Shunter  James  K  White, 
who  frankly  admits  chat 
he  knew  that  Thornton 
was  working  at  the  vehi- 
cle, but  neglected  to  warn 
him  in  accordance  with 
Kule  112(a),  and  also  dis- 
regarded Rule  184(a). 


The  space  between  the  linee 
at  tiie  spot  where  this  mis- 
hap happened  is  18  feet 
10  inches,  and  the  signal 
stay  wire  Parr  came  in 
contact  with  is  4  feet  7 
inches  from  the  runfaing 
line  upon  which  the  vehi- 
cles were  being  shunted. 
Consequently,  he  must 
have  been  leaning  further 
over  from  the  side  of  the 
vehicle  than  there  was  any 
necessity  for,  to  be  caught 
in  the  manner  described. 
The  place  was  well  lighted, 
and  if  Parr  had  been  keep- 
ing a  good  look-out  ahead 
he  oould  have  seen  the 
sigpial  stay  wire  in  time 
to  have  prevented  the 
mishap. 

J.  Jt  H« 


The  responsibility  for  this 
mishap  rests  with  Foreman 
William  Trunkfield,  who 
was  in  charge  of  the 
shunting  operations. 

He  frankly  admits  that  he 
ought  t^  have  satisfied 
himself  that  the  engine 
was  ooupled  to  the  vehicles 
before  sig^lling  the  dri- 
ver to  set  them  back  into 
the  down  bay  platform. 

Had  he  done  so  the  accident 
would  not  have  occurred. 

J.  J.  H. 


This  siding  is  constantly  wsod 
forloadmg  and  unloading 
tzaffio,  and  although  it  is 
not  often  used  for  marshall- 
ing purposes,  as  in  this 
case,  arrangements  might 
be  made  wiui  advantage  for 
such  shunting  to  be  always 
done  in  the  proper  mar- 
shalling sidings. 

J.J.H. 
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at  the  up  side  of  the  main  lines 
and  there  attached  to  f  oar  vehioles 
which  were  placed  on  the  down 
main  line,  after  which  the  eng^ine 
was  taken  into  .one  of  the  down 
sidings  and  attached  to  five  yehicles, 
the  three  leading  ones  being  shnni- 
ed  against  the  f onr  mentioned,  and 
the  other  two  which  Porter  Cox 
aocompanied  shunted  back  into 
the  siding.  The  engine  was  then 
taken  on  to  the  down  main  line  for 
the  pnrpose  of  placing  the  seven 
vehi^es  standing  there  into  the 
down  bay  platform,  and  as  they 
were  joined  together  Scruby  went 
in  between  the  third  and  fourth 
vehioles  for  coupling  purposes. 
Afterwards  Trunkfield  signalled 
ths  driver  back  without  satisfying 
himself  that  the  engine  was  coupled 
to  the  vehioles,  with  the  result  that 
when  Scruby  saw  that  the  engine 
was  not  ooupled  he  rushed  forward 
to  the  centre  vehicle  for  the  pur- 
pose of  applying  the  brake  to  pre- 
vent thnn  coming  into  violent 
contact  with  the  buffer  stops,  but 
before  he  had  time  to  do  so  they 
came  in  contact  with  them,  and  he 
was  injured  as  stated  above. 


Date  of  Accident— 22nd  July,  1901. 
Place  at  which  Accident  happened 
— Bxchange  Station,  Manchester. 
Name  of  Person  injured  —  John 
Williams.  Age  of  Person  injured 
-*23.  Cax>acity  in  which  employed 
—^Platelaver.  Number  of  booked 
workuig  hours  per  diem — 12.  How 
long  on  dutvat  time  of  Aooident — 
9}  hours.  Nature  of  Injury — Head, 
both  knees,  right  arm,  left  shoulder, 
and  eyes  injured.  Still  off  duty  on 
November  6th. 

Description  of  Acoident^-At  about 
2.6  p.m.  on  the  day  in  question  it 
was  necessary  for  Williams  to  stand 
in  the  four-foot  way  of  the  down 
slow  main  line,  about  250  yards 
west  of  Bxchange  Station,  in  order 
to  Borew  up  some  fish-plate  bolts. 
While  doing  so  he  was  struck  and 
knocked  down  by  the  engine  of  the 
2.3  p.m.  passenger  train  from 
Manchester  (Exchange)  to  Patrl- 
croft,  the  engine  and  the  whole  of 
the  train  passing  over  him,  with 
the  result  stated  above. 


Conclusions  of  the  Sub- 

Inspector  as  to  the  causes 

of  the  Aooident. 


ReoomiBMidateOiJS. 


Williams  was  working  under 
Ganger  Robert  (£krdner, 
whose  gang  usually  con- 
sists of  six  men,  including 
himself,  but  on  ti^is  date, 
for  various  reasons,Oardner 
had  only  platelayers  Wil- 
liams and  Rolfe  working 
with  him.  They  had  aU 
been  working  together  at 
a  new  diamond  crossing 
which  had  been  put  in  on 
the  previous  day,  but  at 
the  time  of  the  mishap 
Williams  was  working 
alone ;  Gardner  and  Rolfe 
had  crossed  over  to  the 
south  side  of  the  down 
fast  main  lines  to  obtain 
some  tools  which  were 
lying  there.  However, 
Williams  thought  that 
Gardner  was  still  working 
with  him  and  keeping  a 
proper  look-out  for  ap- 
proaching trains,  and  as 
another  train  was  passing 
on  the  main  up  slow  (the 
adjoining)  line  he  did  not 
hear  the  approaching  en- 
gine by  which  he  was 
knocked  down. 

G«nger  R.  Gardner  fully 
admits  that  he  had  received 
written  instrucfcions  that 
in  all  cases  he  must  appoint 
a  look-out  man  for  the 
protection  of  his  men 
while  at  work,  but  in  this 
case  he  disregarded  these 
instructionsowing  to  being 
short-handed,  and  being 
anxious  to  complete  the 
work  that  night.  However, 
this  did  not  excuse  him  for 
neglecting  to  keep  a  good 
look-out  himself  for  ap* 
preaching  trains,  and  see- 
ing that  he  failed  to  take 
either  of  these  precautions 
for  the  safety  of  Williams 
the  responsibility  for  the 
mishap  rests  with  him. 

J.  J.  H. 


\ 
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ConcluBioDB  of  the  Sub- 
Inspector  as  to  the  caiises 
of  the  Accident. 


Beoommendatloms 


LOVDOK  AJSTD  NOBTH 
WSBTERN— tfOR^. 


Date  of  Accident— 23rd  Augrust,  1901. 
Place  at  which  Accident  happened 
— ^London  Road,  Manchester.  Name 
of  Person  injured — John  Hepple- 
stone.  Afsfe  of  Person  injured — 22. 
Capacity  in  which  employed — 
Gk>ods  rorter.  Number  of  booked 
working  hours  per  diem — 12,  with 
2  houre  off  for  meals.  How  long 
on  duty  at  time  of  Accident — If 
hours.  Nature  of  Injury — Right 
elbow  injured.    Off  duty  8  weeks. 

Description  of  Accident — At  about 
1.45  on  the  morning  in  ques- 
tion Hepplestone  was  standing  in 
the  four- foot  way  between  two 
waggons  which  were  in  No.  4  line 
about  18  yards  from  the  hoist,  and 
was  untying  the  Fheet  strings  at 
the  front  end  of  the  rear  waggon. 
While  he  was  so  engaged,  Capstan- 
man  R.  C.  Pallister  (who  was  acting 
as  hooker-on)  attached  the  capstan 
rope  to  the  rear  waggon  in  order  to 
enable  Capetanman  A.  Edmunds  to 
draw  the  vehicles  on  to  the  hoist, 
and  as  the  waggons  were  brought 
together  Hepplestone^s  elbow  was 
caught  between  the  biiffers,  with 
the  result  stated  abore. 


Date  of  Accident — 12th  September, 
1 901 .  Place  at  which  A  ccident  hap- 
pened— Darlaston.  Name  of  Person 
Injured — ^Alfred  George.  Age  of 
Person  injured — 22.  Capacity  in 
which  employed — Horse  shunter. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident — 11^  hours. 
Nature  of  Injury — Left  thumb 
injured.    Off  dutjr  14  days. 

Description  of  Accident — A  waggon 
standing  in  the  ^^  middle  road  "  was 
required  in  the  **  pig-iron  loading- 
dock  road.'*  To  get  it  there  the 
horse  chain  was  attached  to  the 
loop  fixed  on  to  the  side  of  the 
waggon  by  hooker-on  B.  Price, 
horse  shunter  A.  Oeorge  attending 
to  the  two  horses,  whidi  quickly 
Irew  the  yehicle  forward  a  short 
distance,  so  that  it  would  run  on 
to  a  turntable,  after  which  Price 
released  the  horse  chain,  and 
accompanied  the  vehicle  for  the 


Hepplestone  left  the  Com- 
pany's service  on  Septem- 
ber 12th,  and  as  it  cannot 
be  ascertained  where  he 
has  gone  I  was  unable  to 
obtain  his  evidence.  He 
acted  unwisely  in  going 
into  the  four-foot  way  for 
the  purpose  of  untying  the 
sheet  strings  without  first 
informing  Capstanman  A. 
Edmunds  of  what  he  was 
about  to  do.  At  the  same 
time,  if  Pallister  bad  warn- 
ed him  before  attaching 
the  capstan  rope  to  the  rear 
vehicle  in  accordimce  with 
rule  112  (a)  the  mishap 
would  have  been  prevented , 
and  it  would  not  have 
happened  if  the  following 
order  had  been  carried  out, 
which  the  Company  pro- 
mised to  issue  for  the  guid- 
ance of  the  men  employed 
at  this  station  in  their 
letter  dated  9th  November, 
1900:— 

**  Sheeters  most  as  far 
**  as  oraoticable  complete 
'*thell  work  whilst  the 
**  waggons  upon  which 
'*they  are  engaged  are 
"  standing,  and  must 
**  under  no  circumstances 
**  stand  in  the  four-foot 
**  when  tying  down  sheets 
**to  waggon  ends,  and 
**  must  not  pass  or  stand 
"between  the  bulTers  of 
**  waggona" 

This  order  was  issued  by  the 
goods  superintendent  at 
Manchester  on  March  1st, 
1900,  and  is  in  force  at 
some  stations  in  his  district, 
which  includes  the  station 
in  question,  but  for  some 
reason  it  is  not  in  force 
there,  and  instead  of  it, 
circular  No.  8,039,  issued 
by  the  (General  Manager 
on  April  36th,  1901,  is  in 
force,  but  this  circular 
contains  no  clause  for- 
bidding the  men  to  stand 
in  the  fonr-foofe  way  or 
between  the  buffers  while 
tying  or  untying  the  sheet 
strings. 


The  mishap  appears  to  have 
been  accidental. 


J.  J.  H. 


For  future  safety  the  Company 
should  without  farther 
delay  issue  the  order  quoted 
as  promised  in  their  letter 
<if  the  9th  November,  1900, 
and  also  take  steps  for  the 
instructions  contained 
therein  to  be  strictly  carried 
out. 

J.J.  H, 
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XiOVDOV  AJSrV  50BTH 


purpose  of  applying  the  brake  to 
brinff  it  to  rest  on  the  turntable. 
He  then  lifted  the  turntable  catoh, 
and  remained  near  it,  to  put  it 
down  ag^n  after  the  vehicle  had 
been  turned  in  position.  While 
this  was  being  done  George,  who 
had  attached  the  horse  chain  to  the 
draw  bar  hoolc,  retained  hold  of  it 
to  prevent  it  getting  under  the 
buffer,  and  when  the  horses  startted 
suddenly  his  left  thumb  was 
oaught  between  the  horse  chain 
and  waggon  buffer,  with  the  result 
stated  above. 


Date  of  Aocident— 12th  September, 
1901.  Place  at  which  Accident 
happened — Broad  Street,  London. 
Name  of  Person  injured — Henry 
Anthony.  Age  of  Person  injured 
— 36,  Capacity  in  which  em- 
ployed —  Shunter.  Number  of 
booked  working  hours  per  diem — 
12,  with  2  hours  off  for  meals. 
How  long  on  duty  at  time  of 
Accident — 12  hours.  Nature  of 
Injury — ^Right  arm  injured.  Off 
duty  3 1  weeks. 

Description  of  Accident  —  On  the 
morning  in  question  a  train,  con- 
sisting of  28  vehicles,  arrived  from 
Camden  at  about  6.50.  On  reaoh- 
inrt"  the  cross-over  road  points 
leading  from  No.  3  to  No.  4  arrival 
lines,  the  engine  was  uncoupled 
and  taken  ahead  clear  of  the  blades 
of  the  points,  after  which  the 
points  were  set  for  No.  3  line,  and 
one  end  of  a  tail  rope  was  attached 
to  the  .centre  bar  hook  of  the 
engine,  and  the  other  end  to  the 
loop  fixed  on  the  side  of  the  leading 
vehicle.  The  engine  was  then  set 
ahead  to  travel  along  No.  4  line, 
while  the  vehicles  travelled  along 
No.  8  (the  adjoining)  line  until 
they  were  drawn  far  enough  for- 
ward for  the  engine  to  be  taken  to 
the  opposite  end  of  the  train. 
While  the  engine  was  travelling 
through  the  cross -over  road  it  was 
necessary  for  Anthony  to  hold  the 
tail  rope  to  prevent  it  getting 
underneath  the  headstock  of  the 
vehicle,  and  while  doing  so,  directly . 
the  full  strain  was  put  upon  the 
rope  to  move  the  vehicles,  the  loop 
fixed  on  the  side  of  the  lea  ling 
vehicle  to  which  the  rope  was 
attached  came  off,  owing  to  the 
bolts  which  kept  the  loop  in  posi- 
tion being  pulled  out,  with  the 
result  that  the  tail  rope  fiew  for- 
ward, and  the  hook  fixed  at  the  end 
of  it  struck  Anthony's  right  arm, 
so  injuring  it  as  to  cause  him  to 
be  off  duty  for  3^  weeks. 


Date  of  Accident— 12th  September, 
1901.  Place  at  which  Accident 
happened -Tipton.  Name  of  Per- 
son injured — George  Bar tley.  Age 
of  Person  injured — 24.  Capacity 
in  which  employed  —  Shunter. 
Number  of  booked  working  hours 
per  diem — 11.  How  long  on  duty 
at  time  of  Accident — 8}  hours. 
Nature  of  Injury — Left  knee  in- 
jured.   Off  duty  2  weeks. 

Description  of  Aocident — On  the 
afternoon  in  question  it  was 
necessary  to  move  seven  waggons. 


The  mishap  was  chiefly  due 
to  the  men  having  been  per- 
mitted to  perform  the  tail 
roping  operations  in  the 
same  dangerous  manner 
as  that  in  which  Anthony 
was  performing  them  at 
the  time  the  accident  hap- 
pened, for  which  there 
was  no  necessity,  as  the 
engine  could  have  been 
first  taken  through  the 
cross-over  road,  and  then 
set  beck  opposite  to  the 
leading  vehicle  before 
the  teal  rope  had  been 
attached. 

If  this  had  been  done  there 
would  have  been  no  neces- 
sity for  Anthony  to  have 
held  the  tail  rope.  The 
men  should  have  been  for- 
bidden to  tail  rope  such  a 
large  number  of  waggons 
at  one  time,  as  they  have 
been  daily  in  the  habit  of 
doing,  and  it  is  not  sur- 
prising that  the  loop  was 
pulled  off  when  the  tail 
rope  was  drawing  28 
vehicles. 


The  tow  roping  is  very 
heavy  at  this  place,  princi- 
pally owing  to  there  being 
insufficient  accommoda- 
tion for  the  number  of 
waggons  which  have  to 
be  dealt  with.  As  a  proof 
of  thisi  if  the  siding  had 
not  all  been  occupied  in 
this  case,  there  would  have 
been  no  necessity  to  have 
used  the  tow  rope,  as 
there  is  a  loop  between 
the    shed   road   and   the 


For  future  iftfe^  it  !■  veiy 
desljsable  that  mt  Oompanj 
should  make  aixam^mente 
so  that  the  engines  oan  be 
taken  ronnd  their  trains, 
with  a  view  to  dispensing 
with  tail  roping,  which,  at 
present,  is  vezy  heavy  at 
this  busy  pleoe. 

If  these  improvements  are  not 
made,  then  the  Company 
should  issue  instmotionf 
to  aU  conoenied  as  to  how 
the  tail  roping  has  to  be 
performed,  and  also  Umit 
the  number  of  vehidea  to 
be  teil  roped  at  one  time^ 
as  the  loop  fixed  on  the 
sides  of  tne  waggons  are 
not  of  sufficient  strength 
to  bear  the  strain  of  fl 
vehioles,  the  number  being 
tail  roped  in  this  ease. 

Trains  oonsistingof  40  loaded 
waggons  have,  in  some 
oases,  to  be  de^t  with  in 
the  same  manner,  and  also 
all  other  trains  ezoeeding 
13  vehiolee. 


'-1 


For  future  safety  it  is  desir- 
able that  the  pavement 
should  be  made  level,  as 
the  safety  of  tiie  men  is  of 
far  greater  imp  jrtanoe  than 
any  adv^utage  to  the 
horses. 

Further,  as  the  toiT  roping  is 
heavy,  arrangements  should 
be  made,  if  possible,  to 
provide  additional  siding 
accommodation,  with  a 
view  to  liweoninj^  the 
necessity   for  tow  roping, 
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of  the  Accident. 


Becommendati  ons 


IiOKDOir  AS1>  KOBTH- 


LOKDOV  AVD  SOITTH- 


loaded  with  timberi  from  the  south 
end  of  the  shed  zoad  up  to  a  crane, 
fixed  at  a  distance  of  25  yards 
from  the  entrance  to  the  goods 
shed.  To  get  them  there,  owing 
to  the  sidings  being  occupied  by 
waggons,  it  was  neceraary  to  use 
the  tow  rope,  one  end  of  which  was 
attached  to  the  loop  fixed  on  the 
side  of  the  leading  waggon,  and 
the  other  end  to  the  centre  bar 
hook  of  the  engine,  which  travelled 
along  the  middle  road,  the  waggons 
travelling  along  the  shed  road. 
When  the  latter  were  about  to 
strike  two  waggons  standing  near 
the  entrance  to  the  shed,  Bartley 
released  the  tow  rope,  and  threw 
that  end  of  it  on  to  the  ground. 
The  next  moment  the  leading  one 
of  the  seven  waggons  refer  led  to 
struck  the  two  at  rest,  driving 
them  forward,  and  with  a  view  to 
preventing  their  striking  others  at 
rest  inside  the  goods  shed,  Bartley 
rushed  forward  to  apply  the  brakes, 
when  he  caught  his  left  foot  a^^ainst 
one  of  the  paving  stones,  which  is 
fixed  higher  than  the  others,  and 
fell  with  his  left  knee  on  the  hook 
of  the  tow  rope,  with  the  result 
stated  above. 


Date  of  Accident — 19th  September, 
1901.  Place  at  which  Accident 
happened — Crewe.  Name  of  Per- 
son injured— John  Hillier.  Age 
of  Person  injured — 47,  Capacity 
in  which  employed— Brakesman. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident— 4j[  hours. 
Nature  of  Injury — One  finger  of 
left  hand  injured.  0£E  duty  7 
weeks. 

Description  of  Accident — At  about 
9.45  a.m.  on  the  day  in  question  an 
engine  with  some  waggons  at- 
tached in  front  was  taken  into 
No.  27  siding  at  the  north  end  for 
the  purpose  of  attaching  two  other 
waggons  standing  there.  While 
this  was  being  done  the  eng^lne 
stood  foul  of  No.  29  siding,  and 
when  in  that  position  some  wag- 
gons were  pushed  from  the  souUi 
end  of  the  latter  siding  until  the 
leading  vehicle  rested  ag^nst  the 
side  of  the  eugiue,  consequently  it 
could  not  either  be  taken  ahead  or 
set  back  until  the  vehicles  were 
moved.  For  this  purpose  a  shunt- 
ing engine  was  taken  into  No.  30 
siding,  and  one  end  of  a  tow-rope 
was  ^attached  to  the  centre  bar 
hook  of  that  engine  aud  the  other 
end  to  the  axle-guard  of  the  lead- 
ing waggon,  and  while  Hillier  had 
hold  of  the  hook  of  the  tow-rope  to 
prevent  it  from  slipping  as  it  be- 
came taut  his  finger  was  caught 
between  the  axle-guard  of  the 
waggon  and  the  hook  of  the  tow- 
rope,  with  the  result  stated  above. 


Date  of  Accident— 3rd  July,  1901. 
Place  at  which  Accident  happened 
— Between  Yauxhall  and  Queen's 
Road.  Name  of  Person  injured- 
Albert  May.  Age  of  Person  in- 
jured— 40.  Capacity  in  which 
employed  —  Telegraph  Outdoor 
Foreman.       Number    of     booked 


middle  road  by  which  the 
engine  could  have  been 
taken  round  the  seven 
waggons,  in  order  to  place 
them  where  they  were 
required. 
At  and  about  the  spot  where 
this  accident  happened 
the  path,  which  it  was 
necessary  for  Bartley  to 
take,  is  paved  with  dressed 
stones,  which  are  about 
9  inches  long  and  4  inches 
broad.  At  about  every 
18  inches  a  row  of  these 
stones  is  raised  from  2  to 
3  inches  above  the  level 
of  the  other  stones,  for 
the  purpose  of  preventing 
the  horses  from  slipping 
during  horse  -  shunting 
operations.  The  raising 
of  the  stones  in  question 
is,  no  doubt,  an  advantage 
to  the  horses,  but  they 
form  a  dangerous  obstruc- 
tion to  the  men,  and  were 
the  primary  cause  of  this 
accident. 


The  primary  cause  of  the 
mishap  was  the  fact  of 
the  waggons  in  No.  29 
siding  having  been  pushed 
from  the  south  end  until 
the  leading  vehicle  rested 
against  the  engine  stand- 
ing foul  at  the  north  end, 
but  it  has  not  been  ascer- 
tained who  was  responsible 
for  this. 

There  is  telephonic  com- 
munication between  both 
ends  of  these  sidings,  but 
in  this  case  it  was  of  no 
use  to  telephone  from  the 
north  to  the  south  end  to 
ask  the  men  working 
there  to  take  an  engine 
into  No.  29  siding  to 
draw  the  vehicles  south- 
ward to  liberate  the  engine 
against  which  the  leading 
waggon  rested,  as  it  was 
impossible  for  this  to  be 
done  owing  to  fiome 
vehicles  near  the  centre 
of  the  siding  being  with- 
out centre  bars,  conse- 
quently it  was  necessary 
to  use  a  to  Tf- rope  to  draw 
the  vehicles  back  clear. 

It  appears  from  the  evidence 
given  that  tow-roping  is 
exceptional  at  this  pmce, 
but  it  would  not  be  ne- 
cessary if  proper  care 
were  exercised  by  all 
concerned  when  pushing 
vehicles  into  the  sidings. 


There  is  a  space  of  5  ft.  3  ins. 
between  the  outside  rail 
and  the  parapet  wall,  so 
that  there  was  sufficient 
room  for  both  Hawkes 
and  May  to  stand  in 
safety.  I  am  therefore  of 
opinion  that  the  accident, 


but  if  this  -cannot  be  don^ 
steps  should  be  taken  for 
two  men  to  be  idways  in 
attendance  when  this  dan- 
gerous operation  is  being- 
performed. 

J.  J.  H. 


For  future  safety  it  is  de- 
sirable that  instructions, 
should  be  issued  to  all 
concerned  that  when  any 
of  the  sidings  contain  a 
large  number  of  waggons, 
as  in  this  case,  before  idiey 
are  pushed  baiok  the  per> 
son  in  charge  must  see 
that  they  are  not  likdLy  to 
be  pushed  foal  of  other 
sidings. 

J.  J.  H 
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Kailway. 


ParticuUin  of  Aooident,  kc. 


LONDOIV  AND  SOUTH' 


working  hours  per  diem  — 11^. 
I  How  long  on  duty  at  time  of 
Accident —5^  hours.  Nature  of 
Injury — Right  arm  fractured. 
Description  of  Accident  —  On  th3 
morning  in  question,  in  company 
with  Telegraph-Inspector  Walter 
Hawkes,  May  walked  alonjr  the 
line  from  Clapham  Junction  to- 
wards Vauxhall  for  the  purpose  of 
examining  the  then  existing  tele- 
graph connections  and  arranging 
for  others  neoessitry  in  consequence 
of  the  widening  of  the  lines. 
Whilst  standing  on  the  off  or 
north  side  of  a  new  line  (which 
during  extensile  alterations  was 
then  being  used  for  the  down  main 
line  traffic)  in  .  conversation  t^- 
specting  certain  alterations  which 
had  to  be  made  to  an  over-head 
cable  attached  to  th£  Wandsworth 
Road  Bridflre  down  starting  signal, 
May  stood  foul  of  the  line  referred 
to,  and  failing  to  notice  an  ap- 
proaching train  he  was  struck  by 
the  builer  beam  of  the  engine,  with 
the  result  stated  above. 


Date  of  Accident— 18th  July,  1901. 
Place  at  which  Accident  happened 
—  Halwill  Junction.  Name  of 
Person  injured — Ernest  Bromwell. 
Age  of  Person  injured — 18.  Oapa- 
city  in  which  employed — Porter. 
Number  of  booked  working  hours 
per  diem — 1 2,  with  two  hours  oft 
for  meals.  How  long  on  duty  at 
time  of  Accident  —  40  minutes. 
Nature  o|  injury— Left  leg  in 
jured.    Off  duty  one  day. 

Description  of  Accident  —  On  the 
morning  in  question  it  was  neces- 
sary to  tow-rope  four  vehicles  into 
what  is  known  as  the  **  Slaughter 
House  Siding,"  For  this  purpose 
one  end  of  the  tow-rope  was  at- 
tach xi  to  the  loop  fixed  on  the  side 
of  the  leading  vehicle  and  the  other 
end  was  attached  to  the  centre  bar 
hook  of  a  waggon  behind  the 
engine.  The  moment  the  tow- 
rope  became  taut  the  loop  broke 
owing  to  its  being  defective,  with 
the  result  that  the  tow-ro])e  struck 
Bromweirs  left  leg,  slightly  in- 
juring it. 


Date  of  Avrident—2l8D  August,  190]. 
Place  at  which  Accident  happened 
— ^Woking.  Name  of  Person  in- 
jured— James  Coomber.  Age  of 
Person  injured — 40.  Capacity  in 
which  employed  —  Bricklayer. 
Number  of  booxed  working  hours 
per  diem — 1 1  ^.  How  long  on  duty 
at  time  of  Accident — i\  hours. 
Nature  of  Injury — Head  and  right 
shoulder  bruised. 

Description  of  Accident — On  the  date 
in  question  Coomber  and  several 
other  men  were  engRged  in  con- 
nection with  certain  alterations  at 
Woking  East  signal  cabin.  The 
cabin  is  about  80  yards  east  of  the 
platforms,  and  is  situated  on  the 
upper  north  side  of  the  lines,  and 
stands  about  five  feet  from  the 
up  bay  platform  line.  At  about 
10..S0  a.m.  whilst  Coomber  was 
assisting  at  the  front  of  the  cabin 
and  was  lifting  a  bucket  of  water 
which  had  been  standing  near  to 
the  rail  he  got  foul  of  the  bay  line. 


I 


GoncluBiouB  of  the  Sub- 
Inspector  88  to  the  causes 
of  the  Accident. 


which  might  have  been 
far  more  serious,  was  due 
to  want  of  caution,  for 
whi<^  both  are  equally  to 
blame. 

A.  F. 


The  loop  fixed  on  the  side  of 
the  waggon  was  defective, 
but  the  defect  was  not 
visible,  and  oonsequentlv 
the  mishap  was  accidental. 


At  the  time  of  the  accident 
Coomber  states  that  it  was 
necessary  for  him  to  stand 
with  his  back  towards  the 
platform  from  which  di- 
rection t^e  engine  ap- 
proached. 

Tl^  traffic  is  fairly  heavy, 
and  owing  to  the  men 
having  to  work  so  near  to 
the  bay  line  I  certainly 
think  a  look-oat  man 
ought  to  have  been  ap- 
pointed. 

The  foreman,  H.  Towers, 
fully  admits  now  that  he 
should  have  provided  i^ome 
protection  for  the  safety 
of  his  men,  and,  although 
he  promises  to  do  so  in 
the  future,  yet  seeing  that 
he  neglectied  to  do  so  on 
^is  occasiou,  I  must  hold 
him  responsible  for  the 
accident. 

A.F. 


Tow-iopiiig  11  80  dangeroiiB 
thatttiatote  iMiped  tha* 
the  OoxpiHUigfr  win  amngs 
f or  i4  to  bo  dispensed 
with  ,  whes8Tor  poesiUa, 
although  Id  might  be 
somewhat  dfftoult  to  do 
so  at  tills  frtillh"  owing  to 
the  line  heinf  siBgle. 

J.J.H. 
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LoiTDOv  Airo  South* 


lokdohdxbbt    and 
Lough  Swillt. 


LOIIOOK,   Beiohton, 
AKD  South  Coast. 


U'l»     -1-1- ■   .—  ■ 


Parti«iilai»  of  Aocidei.fer  ^c. 


Conclusions  of  the  Sab- 
Inspector  as  to  the 
of  the  Accident. 


and  failing  to  notice  that  a  shunt- 
infr  engine  was  thtem  approaching 
in  the  rear  he  wae  strudc  bj  it  and 
knocked  detmi  At  the  engine  was 
moving  np  the  bay  line  the  driver 
sound^  the  whistle  as  a  warning, 
and  at  that  time  all  the  men  were 
clear. 


Date  of  Accident— 10th  July,  1901. 
Place  at  which  Accident  happened 
— Between  Clonmanj  and  bum- 
fries.  Name  of  Penon  injured — 
William  Dober^.  Age  of  Person 
injured  —  22.  Oftpacitj  in  which 
employed  —  Fireman.  Number  of 
booked  working  hours  per  diem — 
16.  How  long  on  duty  at  time  of 
Accident — 8|  hours.  Nature  of 
Injury — Head  and  right  shoulder 
injured.  Still  off  duty  when 
inquiry  was  made. 

Description  of  Accident  —  Doberty 
was  working  with  the  12.50  p.m. 
up  passenger  train  from  Cardonagh 
to  Londonderry,  and  while  the 
engine  was  running  between  Clon- 
many  and  Dumfries,  and  when  the 
engine  was  about  one  mile  south 
of.  the  forober  station,  he  by  some 
means  fell  cKff*  the^  footplate,  with 
Uie  reeuk  stated  abovw. 


Date  of'  Accident— 12th  July,  1901. 
Place  at  which  Accident  happened 
— London  Bridge.  Name  of  Person 
injured — ^Alfred  Boswell.  Age  of 
Persoa  inlured — 30.  Capacity  in 
which  employed — Fireman.  Num- 
ber of  bc^]^  working  hours  per 
diem^-S^.  How  long  on  duty  at 
t^me  of  Accideni  —  76  minutes. 
Nature  of  Injury — Abdomen  and 
ribs  injured.    Off  duty  one  month 

Description  of  Accident — On  the  day 
in  queetion  Boswell  booked  on 
duty  at  New  Cross  at  3.45  p  m.,  to 
work  with  the  5.5  p.m.  passenger 
train  from  Londtm  Bridge  to  East- 
I  bourne.  From  New  Cross  to 
London  Bridge  t^e  engine  he 
was  working  with  (No.  178)  was 
coupled  to  engine  No.  309.  On 
arrival  at  the«  latter  station  the 
engines  were'  turned  into  No.  5 
platform,  frem> which' the  5.5  p.m. 
train  started.  BomnUl  uncoupled 
the  engines,  atfter  wfa!oh  his  driver, 
Bobert  Graham,  set  their  engine 
back  towards  the  train,  but  brought 
it  to  rest  some  distance  from  it. 
when  he  and  Boswell  commenced 
oiling,  the  latter  going  underneath 
the  engine  wUle  Gfaham  was  on 
the  outside  framing.  l>urin^  the 
time  they  were  in  this  position. 
Engine  Driyer  Charl^  Wiiislet,  in 
charge  of  engine  No.  809,  set  it 
back  without  any  warning  against 
No.  173,  with  the  result  stilted 
above. 


TtooomniciTiilalioiin 


Tke  evidence  is  conflicting 
as  to  the  cause  of  Doherty 
falling  off  the  engine.  He 
informed  Guard  Thomas 
Baird  directly  after  t^ 
accident  that  while  firing 
he  overbalanced  himself 
and  f ^  off  the  footplate, 
but  at  my  inquiry  he 
stated  that  he  was  thrown 
off  the  footplate  owing  to 
the  bad  condition  of  the 
road.  However,  there  is 
no  proof  of  this,  and  I  am 
of  the  opinion  that  his 
first  stetement,  that  be 
overbalanced  huneelf  and 
fell  off  while  firing,  is  the 
correct  one,  and  that  the 
mishap  was  accidental. 
At  the  same  time  he  was 
inexperienced  with  the 
work,  having  only  been 
two  weeks  in  the  service, 
and  a  fireman  for  only 
six  days.  Further,  be  had 
worked  for  16  hours  on 
the  two  preceding  days, 
and  after  working  such 
excessive  hours  he  would 
not  be  likely  to  be  so  alert 
or  free  in  his  movements 
as  he  otherwise  would 
have  been. 

J.  J.  H. 


The  responsibility  for  this 
mishap  resto  chiefly  with 
Engine  Driver  Charles 
Winslet,  who  frankly 
admits  that  when  in- 
structed to  set  his  engine 
back  clear  of  the  spare 
road  he  neglected  to  look 
in  the  direction  of  engine 
No.  173.  Had  he  done  so 
he  could  not  have  failed 
to  have  seen  it  in  time  to 
have  prevented  the  mishap. 
At  the  same  time  Engine 
Driver  Bobert  Graham  is 
not  free  from  blame.  He 
was  fully  aware  that 
Boswell  was  underneath 
the  engine,  and  therefore  f 
he  ought  to  have  taken 
proper  precautions  for 
Boeweirs  safety,  especially 
as  Graham  had  neglected 
to  oil  the  engine  before 
leaving  the  shed  at  New 
Cross. 

J.  J.  H. 
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Bail  wax. 


LOKDON,     BkIOHTOK, 

AKD  South  Coast 


Particiilan  ofAooidttit,  &e. 


Date  of  Aooident— 17th  July,  1901. 
Place  at  which  Accident  happened 
— ^Victoria  Station.  Name  of  Per- 
son killed— Walter  Dfekef.  A^e 
of  Person  killed — 22.  Capacitor  in 
which  empIoj-ed'-^Platform  Porter. 
Number  of  booked  working  hours 
per  diem— 12.  How  long  on  duty 
at  time  of  Accident— 6|  hours. 

Description  of  Accident — On  the  date 
in  question,  at  about  2.15  p.m.,  the 
deceased  was  instructed  by  the 
Head  Porter,  Chas.  Jone^,  to  clean 
the  couplings  of  eight  carriages 
which  were  standing  at  the  buffer 
stop  ends  of  the  Nos.  3,  4,  and  5 
platform  lines.  After  cleaning  the 
couplings  of  two  carriages  stalling 
in  Xo.  5  line,  and  four  standing  in 
No.  4  line,  Dicker  went  to  the  two 
others  in  the  No.  9  line,  but  whilst 
he  was  engaged  at  the  rear  coupling 
of  the  carrianre  next  and  close  up 
to  the  buffer  stop,  other  carriages 
were  pushed  back  along  the  same 
line,  and  he  was  crush^  between 
the  end  of  the  carriage  and  buffer 
stop,  and  so  injured  that  he  died 
on  the  same  night. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


BeoommendatioiM: 


Date  of  Acoideirtr-25th  July,  1901. 
Place  at  which  Accident  happened 
— Gatwidk.  Name  of  Person  injured 
— Herbert  Green.  Age  of  Person 
injured  —  39.  Capacity  in  which 
employed — ^Engine  Driver.  Num- 
ber of  booked  working  hours  per 
diem — 10}.  How  long  on  duty  at 
time  of  Accident — 7  hours.  Nature 
of  Injury— Right  eye  injured.  Still 
off  duty  at  the  time  of  inquiry. 

Description  of  Accident — Green  was 
working  with  the  6.43  p.m.  down 
goods  train  from  Norwood  Junction 
to  Newhaven.  At  about  7.40  pjn., 
when  approaching  Gatwick  Station, 
he  left  the  f ootpUte  and  clambered 
over  the  coals  to  the  rear  of  the 
tender  with  the  ash-pan  rake  ix) 
ascertain  the  quantity  of  water  in 
the  tank.  After  pulling  the  rake 
out  of  the  tank,  and  while  examin- 
ing one  end  of  it,  the  other  end 
came  in  contact  with  the  foot- 
bridge at  the  north  end  of  Gatwick 
Station,  and  rebounding  struck  him 
on  the  right  eye,  with  the  result 
stated  above.  • 


On  page  157  of  the  Com- 
pany's appendix  to  the 
time-table  book,  there  are 
special  instructions  which 
read : — 

''As  a  protection  to 
''the  men  enzaged  in 
"  cleaninsr  carriagee  a  red 
"  flag  by  day  and  a  red 
**  light  by  nieht  most  be 
"  placed  in  tne  direction 
"  from  which  anything 
"  would  approach, 

besides  which  other  neces- 
sary and  important  in- 
structions bearing  on  the 
same  subject  are  also 
given  on  page  173. 

The  deceased  had  only  been 
stationed  at  Victoria  for 
about  a  month  previous 
to  the  accident,  and  not 
having  had  time  to  gain 
a  good  knowledge  of  the 
traffic,  I  am  of  opinion 
that  he  ought  not  to  have 
been  sent  to  do  such  work 
at  such  a  busy  station. 
At  the  same  time  had  the 
above  instructions  been 
complied  witii  the  acci- 
dent might  have  been 
avoided,  whereas  the 
shunter  responsible  for 
the  moving  of  the  vehicles 
had  no  knowledge  of 
Dicker's  position. 

It  waa  stated  at  my  inquiry 
that"  the  '*  instructiens  " 
were  not  pui^  into  force 
at  Victoria  until  after  the 
miahap  in  question,  whiob 
is  very  unsatisfavtory. 


In  this  case  there  was  no 
water  at  Hay  ward's  Heath, 
the  first  station  the  train 
Green  was  working  with 
was  booked  to  stop  at. 
and  as  he  was  doubtful 
whether  he  had  sufficient 
to  take  the  train  forward 
to  Lewes,  he  went  to  ascer- 
tain this  in  the  manner 
described,  so  as  to  decide 
whether  he  should  stop  at 
Three  Bridges,  about  two 
and  a  half  miles  south  of 
Gatwick,  to  get  a  supply. 
He  was  well  aware  of  the 
position  of  the  footbridge, 
but  he  forgot  about  it  in 
his  anxiety  about  the 
water  and  hid  desire  not 
to  stop  at  Three  Bridges 
if  he  could  possibly  avoid 
it  to  get  a  supply,  as 
the  train  was  not  booked 
there,  and  by  stopping  it 
he  would  cause  it  to  bo 
delayed. 

If  the  engine  tender  had 
been  fitted  with  a  gauge 
glass  by  the  side  of  the 
tank,  similar  to  those  in 
use  on  some  of  the  other 
Companies  lineS)  there 
would  not  have  been  any 
necessity  for  Green  to 
have  gone  to  the  back 
of  the  tender  to  ascertain 
what  water  was  in  the 
tank^  It  is  dear  from 
the  evidence  that  the 
enginemen  on  this  line 
have    been   in  the    habit 


Per  future  safety  I  feooni« 
mend  that  if  it-  is  abso- 
lutely necessary  to  olean 
the  couplings  of  vehicles 
standing  in  the  station, 
some  person  or  persons 
should  be  api>ointed  spe- 
cially to  perform  that 
work;  and  that  in  all  oases 
the  instructions  referred 
to  should  be  strictly 
adhered  to. 

A.P 


For  future  safety  the  Com- 
pany should  be  asked  to 
issue  stringent  instructions 
forbidding  their  enginemen 
to  leave  the  footplates  of 
their  engines  in  motion. 
Some  of  the  other  Com- 
panies have  done  so  with 
good  results.  In  addition 
they  should  consider  the 
advisability  of  fitting  their 
tenders  with  gauge  glasses 
simihkr  to  those  in  use  on 
some  of  the  other  Com- 
panies lines,  by  which 
means  the  enginemen  can 
see  from  the  footplate  at 
a  glance  the  quantity  of 
water  in  the  tank. 

J.  J.  H. 
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iUilwaj. 


Partioalar«  of  Aooident,  Sue 


LOKDOll.   Bbiohton, 

▲KD  South  Coast 


MlDLAKD 


Gonolnsions  of  the  Sab- 
Inspector  as  CO  the  caiuee 
of  the  Accident. 


Reoommenlatioiis. 


Date  of  Accident- 9th  July.  1901. 
Place  at  which  Accident  huppened 
— ^Leicester  Goods  Yard.  Name  of 
Person  injured — ^William  Edward 
Sharpe.  ige  of  Person  injured — 
33.  Capacity  in  which  employed — 
Goods  Guard,  temporarily  acting  as 
Goods  Porter.  Number  of  booked 
working  hours  per  diem — 1 2.  How 
long  on  duty  at  time  of  Accident — 
10  hours.  Nature  of  Injury — Left 
hand  crushed. 

Description  of  Accident — On  the  date 
in  question  Sharpe  was  actinir  as  a 
goods  porter,  and  from  3.30  p.m. 
he  and  another  man  were  engfaged 
in  unloading  short  pit  timbers 
from  waggons  standing  in  the 
''timber'*  siding,  which  runs 
alongside  the  goods  shed.  At 
about  4  p.m.,  after  haying  emptied 
one  waggon,  they  moved  the  dray 
on  to  which  they  were  loading  the 
timber  to  the  next,  and  to  enable 
him  to  ^et  on  the  top  of  the 
waggon  Sharpe  placed  his  hand  on 
one  of  the  buffers.  Just  at  that 
moment,  and  without  any  warning 
having  been  given,  the  waggons 
were  pressed  together  by  a  shunt- 
ing engine,  and  his  left  hand  was 
crushed. 


I 


Date  of  Accident— 27th  July,  1901. 
Place  at  which  Accident  happened 
— Near  Harpenden.  Name  of  Per- 
son killed — Thomas  Edward  Har- 
greaves.  Age  of  Person  killed — 
38.  Capacity  in  which  employed 
—  Engine  Driver.  Number  of 
booked  working  hours  per  diem— 
10.  How  long  on  duty  at  time  of 
Accident— 6^  hours. 

Description  of  Accident — Har^rreaves 
and  his  mate,  W.  G.  Howard,  bocked 
on  duty  at  Childs  Hill  at  4  a.m.  for 
relieving  purposes,  and  at  8.2.5  a.m. 
they  went  as  passengers  to  Luton. 
where  at  10  a.m.  they  relieved  the 
driver  and  fireman  and  took  charge 
of  engine  No.  446,  which  was  work- 
ing an  up  Nottingham  to  London 
coal  train.  After  filling  the  tank 
with  water  and  seeing  that  all  was 
right  they  left  Luton  at  about 
10.30  a.m.  The  train,  which  was 
run  on  the  goods  or  slow  line,  was 
stopped  at  Harpenden  bv  signal, 
from  which  point,  owing  to  another 
train  being  in  the  section  ahead,  it 
was  sent  forward  at  about  1 1.25  a.m. 
iind^T  « he  •'  wJirninjr  "  arrangement. 


of  leaving  the  footplate 
of  their  engines  in  motion 
for  various  purposes,  and 
the  mishap  was  chiefly 
due  to  the  men  having 
beco)  permitted  to  drift 
into  such  a  dangerous 
mode  of  working.  At  the 
same  time  Green  acted 
contrary  to  the  spirit  of 
Rule  24  (a),  and  did  not 
exercise  the  care  he  might 
have  done. 


Richard  Preston,  the  shunter 
who  was  responsible  for 
moving  the  waggons, 
states  : — "  At  about  i  p.m. 
**  it  was  necessary  for  me 
'*  to  take  five  waggons 
'*  from  the  entrance  end 
of  the  '  timber  \  siding. 
Before  allowing  t)ie  en- 
g^e  to  close  up  to  the 
waggons  I  looked  to  see 
if  any  one  was  working 
in  the  siding,  and  not 
being  able  to  see  any 
'*  one,  although  I  could 
see  a  dray  standing  near 
one  of  the  waggons 
further  down  the  sic&ng, 
I  signalled  to  the  engine- 
driver  to  set  back  the 
engine  for  coupling 
purposes.  Immediately 
afterwards  I  learned  of 
'*  the  accident  to  Sharpe. 
*'  I  fully  admit  that  I  did 
'*  not  walk  along  the 
*'  siding  to  see  that  all 
"  was  clear,  according  to 
'*Rule  112a  and  the 
**  Company's  *  special  in- 
*'  structions,*  as  I  should 
"  have  done." 
Having  neglected  to  comply 
with  the  Company's  in- 
structions Shunter  R. 
Preston  must  be  held  re- 
sponsible for  the  mishap. 
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A.  F. 


There  is  no  direct  proof  as 
to  why  Hargreaves  left 
the  footplate :  in  fact  his 
mate  had  not  noticed  that 
he  had  done  so  until  when 
turning  round  whilst 
working  the  Injector  he 
saw  him  standing  on  the 
coal,  as  if  making  hi^  way 
towards  the  back  of  the 
tender.  The  engine  wa.< 
then  80  close  to  the  over- 
bridge  that  even  whilst 
Howard  was  calling ''  look 
out  for  the  bridge,"  he  wat* 
strfick  by  it.  There  was 
nothing  at  the  back  of  the 
tender  except  a  box  con- 
taining heavy  tools  (which 
are  never  used  whilst  run- 
ning) and  the  lireirons. 
The  engine  was  then  at 
the  foot  of  a  heavy 
gradient,  and  I  am  in- 
clined to  think  that  the 
deceased  must  have  gone 
back  for  the  purpose  of 
getting  one  of  the  fire-irons 
to  stir  up   the    fire,  but 


recommend  that  whenever 
9uch  circulars  as  the  one 
referred  to  are  issued  every 
person  ooncemed  should  be 
supplied  with  a  copy,  and 
that  some  proof  of  delivery 
should  be  kept,  and  also 
that  in  all  eases  the  tools 
which  may  be  necessary  on 
a  journey,  #t/rA  as  fire-irt  ns^ 
should  be  kept  near  to  and 
obtainable  from  the  foot- 
plate. 

A.  F. 
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REPORTS  OF  SUB'INSPBCTORS  OP  RAILWAYS  ON  AGOIDBKTS— COn^tnUtfe/. 


RaUwaj. 


MlDLAKD — e4^Ht. 


Particulars  of  Accident,  &c. 


After  having  run  a  distance  of 
about  three  quarters  of  a  mile. 
Hargreaves  left  the  footplate  and 
went  towards  the  back  of  the 
tender,  but  whilst  doing  so  his 
head  struck  against  an  oyerhead 
bridge,  causing  injuries  from  which 
he  died  the  same  night. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


ReoommendatioDf. 


Date  of  Accident  —  4th  September, 
1901.  Plaoe  at  which  Accident 
happened  —  Stavelej.  Name  of 
Person  injured — William  Richard 
Jamee.  Age  of  Person  injured — 
42.  Capacity  in  which  employed — 
Goods  Ouaid,  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident — 


whatever  may  have  been 
his  intentions  there  was 
no  reason  why  with  the 
necessary  care,  he  should 
not  have  seen  and  avoided 
the  overbridge.  I  am  there- 
fore of  opinion  that  the 
accident  was  due  to  want 
of  caution. 
The  Company  have  issued 
special  instructions  as 
follows : — 

"Midland  Railway. 

"  Notice  to  Drivers  and  Fire- 
**  men.— Precautions  to 
**  be  taken  to  I  recent 
"  Injury  by  coming  in 
**  Contact  with  Over- 
•*  bridges^  S:e. 

''  I  regret  to  find  that 
serious  accidents  have 
recently  occurred  to 
Drivers  and  Fireren 
owing  to  their  inadvert- 
ent ly  standing  up  when 
ffoing  on  to  the  top  of 
the  Tenders  and  comintp 
in  contact  with  over- 
bridges  &c. 

**  Drivers  and  Firemen 
should  avoid  going  to 
the  top  of  the  Tenders 
while  their  Engines  are 
in  motion,  unless  it  is 
absolutely  necessary, 
and  when  it  is  neoes* 
sary  they  should  exer- 
cise great  care  and  stoop 
Bufflciently  to  clear 
the  over-bridges,  signal 
girders,  and  other 
structures  under  which 
the  Engines  may  have 
to  pass. 

•'^Bule  24A  of  the  Com- 
pany's Rule  Book  warns 
all  servants  of  the  Com- 
pany not  to  expose 
themselves  to  danger. 

**  Drivers  and  Firemen 
are  hereby  requested  to 
take  such  precautions  at 
all  times  as  will  ensure 
them  from  risk  of 
injury. 

"  S  AMD  BL  w.  Johnson. 
•*  Locomotive  Super- 
**  intendent. 

*'  Locomotive  Office, 
**  Derby, 
-  November  1st,  1887. 

The  fireman  states  that  he 
cannot  remember  ever 
receiving  or  seeing  a  copy 
of  this  circular,  and  I 
think  it  is  very  question- 
able if  even  Hargreaves 
had  done  so ;  at  the  same 
time  I  am  strongly  of 
opinion  that  there  should 
be  n4>  necesfity  for  engine- 
men  having  to  go  to  the 
back  of  the  tenders  whilst 
the  engines  are  in  motion. 
It  was  stated  in  evidence 
that  in  this  case;  owing  to 
the  smallness  of  the 
tender,  that  before  leaving 
Nottingham  the  coal  had 
to  be  so  stacked  as  to 
prevent  the  fire-irons  being 
kept  near  the  footplate. 
TMs  to  my  mind  might 
and  should  be  avoided. 


The  marshalling  sidings  in 
question  are  fairly  lignted. 
There  is  a  very  heavy  coal 
traffic  passing  through 
them,  so  that  it  is  im- 
possible at  all  times  to 
keep  them  entirely  free 
from  obstructions  similar 
to  that  over  which  James 
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Railway. 


Midland — eont 


Particulars  of  Acddent,  &c. 


Conclosions  of  the  Sub- 
Inspector  as  to  the  oausee 
of  the  Accident. 


Recommendations. 


Midland  and  Gbeat 
NoBTHEBN  Joint. 


3 J  hours.  Nature  of  Injury — Left 
knee  and  left  hand  injured. 
Description  of  Accident — ^Aiter  hav- 
ing worked  a  coal  train  from  Has- 
land  Avenue  Sidings  to  Staveley, 
it  was  necessary  for  him  to  shunt 
the  waggons  for  marshalling 
purposes  into  the  different  south 
sidin^fi.  At  about  1  •a.m.,  whilst 
running  alongside  some  moving 
waggons  for  the  purpotfc  of  un- 
coupling the  four  leading  waggons, 
which  were  being  propelled  into 
the  No.  4  siding,  he  scumbled  over 
a  piece  of  coal  that  during  the 
night  had  fallen  from  a  loaded 
coal  waggon,  and  falling  to  the 
ballast  he  received  injuries  as 
stated. 


Date  of  Accident — 30th  September, 
1901.  Place  at  which  Accident 
happened  —  Wednesbnry  Goods 
Yaid.  Name  of  Person  injured — 
Norman  Bates.  Age  of  Person 
injured — 22.  Capacity  in  which 
employed  —  Extra  Goods  Porter. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident  —  4  hours. 
Nature  of  Injury  —  Right  arm 
severely  crushed. 

Description  of  Accident — At  about 
12  noon  Bates  and  three  other 
goods  porters  were  eng^ed  in 
sheeting  some  loaded  goods  wag- 
gons in  the  goods  shed,  but  before 
the  sheeting  had  been  completed, 
in  order  to  make  room  for  other 
waggons,  the  Goods-foreman,  G. 
Harbidge,  gave  instructions  for  the 
loaded  waggons  to  be  taken  from 
the  shed  and  placed  in  the  Darlas- 
ton  down  storage  siding,  after 
which  he  instructed  Bates  to  fol- 
low the  waggons  and  complete  the 
sheeting.  Whilst  Bates  was  en- 
gaged in  tying  the  string  at  the 
end  of  one  of  the  waggons  the 
shunter,  T.  Phillips,  not  having 
any  reasons  to  suppose  that  anyone 
was  working  there,  took  the  shunt- 
ing engine  into  the  siding  to  get 
out  some  empty  waggons,  and 
when  the  waggons  were  closed  up 
Bates*  right  arm  was  crushed  be- 
tween the  buffers  and  so  injured 
that  at  the  time  of  my  Inquiry  he 
was  still  off  duty. 


Date  of  Accident — 11th  September, 
1901.  Place  at  which  Accident 
happened  —  Murrow.  Name  of 
Perspn  injured — Oscar  George 
Stanuners.  Age  of  Person  injured 
— 32.  Capacity  in  which  em- 
ploy€|d  —  Goods  Guard.  Number 
of  booked  working  hours  per  diem 
— 10.  How  lonff  on  duty  at  time 
of  Accident — 7  hours.  Nature  of 
Injury — Hip-bone  and  knee  in- 
jured. Still  off  duty  on  12th 
November. 

Description  of  Accident — Stammers 
was  working  with  the  4.40  p.m. 
up  goods  train  from  Sutton  Bridge 
to  Peterborough,  which  arrived  at 
Murrow  at  9..H0  p.m.  On  arrival 
there  the  train  was  left  standing 
on  the  up  main  line  at  the  west  end 
of  the  station  while  the  engine 
with  three  waggons  attached  were 
taken  along  the  shunting  spur  for 
the  purpose  of  attaching  a  waggon 
standing  in  the  "  back  road."    On 


stumbled,  but  from  infor- 
mation g^Etined  at  my  in- 
quiry I  believe  such  ob- 
structions are  removed 
dail^. 
In  this  case  I  consider  the 
mishap  was  accidental. 


A.  F. 


It  is  very  seldom  that  loaded 
ffoods  waggons  are  placed 
m  the  storage  siding  until 
they  are  ready  to  leave  the 
station.  The  siding  is  on 
a  curve,  so  that  not  only 
was  the  shunter  unable  to 
see  Bates  but  it  was  im- 
possible for  Bates  to  see 
either  Phillips  or  the 
shunting  engine. 

Bates  had  only  been  em- 
ployed by  the  Company 
for  six  days  previously  to 
the  accident,  and  I  cer- 
tainly think  it  was  bad 
i'udgment  on  the  part  of 
I'oreman  Harbidge  to  send 
him  to  work  in  the  siding 
referred  to,  and  seeing 
that  Harbidge  did  so  with- 
out informing  the  shunter 
of  the  exceptional  work- 
ing, I  am  of  opinion  that 
he  is  responsible  for  the 
mishap. 


The  mishap  was  accidental. 
At  the  same  time  it  is  sur- 
prising that  the  three 
vehicles  and  engrine  should 
have  travelled  into  the 
**back  road*'  after  the 
leading  vehicle  had  gone 
along  the  shunting  spur, 
as  the  points  lie  for  that 
line  in  their  normal  posi- 
tion and  have  to  be  held 
for  the  ^'  back  road.' 
From  the  evidence  given 
no  one  was  near  the  points 
at  the  time,  and  directly 
afterwards  they  were 
found  to  be  working  pro- 
perly, and  have  not  been 
altered  in  any  way  sinoe. 
When  I  held  my  Inquiry 
I  examined  them  and 
found  them  in  good  order, 
and  also  saw  Siem  work- 
ing satisfactorily. 

J.  <J.  H. 


For  future  safety  I  recom- 
mend that  whenever  goods 
men  are  sent  to  work  in 
sidings  not  specially  used 
for  loading  or  unloading 
traffic,  in  addition  to  a 
warning  being  given  to 
the  shunters,  a  red  flag  by 
day  and  a  red  liglit  by 
night  should  be  fi^t  ex- 
hibited on  the  waggon 
which  is  nearest  to  the 
entrance  of  the  siding- 

A..F. 
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BaQwaj. 


Pftrtioolars  of  Aooident,  JEa 


GouolmrionB  of  the  Sab- 

Inspeotor  tm  to  the  oaaaes 

of  the  Aoddent. 


RftfTftinimwMltttiiwuii 


If  TOT lAWD  AMD  QfBMJLT 

XToBmonv   Joiht 


reaching  the  hand  pointB  leading 
to  that  road  Stammers  held  them, 
and  after  attaching  the  vehicle 
he  got  inside  it  and  rode  for- 
ward with  it.  When  it  was  over 
the  points  leading  back  to  the 
shonting  spur  he  signalled  the 
driver  to  stop,  and  after  seeing 
that  the  points  were  in  proper 
position  he  signalled  him  to  set  the 
yehicles  back  along  the  shunting 
spar  to  couple  them  to  the  train. 
While  this  was  being  done  the 
leadinir  vehicle  went  along  the 
shnntbog  spar  (the  proper  line), 
bat  from  some  unexplained  cause 
the  other  vehicles  and  the  engine 
went  into  the  back  road  causing 
the  vehicle  which  was  on  the 
t»hunting  spur,  and  in  which 
Stammers  was  still  riding,  to  be 
derailed  and  thrown  right  across 
the  shunting  spur,  and  he  was 
thrown  out  off  the  vehicle  on  to 
the  inner  rail  of  the  main  line, 
with  the  result  stated  above. 


Date  of  Aocidenir— 6th  July,  1901. 
Place  at  which  Accident  happened 
—South  Leith.  Name  of  Person 
injured— John  Dalgama  Age  of 
Person  injured — 16.  Capad^  in 
which  employed — ^Redcap.  Num- 
ber of  booked  working  hours  per 
diem — 12.  How  long  on  duty  at 
time  of  Accident— 6i  hours.  Na- 
ture of  Injury — ^Left  foot  bruised. 

Deeoription  of  Acddent— In  this  case 
Dal^Eumo  was  assisting  with  an 
engine  and  waggons  on  the  Edin- 
burgh DocA:  line,  and  as  he  was  re- 
Tsreing  the  poeitdon  of  one  of  the 
tumbler  lever  p<^nts  the  ball  on 
the  lever  fell  on  his  left  foot  caus- 
ing injuries  as  stated  above. 


Date  of  Accident— 14th  August,  1901. 
Place  at  which  Accident  happened 
— ^Bridgeton  Cross.  Name  of  Per- 
son injured—^ames  Wilson.  Age 
of  Person  injured — HI.  Capacity 
in  whidh  employed  — -  Shunter. 
Number  of  booked  working  hours 
per  diem— 8.  How  long  on  duty 
at  time  of  Accident  —  6  hours. 
Nature  of  Injury— Left  eye  out. 
Off  duly  1  week. 

Description  of  Accident  —  On  the 
morning  in  question  Wilson  took 
an  engine  into  No.  7  siding  to  draw 
out  some  vehicles  for  shunting 
purposes.  At  the  time  Carriage 
deaner  David  Law  was  worki^ 
inside  one  of  the  vehides  whi(£ 
was  not  fitted  with  inside  door 
handles.  Wilson  dosed  the  door, 
shunted  the  vehicles  into  No.  8, 
the  adjoining  siding,  after  which 
he  shunted  some  other  vehicles 
into  No.  7  siding,  and  then  went 
to  open  the  door ;  while  doing  so 
the  iron  clasp,  projecting  from  the 
side  of  it,  struck  his  lefi  ^e,  with 
the  result  stated  above* 


Date  of  Acddent— 29th  August,  1901. 
Place  at  which  Accident  happened 
—  St.  Margaret's  Engine  Shed. 
Name  of  Person  injured — George 
Spenoe.  Age  of  Person  injured — 18. 


Aoddents  to  the  redcaps  at 
Ldth  are,  in  my  opinion, 
far  more  numerous  than 
they  should  be.  As  a  rule 
these  redcaps  are  boys 
with  no  previous  railway 
experience.  At  the  time 
of  this  mishap  Didgamo 
had  onlv  been  in  the 
service  tnree  weeks,  and 
(although  in  this  case  the 
acddent  was  not  s^ous 
and  may  be  considered  as 
being  due  to  his  own 
want  of  caution)  I  cer- 
tainly think  he  ought  not 
to  have  been  allowed  to 
assist  in  shunting,  esped- 
ally  on  busy  dock  unes 
wmdi  are  usually  blocked 
with  waggons. 

A.F. 


The  mishap  appears  to  have 
been  accidental. 


J.  J.  H. 


It  appears  that,  aocording  to 
his  usual  practice,  the 
weighing-machine  clerk, 
John  Paterson,  was  stand- 
ingcloseto  the  foot  crossing 


It  islmposdble  for  one  man 
properly  to  proteot  the  foot 
croflsiiig  in  qnesfeioii  during 
the  night  time,  and  owing 
to   the   foot   trafflo^  being 
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NOBTH    BBITISH— 


NOBTH  EABTEBH 


PartionUm  nf  Accident,  &c. 


Capacity  in  which  employed  — 
Engine  Cleaner.  N  amber  of  booked 
working  hours  per  diem — 12.  How 
long  on  du^  at  time  of  Accident — 
8  hoare.  Nature  of  Injury — ^Faoe, 
body,  and  left  leg  braided. 

Description  of  Accident — The  work- 
men's cabin  is  eitoated  at  the  north 
end  of  the  coaling  stage,  and  to 
get  to  it,  owing  to  the  cabin  being 
on  a  much  higher  level  than  the 
locomotive  yarcl,  it  is  necessary  to 
go  up  several  steps  and  then  to 
cross  over  the  incline  siding,  up 
which  waggons  are  propelled  to 
the  coaling  stage. 

At  about  2.5  on  the  morning  in  ques* 
tion,  when  Spence  and  three  other 
cleaners  were  hurrying  to  the 
cabin,  they  failed  to  notice  that 
several  waggons  were  being  pushed 
up  the  incline,  and  although  the 
other  youths  just  managed  to  get 
clear,  Spence,  who  was  following, 
failed  to  do  so,  with  the  result 
that  he  was  struck  by  one  of  the 
buffers  of  the  lead  ng  waggon  and 
was  knocked  down. 


Date  of  Accident  —  1st  September 
1901.  Place  at  which  Accident 
happened ->  Cam lachie.  Name  of 
Person  injured — Andrew  Gordon. 
Age  of  Person  injured — 34.  Cap- 
acity in  which  employed— Goods 
Guard.  Number  of  booked  work- 
ing hours  per  diem — 12.  How 
long  on  duty  at  time  of  Accident — 
9|  hours.  Nature  of  Injury — Body 
and  right  leg  crushed. 

Description  of  Accident  —  Gordon 
had  worked  in  charge  of  an  empty 
waggon  train  from  Glasgow 
General  Terminus  to  Camlachie, 
from  which  station  he  then  bad  to 
work  a  special  goods  train  to 
Whiffiet.  On  reaching  Camlaohie 
he  was  told  that  the  waggons 
which  were  to  form  his  train  were 
standing  in  the  '*  WhifBet**  siding, 
and  after  having  accompanied  his 
brake  van  into  &e  *'  grain  '*  siding, 
where  it  was  shunted  for  short 
storage,  he  walked  across  the  yard 
tothe  Whifflet  siding,  but  just  as 
he  had  finished  looking  at  the 
waggon  labels  the  waggons  were 
moved  forward  for  shunting  pur- 
poses. As  the  waggons  were  mov- 
ing ahead  Gordon  got  on  the  side 
of  the  last  one  and  rode  up  the 
siding  until,  just  when  approach- 
ing the  V  crossing,  he  collided 
with  a  waggon  standing  in  the 
adjoining  "  Bmd  "  siding,  and  was 
knocks  from  his  position,  receiv- 
ing injuries  owing  to  which  he  was 
off  duty  six  weeks. 


Date  of  Accident — 6th  July,  1901. 
Place  at  which  Accident  happened 
— Amble.  Name  of  Person  injured 
— James  Sanderson.  Age  of  Person 
injured— 37.  Capacity  in  which 
employed — Mineral  Guard.  Num- 
ber of  booked  working  hours  per 
diem— L2.  How  long  on  du)by  at 
time  of  Accid«nt — 6^  hours.  Na- 
ture 9f  Injury^ — BIgJit  shouldcor 
and  arin  and  back  bruised. 

Description  of  Accident — ^Amble  is 


ConclusionR  of  the  Sub- 

Inspectur  as  to  the  causes 

of  the  Accident. 


to  give  any  necessary 
warning  to  men  about  to 
cross  the  line,  but,  unfor- 
tunately, on  this  occasion 
he  was  standing  on  the 
side  nearest  to  the  cabin, 
and  so  was  unable  to  see 
the  cleaners  until  they 
had  reached  the  top  of  the 
steps,  and  then,  before  he 
could  stop  them,  they 
were  on  the  crossing. 
Spence  fully  admits  that 
he  ought  to  have  noticed 
the  approaching  waggons, 
and  that  the  mishap  was 
due  to  his  own  want  of 
caution. 


The  waggon  by  which  Gor- 
don was  injured  was 
placed  in  the  ''Bend" 
siding  about  two  hours 
previously  by  Acting- 
Shunter  J.  Marshall,  who 
fully  admits  that,  iJ  though 
clear  for  other  waggons 
to  pass,  it  was  not  left 
sufficiently  clear  to  allow 
of  shunting  operations 
being  carried  on  without 
risk  of  injury  to  the  staff 
aa  dixected  in  Rule  1840. 

The  mishap  ocourzed  at 
about  12.15  a.m.,  and  as 
the  nearest  fixed  lamp  was 
87  yards  distant  and  on 
the  opposite  side  of  the 
Whifflet  Siding,  Gordon 
states  that  he  was  not 
able  to  see  the  position  of 
the  standing  waggon. 

Gordon  certainly  acted  un- 
wisely in  riding  up  the 
siding  without  first  ascer- 
taining that  the  route  was 
clear  of  obstructions,  and 
especially  so  as  he  states 
that  this  was  the  first 
occasion  on  which  he  had 
ever  been  down  the 
Whifflet  siding.  At  the 
same  time  there  can  be  no 
doubt  that  the  primary 
cause  of  the  mishap  was 
the  non-observance  of  the 
rule  referred  to,  for  which, 
in  my  opinion,  Acting- 
Shunter  J.  Marshall  is  to 
blame. 


The  passenger  trafflo  at 
Amble  is  only  light,  and 
although  there  is  not  a 
good  view  of  approaching 
trains,  I  am  quite  satisfied 
that  with  ordinary  care 
on  the  part  of  Sanderson 
this  accident  should  not 
have  happened. 

It  appears  that  the  reason  of 
tbd  engine  driver  being 
off  the  engine  and  engaged 


Recommen^UflMk 


somewh^  b^nfj  (< 

that  for   fotn^D, 

small  hand  or  dropii.'sail 
might  be  provided  and 
pli^ed  aorofls  the  steps,  so 
as  to  prevent  an  jome  from 
ascending  them  while  wag- 
gons are  being  propelled 
up  the  incline  riding. 

A.  P. 


At  the  point  where  this  acci- 
dent occurred  the  lighting 
is  not  at  all  satisfaotory, 
but  I  am  afraid  that,  owing 
to  the  formation  of  the 
different  sidings,  it  would 
be  praotioally  impossible  to 
fix  a  lamp  between  i^em. 
I  recommend,  however, 
that  the  Company  should 
consider  whet^  a  second 
lamp  could  not  be  plaoed 
with  advantage  about 
30  yards  further  down  the 
yard  on  the  off  side  of  the 
sidings. 

Steps  should  be  taken  to  en- 
sure that!  Bnle  1840  is 
strictly  adhered  to. 

A.  F. 


To  avoid  any  one  having  to 
stand  between  the  **  plat- 
form *'  and  **  loop  line  "  for 
the  purpose  of  holding  over 
the  points  referred  to,  I 
recommend  that  a  turnover 
lever  should  be  fitted,be8ides 
which  the  Company  should 
consider  the  advisability  of 
making  such  arrangements 
as  would  avoid  the  necessity 
of  enginemen  leaving  their 
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Partfonlan  of  Aooident,  &o. 


Conolusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recommehdktibiii. 


the  terminus  of  a  branch  line  from 
Chevington.  Passenger  trains 
arriye  at  and  depart  from  the  same 
platform.  Next  to  the  platform 
line  there  is  a  short  loop  line, 
connected  for  *' running  round** 
purposes,  from  which  there  is  also 
a  connection  with  the  No.  1 
mineral  siding.  The  lever  work- 
ing the  hand  points  leading  to  the 
mineral  siding  is  placed  in  the 
6-foot  space  between  the  **  plat- 
form **  and  "  loop  **  lines. 
At  about  9.60  a.m.,  whilst  engaged 
in  shunting  two  waggons  in  the 
No.  1  mineral  siding,  and  when 
running  for  the  purpose  of  lower- 
ing a  break  lever,  in  trying  to  pass 
the  hand  point  lever  which,  on 
that  occasion,  was  being  held  over 
by  the  engine  driver  TW.  W. 
Wright),  Sanderson  got  foul  of 
the  platform  line  on  which  a 
passenger  train  was  then  approach- 
ing, and  failing  to  notice  this,  he 
was  struck  by  the  engine  and 
knocked  down,  with  the  result 
stated  above. 


Date  of  Accident— 18th  July,  1901. 
Place  at  which  Accident  happened 
—Leeds  (Neville  Hill).  Name  of 
Person  injured — ^Arthur  Whincup. 
Age  of  Person  injured — ^22.  Capa- 
city in  which  employed — Carriage 
Cleaner.  Number  of  booked  work- 
ing hours  per  diem — 10.  How 
long  on  du^  at  time  of  Accident 
— 3  hours.  Nature  of  Injury- 
Right  thigh  injured.  Off  duty 
8  weeks. 

Description  of  Accident  —  While 
Whincup  was  engaged  sweeping 
out  a  compartment  of  a  veMcle, 
the  door  of  the  compartment  being 
open,  and  the  carriage  standing  in 
one  of  the  sidings  at  Neville  Hill, 
some  other  vehioles  were  shunted 
into  the  same  siding,  the  force  of 
the  oolUsion  causing  him  to  fall 
out  on  to  the  ground,  with  the  result 
stated  above. 


Date  of  Accident— 16th  July,  1901. 
Place  at  which  Accident  happened 
— West  Hartlepool.  Name  of  Per- 
son injured — Henry  Heavens.  Age 
of  Person  injured — 20.  Capacity 
in  which  employed — Casual  Goods 
Porter.  Number  of  boolrod  work- 
ing hours  per  diem— 12,  with 
1^  hours  off  for  meals.  How  long 
on  duty  at  time  of  Accident — 
8f    hours.      Nature   of    Injury — 


in  holding  over  the  hand 
points  in  this  case  was 
owing  to  him  having  just 
left  the  footplate  for  the 
purpose  of  handing  the 
nose  of  the  water  crane  to 
the  fireman.  At  the  same 
time,  it  was  fully  admitted 
by  the  Company's  repre- 
sentative at  my  Inquiry, 
and  also  the  stationmast^, 
that  owing  to  there  being 
no  shunters  provided  at 
that  station,  even  had  the 
driver  not  held  over  the 
points,  his  fireman  would 
have  had  to  leave  the 
engine  for  that  purpose. 
TMs  is  to  my  mind  a  very 
unsatisfactory  arrange- 
ment. 


The  mishap  appears  to  have 
been  due  to  other  vehicles 
having  been  shunted 
against  the  one  Whincup 
was  working  at  without 
any  warning,  but  he  does 
not  know  who  shunted  the 
vehicles  into  the  siding. 
Further,  he  continued  at 
work  for  Uie  rest  of  the 
day  without  informing 
either  his  foreman  or  anv 
of  the  men  working  with 
him  that  he  had  met  with 
an  accident,  and  it  was 
not  until  the  Monday  fol- 
lowing that  his  foreman, 
who  had  sent  to  see  why 
he  had  not  come  on  duty, 
knew  anything  about  the 
matter.  Although  none 
of  the  Company  s  repre- 
sentatives seem  to  doubt 
that  Whincup  met  his 
accident  in  the  manner  he 
describes,  there  is  no  cor- 
roborative evidence  that 
it  did  occur  as  stated 
by  him,  and  he  certainly 
acted  very  unwisely  in 
not  repornng  the  matter 
directly  it  occurred.  How- 
ever, from  the  evidence 
given  it  is  clear  that  the 
system  of  working  at  this 
busy  place  has  been  far 
from  satisfactory,  as  pre- 
vious to  this  accident 
there  was  no  precaution 
taken  whatever  for  the 
safety  of  the  carriage 
cleaners. 


This  mishap  appears  to  have 
been  chiefly  due  to  Heavens 
not  receiving  proper  warn- 
ing in  accordance  with 
Rule  112  (a).  However, 
shunter  John  Edwanson, 
who  was  in  charg^e  of  the 
shunting  operations,  and 
responsible  for  giving  the 
warning,  had  to  walk  for- 
ward to  couple  the  enghie 


englnSii  nr  uq  puj^b  of 
noTding  emu  points  oRffhig 
thnnting  oprndons. 

A.F. 


For  futnxe  mMj  it  is  to  be 
hoped  that  the  Company's 
instructions  for  the  pro- 
tection of  carriage  cleaners 
will  be  sent  to  all  places 
where  carriage  deaners  are 
employed,  and  that  they 
will  be  striody  enforced. 

J*  J.  H. 


For  future  safety  the  Com* 
pany  should  be  %aked  to 
make  arrangements  for 
their  assistant  shunters  to 
be  (supplied  with  coupling 
poles,  so  that  thev  may 
carry  out  Rule  23  (a). 

Further,  the  goods  porters 
should  be  supplied  with  a 
copy  of  the  rules,  in  accor- 
dance with  Rule  17  (a). 

J.  J.  H. 


10S88 
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Bailwaj. 


NOBTH 


Partloalara  of  Aocident,  &o. 


Three  fingen  of  left  hand  caught 
between  the  baffers  of  two  wag- 
gons  and  slightly  injured.  0£f 
dnt J  2  days. 
DeBcription  of  Accident  —  On  the 
afternoon  in  qneetiou,  while 
Heavens  was  in  the  act  of  getting 
into  a  waggon  standing  in  No.  5 
road,  for  the  purpose  of  taking  a 
sheet  out  of  the  vehicle,  he  placed 
his  hands  on  the  buffer,  int^ding 
by  that  means  to  climb  into  the 
waggon ;  just  at  that  moment  an 
engine  came  against  the  vehicles, 
closing  the  buffers  of  them  together, 
with  uie  result  stated  above. 


Date  of  Accident— 22nd  July,  1901. 
Place  at  which  Accident  happened 
— Dazlington.  Name  of  Person 
injured — William  Elenor.  Age  of 
Person  injured —60.  Capacity  in 
which  employed— Goods  Porter. 
Number  of  booked  working  hours 
]>er  diem — 12,  with  1^  hours  off  for 
meals.  How  long  on  duty  at  time 
of  Acciden1>-;-8  hours.  Nature  of 
Injury — Right  foot  injured.  Off 
duty  2  days. 

Description  of  Accident  —  On  the 
afternoon  in  question  a  waggon 
was  being  drawn  by  a  horse  from 
the  goods  shed  into  the  '^Hojie 
Town  Road."  While  this  was  being 
done  Elenor  followed  the  vehicle, 
holding  one  of  the  sheet  strings  for 
the  purpose  of  preventing  the  sheet 
from  being  blown  off  by  the  wind. 
On  approaching  a  pair  of  points 
(the  lever  of  which  is  fixed  between 
the  "Hope  Town  Road'*  and  the 
adjoining  siding)  he  failed  to  notice 
the  position  of  the  point  lever 
which  was  raised  while  the  waggon 
was  passing  over  the  points,  but 
the  moment  the  rear  wheels  were 
over  them  the  lever  fell  upon  his 
right  foot,  with  the  result  stated 
al^ve. 


Date  of  Accident— 23rd  July,  1901. 
Place  at  which  Accident  happened 
— ^York.  Name  of  Person  injured- 
Edward  Dwyer.  Age  of  Person 
injured — 84.  Capacity  in  which 
employed — Brake  Examixer.  Num- 
ber of  booked  working  hours  per 
diem— >12,  with  1  hour  off  for  meals. 
How  long  on  duty  at  time  of  Acci- 
dent— 7  hours.  Nature  of  In j  ury — 
Thighs  and  arms  injured.  Off 
dut^  2  days. 

Description  of  Accident — A.t  1.10  a.m. 
on  the  morning  in  qnestion.  Engine 
Driver  A.  Ridley  with  engineNo.  237 
was  taking  a  train  of  12  empty 
passenger  vehicles  from  the  old 
station  to  No.  8  platform  in  the 
new  station.  On  approaching  the 
disc  signal  fixed  at  the  south  end 
of  the  latter  station,  he  whistled 
for  the  signal  to  be  taken  off  so  as 
to  permit  him  to  travel  along  the 
independent  line,  which  was  the 
proper  line  to  travel  upon  to  place 
the  train  where  it  was  required, 
although  this  can  also  be  done  bv 
travelling  along  the  shunting  neck 
to  the  south  ^id  and  then  along 
the  independent  line.  There  is  no 
fixed  signal  for  the  shunting  neck, 
the  drivers  working  to  the  shunters' 
signals  when  using  that  line. 
Ridley  states  that  aftnr  whistling 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


RecommfiwilaticMi. 


to  to  the  vehicles,  owing 
to  his  assistant,  B.  Merry- 
field,  not  being  supplied 
with  a  coupling  pole,  and 
in  the  meantime  Heavens 
came  from  the  goods  shed 
to  the  waggon  unseen  by 
Edwanson.  I  may  point 
out  that  Heavens  was  in- 
experienced in  railway 
work,  and  had  not  been 
supplied  with  a  copy 
of  the  Company's  rules, 
in  aocozdance  with  Rule 
17  (a). 


The  sheets  are  loosely  thrown 
over  the  waggons  in  the 
goods  shed  and  are  secured 
after  the  vehicles  are 
drawn  out.  In  this  case 
Elenor  was  following  the 
vehicle  for  the  purxx)se  of 
tying  the  sheet  strings 
after  it  had  been  brought 
to  rest  in  the  *'  Hope  Town 
Road."  He  frankly  admits 
that  he  knew  the  exact 
position  of  the  point  lever, 
but  for  the  moment  forgot 
about  it.  There  was  plenty 
of  room  for  him  to  have 
walked  behind  the  waggon 
well  clear  of  the  point 
lever,  and  consequently 
the  mishap  was  due  to  his 
own  want  of  care. 

J.  J.  H. 


The  evidence  in  this  case  is 
confliotinff.  Driver  Ridley 
states     that     when     he 
received  the  hand  signal 
from   some   one   on    the 
ground    to    go    forward 
along  the  shunting  neck, 
he   said   to    Shunter    F. 
Hayter,    who    was   then 
riduig  on  the  footstep  of 
his  engine,  '*  Is  that  sig^nal 
for  us,"  and  that  the  latter 
replied'' I  think  so."    Hay- 
ter denies  this,  and  further 
states   that   he   was   not 
riding  on  the  footstep  of 
the  engine  but  on  the  foot- 
board of  the  second  vehicle 
from  ;the  engine.      Fire- 
man   a!    Douglas    states 
that  he  heard  no  conver- 
sation between  Ridley  and 
Hayter.    If  a  hand  signal 
was  given  to  Ridley  he 
cannot  sa^  who  gave  it, 
nor  has  this  yet  been  ascer- 
tained. Shunter  F.Craven, 
who  was  the  only  person 
near  the  spot,  was  in  such 
a    position    that    Ridley 
could  not  see  the   white 
light  of  his  hand  lamp,  but 
he  heard  the  engine  ap- 
proaching, and  by  its  beat 
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ConolasionB  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


for  the  signal  to  permit  him  to  go 
out  on  to  the  independent  line,  h^ 
xeceiyed  a  hand  signal  from  some 
one  on  the  ground  to  go  forward 
along  the  shunting  neck.  This  he 
did,  with  the  result  that  17  yards 
south  of  the  disc  signal  his  engrine 
collided  with  a  saloon  carriage 
standing  foul  in  the  "front  fish 
road  *'  and  forced  a  covered  carriage 
truck  which  was  in  front  of  the 
saloon  carriage  over  on  to  the  cab 
of  engine  No.  225  which  was  stand- 
ing at  rest  in  the  *'  back  fish  road  " 
(the  adjoining  siding).  Dwyer, 
who  was  examining  the  saloon  car- 
riage, which  was  ticketed  defective, 
was  struck  by  engine  No.  237  and 
was  thrown  under  the  carriage 
truck  and  injured  as  stated  above. 


I 


Date  of  Accident— 28rd  July,  1901. 
Place  at  which  Accident  happened 
— ^York.  Name  of  Person  injured — 
Sam  Wardman.  Age  of  Person 
injured— 26.  Capacity  in  which 
employed — ^Fireman.  Number  of 
booked  workiog  hours  per  diem — 10. 
How  long  on  duty  at  time  of 
Accident — IJ  hours.  Nature  of 
Injury — Three  fingers  of  left  hand 
injured,  two  since  partly  ampu- 
tated. Still  off  duty  when  inquiry 
was  held. 

Description  of  Accident  —  On  the 
afternoon  in  question,  Wardman 
went  on  duty  to  work  wil^  the 
4.0  p.m.  goods  train  from  York  to 
Thirsk.  While  the  engine  stood  in 
No.  2  independent  goods  line  at 
York,  he  left  the  footplate  for  the 
purpose  of  changing  the  engine 
head  lamps. 

After  doing  so,  when  returning  to 
the  footplate,  the  eng^ine  then  being 
in  motion,  he  sllpp^  oif  the  out- 
side framing  and  fell  to  the  ground 
with  his  left  hand  on  tiie  rail,  with 
the  result  stated  above. 


Date  of  Accident— 6th  August,  1901. 
Place  at  which  Accident  happened 
— NearHeaton.  Name  of  Person  in- 
lured — John  Grant.  Age  of  Person 
injured— 46.  Capacity  in  which 
employed  —  Platelayer.  Number 
of  booked  working  hours  per  diem 
— 11,  with  li  hours  off  for  meals. 
How  long  on  duty  at  time  of 
Accident— 8^  hours.  Nature  of 
Injury — Left  arm  run  over  and 
since  amputated.  Still  off  duty  at 
the  time  of  the  inquiry. 

Description  of  Accident  — On  the 
afternoon  in  question  11  men,  in- 
cluding Grant,  in  charge  of  Sub- 
Inspector  John  Mason,  were  re- 
sleepering  on  the  up  main  line  at 
about  580  yards  west  of  Heaton 
Station.'  While  the  men  were  so 
engaged  Mason  observed  a  goods 
train  approaching  upon  Uie  line 
on  which  the  men  were  working, 
the  train  being  then  fully  200  yaids 
away,  and  warned  them  all  to  get 


he  knew  that  it  was  travel- 
ling so  quickly  that  it 
would  collide  with  the 
vehicles  which  were  stand- 
ing foul.  He  therefore 
rushed  forward  and  exhi- 
bited a  red  light,  but  was 
not  in  time  to  prevent  the 
collision. 
The  responsibility  for  this 
mishap,  which  might  have 
been  far  more  serious, 
rests  with  Engine  Driver 
Alfred  Ridley , and  whether 
he  received  a  hand  signal 
or  not,  he  ought  not  to 
have  travelled  so  quickly 
along  the  shunting  neck. 
BeiideB  this,  if  he  had  kept 
a  proper  look-out  ahead,  as 
the  place  was  well  lighted, 
he  might  have  seen  that 
the  vehicles  with  which 
his  engine  collided  were 
foul,  in  time  to  have  pre- 
vented the  mishap. 

J.  J.  H. 


The  mishap  appears  to  have 
been  due  to  misadventure. 
At  the  same  time,  it  is 
clear  from  the  evidence 
given  that  the  engine  men 
on  this  line  are  regularly 
permitted  to  leave  the  foot- 
plates of  their  engines  in 
motion,  and  the  practice  is 
so  general  that  if  the  fire- 
man is  at  work  on  the 
outside  framing,  as  in  this 
case,  when  the  engine  is 
at  rest,  the  driver  starts 
the  engine  and  allows  the 
fireman  to  return  to  the 
foot  plate  by  walking  along 
the  outside  framing  while 
it  is  in  motion. 


There  was  no  special  "  look- 
out*' man  appointed  in 
this  case,  but  it  is  clear 
from  the  evidence  that 
Sub  -  Inspector      Mason 


acted  as  ^  look-out  **  man 
and  took  every  possible 
precaution  for  the  safety 
of  the.  men.  In  addition, 
the  driver  of  the  goods 
train,  J.  Whillis,  sounded 
his  engine  wMstle  loudly 
for  some  time  to  warn  the 
men  of  its  approach,  and 
also  saw  them  all  step 
clear.  He  afterwards  saw 
Grant  attempting  to  cross 
the  up  main  line  in  front 
of  his  engine,  but  it  was 
then  so  close  to  him  that 
he  was  unable  to  bring  it 
to  rest  before  it  struck 
Grant. 
The  mishap  appears  to  have 
been  chiefiy  due  to  Grant's 


Reoommendatioiis. 


Many  accidents  have  hap- 
]>ened  to  engine  men  on  this 
railway  through  being  off 
the  footplates  of  the  en- 
gines in  motion,  working 
at  or  walking  to  and  from 
other  parts  of  the  engine 
for  various  purposes;  and 
for  future  safety  it  is  de- 
sirable that  the  Company 
should  issue  stringent  in- 
structions to  their  engine 
men  that  they  must  not  be 
on  any  other  part  of  the 
engine  but  the  foot  plate 
while  it  is  in  motion.  Some 
of  the  other  Companies 
have  issued  orders  to  this 
effeot  with  good  results. 

J.  J.  H. 


Por  future  safety  it  is  to  be 
hoped  that  the  Company 
will  take  steps  to  ensure 
that  the  rules  mentioned 
are  strictly  complied  with 
at  all  times. 

J.  J.  H. 
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Partionlars  of  Accident,  Jco. 


NOBTH       EA8TSBN— 


ConolnsionB  of  the  Sub- 

Inspector  as  to  the  causes 

of  the  Accident. 


ReooiDHiriMBuHuils. 


dear.  They  all,  with  the  exception 
of  Grant,  stepped  clear  and  stood 
on  the  down  main  line,  bat  he  took 
the  opposite  direction  and  stepped 
on  to  the  Tynemonth  branch 
down  main  line,  on  which  a  train 
of  empty  oarria$res  was  then  ap- 
proaching. When  he  observed  this 
train  he  attempted  to  cross  the  up 
main  line  to  where  the  other  men 
stood,  but  before  he  had  time  to 
do  so  he  was  struck  and  knocked 
down  by  the  engine  of  the  goods 
train,  aud  fell  with  his  left  arm 
across  the  rail,  with  the  result 
stated  above. 


Date  of  Accident— 10th  Angnst,  1901. 
Place  at  which  Acddent  happened — 
Blaydon  Sidings.  Name  of  Person 
injured — Joseph  White.  Ajpe  of 
Person  injured — 27.  Capacity  in 
which  employed  —  Assistant 
^hunter.  Number  of  booked  work- 
ing hours  per  diem — 8.  How  long 
on  duty  at  time  of  Acddent — 
2  hours.  Nature  of  Injury — ^Left 
hand  injured.    Off  duty  1  week. 

Description  of  Acddent — ^At  2  p.m. 
on  the  date  in  question,  during 
shunting  operations.  Shunter  C. 
Martin  uncoupled  Ave  vehicles  and 
shunted  them  into  the  "middle 
road,"  and,  as  th^  were  running 
down  the  incline,  White  attempted 
to  bring  them  to  rest  by  placing 
one  end  of  his  shunting  pole  on 
the  top  of  the  brake  lever  and 
underneath  the  waggon  spring, 
and  then  pressing  the  whole  of  his 
wdght  upon  the  pole  until  he  got 
the  pin  in  position  to  prevent  the 
brake  lever  flying  upwards,  but 
before  he  could  accomplish  this  the 
other  end  of  the  pole  came  in  con- 
tact with  a  waggon  standing  in 
the  "back  road"  (the  adjoining 
Biding),  causing  his  left  hand  to 
be  crushed  between  the  shunting 
pole  and  the  spring  of  the  waggon 
in  motion  in  the  "middle  road," 
with  the  result  stated  above. 


becoming  confused  when 
he  saw  me  train  of  empty 
carriages  approaching  on 
the  down  Tynemouth 
branch  line.  At  the  same 
time  he  was  somewhat 
inexperienced  with  the 
work,  having  only  been 
five  months  employed  as  a 
platelayer.  Rule  273  (a) 
requires  that  when  a  train 
is  approaching  the  men 
must  not  remain  on  any 
running  line,  but  must  at 
once  move  clear  of  all 
lines,  but  as  ndther  Grant 
nor  any  of  the  other  plate- 
layers who  gfave  evidence 
had  been  supplied  with  a 
copy  of  the  rules  in 
accordance  with  Rules 
i7(a)  and  240,  they  cannot 
be  blamed  for  not  carry- 
ing out  Rule  278  (a). 
Ndther  had  the  rules  been 
read  to  any  of  the  men  as 
provided  for  in  Rule  24, 
and  consequently  those  in 
authority  are  to  blame, 
because,  had  Grant  stepped 
clear  of  all  lines  in  the 
first  instance",  the  accident 
would  not  have  occurred. 


White's  chief  duties  were  to 
turn  the  hand  points  and 
attend  to  the  waggon 
brakes,  Martin  perform- 
ing most  of  the  coupling 
and  uncoupling  operations. 

The  following  special  in- 
structions have  an  import- 
ant bearing  on  this  aod- 
dent : — 

•*  Ute  of  Brake  Sticks 
**  and  Shunting  Poles.— At- 
"  tention  has  been  drawn 
"to  the  fact  that  brake 
**  Hticks  and  shunting 
"  poles  are  beintr  used  for 
**  purposes  other  than 
"those  for  which  they 
"are  intended.  ThlRmust 
**  be  discontinaed,  and 
"guards  and  shunters 
"  most  only  make  use  of 
"  brake  sticks  and  shunt- 
"Ing  poles  for  the  pur- 
"  poses  for  which  tn( 
are  provided." 


H 


ley 


White  frankly  admite  that 
he  had  been  supplied  with 
p.  copy  of  the  instructions 
quoted,  and  knew  that  he 
was  disregarding  them  by 
attempting  to  pin  down 
the  waggon  brake,  but  as 
there  were  no  brake  sticks 
on  hand  he  had  no  other 
alternative.  The  brake 
sticks  are  only  3  feet( 
10  inches  long,  but  the 
shunting  poles  are  6  feet 
in  length,  and  as  the  space 
between  the  two  roads 
mentioned,  at  the  spot 
where  the  accident  hap- 
pened, is  only  5  feet 
6  inches,  it  is  not  surpris- 
ing that  the  shunting 
pole  caught  the  vehicle 
standing  in  the  '*back 
road." 

The  mishap  was  due  to  there 
being  no  brake  sticks  on 
hand,  and  the  insuffldent 
space  between  the  two 
roads  in  question. 


For  future  safelnr  it  is  to  b* 
hoped  that  the  Company 
will  take  steps  for  a  supply 
of  brake  Bticks  bdng  always 
on  hand,  so  that  fne  men 
may  carry  out  the  special 
instj^otions  quoted,  and 
also  consider  the  advisa- 
bility of  giving  a  greater 
deamnoe  .  between  the 
<<  middle  road"  and  *'baok 
road."  This  can  be  easily 
done  as  the  latter  road  is 
the  most  northern  one,  and 
there  is  ample  space  to 
mov^  it  further  north- 
wards. 

J.  J.  H. 
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BnlbvHV 


KOBTH  Eabtbbn- 
cant. 


Fartioulan  of  Aooident,  kc. 


Oonclusione  of  the  Snb- 

Inspeotor  as  to  the  oanses 

of  the  Accident. 


Date  of  AooideDt— 2lBt  August,  1901. 
Place  at  which  Aooident  happened 
— ^Warkworth.  Name  of  Person 
injnred — Thomas  Crowe.  Nature 
of  Injary— Temple  oat, 

Deeoription  of  Aooident — Crowe  is 
employed  as  a  groom  by  Sir  Ridley 
Lord,  and  on  the  morning  in 
qaestion  he  trayelled  in  a  London 
and  North  Western  Company's 
horse  box.  in  which  a  horse  was 
loaded,  attached  to  the  rear  of  a 
passenger  train  from  Newcastle  to 
Warkworth.  On  reaching  the  lat- 
ter station  at  9.45  a.m.  the  horse 
box  was  detached  from  the  train 
by  Porter  J.  Howey,  and  after  he 
had  got  on  the  footstep  for  the 
pnrpoee  of  so  riding  down  the 
siding,  the  Gnard,  T.  Thompson, 
who  had  watdhed  the  porter's 
movements,  sig^nalled  to  the  engine 
driver  to  set  back.  As  the  veMcle 
ran  from  the  train  and  approached 
the  unloading  dock  Howey  got  off 
the  step,  thinking  he  could  apply 
the  Westinghonse  brake  by  remov- 
ing the  pipe  from  the  rear  stnd, 
but  he  then  found  that  the  vehicle 
was  only  fitted  with  a  pipe.  There 
being  then  no  means  oi;  stopping 
the  horse  box  it  collided  wi^  the 
buffer  stops,  and  by  the  impact 
Crowe  was  thrown  against  the  side 
of  the  compartment  in  which  he 
was  riding,  and  injured  as  stated 
above. 


Date  of  Aooidentr-31st  August,  1901. 
Place  at  which  Accident  happened 
— South  Bank.  Name  of  Person 
injured — Joseph  Brereton.  Age  of 
Person  injured — 80.  Capacity  in 
which  employed — G^oods  Guard. 
Number  of  booked  working  hours 
per  diem — 1 1  ^.  How  long  on  duty 
at  time  of  Aooident — i  hours. 
Nature  of  Injury— Hips  injured. 
Still  off  duty  when  inquiry  was 
made. 

Deeoription  of  Aooident  —  During 
shunting  operations  in  the  goods 
yard,  while  two  waggons  were 
being  propelled  into  No.  1  siding, 
Brereton  was  riding  upon  the  steps 
fixed  at  the  rear  of  the  leading 
waggon,  for  the  purpose  of  lifting 
the  brake  lever  fixed  at  that  end 
of  the  vehicle,  and  while  doing  so 
he  was  caught  between  the  side  of 
that  waggon  and  another  waggon 
which  was  standing  in  the  '*  buik" 
siding  (the  adjoining  line),  with 
the  result  stated  above. 


Date  of  Accident — 6th  September, 
1901.  Place  at  which  Accident 
happened — Heaton  Junction.  Name 
of  Person  injured — John  Edward 
McCartlr^.'  A^e  of  Person  injured 
— 19.  Capacity  in  which  em- 
ployed^-Extra  Fireman.  Number 
of  booked  working  hours  per 
diem  —  10.  How  long  on  duty 
at  time  of  Accident— 10  hours. 
Nature    of    Injury — Bottom    lip 


It  appears  that  the  train 
was  stopped  specially  im- 
mediately it  had  cleared 
the  platform  at  Newcastle 
for  the  horse  box  to  be 
attached,  and  although  it 
was  the  guard's  duty  to 
ascertain  and  make  known 
to  the  engine  driver  the 
condition  of  the  bnJce  he 
failed  to  do  so,  and  until 
after  it  had  been  detached 
at  Warkworth  he  did  not 
know  that  the  London  and 
North  Western  horse  box 
was  not  fitted  with  a 
brake. 

The  Company's  Rule  11  SB 
strictly  forbids  the  loose 
shunting  of  vehicles  con- 
veying passengers  or  live 
stock,  but  from  the 
evidence  of  the  Station- 
master,  W.  Faeg,  the 
Guard,  T.  Thompson,  and 
the  porter,  that  lule  has 
never  been  acted  on  at 
Warkworth,  for  which,  of 
course,  the  stationmaster 
is  to  blame.  At  the  same 
time,  having  neglected  to 
notice  the  condition  of  the 
brake,  both  on  the  attach- 
ing and  detaching  of  the 
vc^de,  and  himself  sig- 
nalling to  the  engine 
driver  to  make  the  looae 
shunt  in  question,  I  am 
of  opinion  that,  in  this 
case,  the  Guard,  T.  lliomp- 
son,  is  chiefly  to  blame  for 
the  aooident. 

A.  P. 


BeoommendfttiMi, 


Two  days  prior  to  the 
accident  Brereton  was  in- 
structed to  fill  the  "  bank  '* 
siding  with  empty  wag- 
gons. When  he  did  so  he 
left  the  leading  vehicle 
standing  too  near  the 
fouling  point  of  No.  1 
aiding,  contrary  to  Rule 
184  (0).  This  he  frankly 
admits,  and  also  that  he 
was  well  aware  of  the 
position  of  the  waggon,  but 
states  that  he  momentarily 
forgot  about  it,  and,  fur- 
ther, that  there  was  no 
necessity  for  him  to  have 
left  it  foul  in  the  first 
instcbnce.  Consequently 
the  reeponsibility  for  the 
mishap  rests  with  him- 
self. 


In  consequence  of  a  previous 
aooident,  and  at  the  re- 
quest of  the  Board  of 
Trade,  the  Company  have 
posted  special  instructions 
in  the  Heaton  engine- 
sheds  forbidding  men 
walking  over  the  section 
of  the  line  in  question. 
MoCarthv  and  Montcrieff* 
were  botn  fully  acquainted 


The  aooidents  from  similar 
oausea  are  so  numerous 
that  the  Oompoiy  should 
take  steps  strictly  to  en- 
force the  observance  of 
Rule  1$4  (e)  by  the  staff. 

J.  J.  H. 


For  future  safety,  I  suggest 
that  the  Company  should 
strictly  enforce  Uie  order 
referred  ta 

A.  F. 
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Railwaj. 


Pstrtioalars  of  Aooident,  d:o. 


N0BTH-EA8TBRN- 
cont. 


laoerated  and  four  teeth  knooked 
oat 
Description  of  Accident — On  the 
nigfht  in  question,  at  about  9.16, 
after  havinir  travelled  as  passengera 
from  Anniteford    to   Heaton,  En- 

S'ne-driyer  J.  E.  MontoriefF  and 
cGarthy  walked  along  the  line 
from  the  station  to  the  engine 
sheds,  and  when  passing  Heaton 
Junction  signid  oabin  McCarthy 
stumbled  over  a  sig^nal  wire,  and, 
falling  to  the  ground,  received 
injuries  as  stated  above. 


Date  of  Accident  —  Sunday,  8th 
September,  1901.  Place  at  which 
Accident  happened — Holgate  Kid- 
inn,  York.  Name  of  Person  killed 
— Oeorge  Bower  Atkinson.  Aire 
of  Person  killed — 33.  Capacity  in 
which  employed — ^Head  Shunter. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident — 9}  hours. 

Descriptiou  of  Accident — Atkinson 
was  engaged  with  a  shunting 
engine  (No.  736)  in  the  No.  2  down 
goods  yard.  At  about  S.lft  p.m.  he 
accompanied  the  engine  and  12 
waggons  to  the  No.  8  shunting 
neck,  from  which  it  was  intended 
to  run  the  waggons  into  different 
sidings.  After  making  arrange- 
ments with  his  assistant,  £.  Smith, 
for  the  two  first  shunts  to  run 
into  the  No.  1  and  No.  4  sidings, 
Atkinson  stood  wide  of  the  siding, 
ai^d  signalled  to  the  engine-driver 
to  set  back.  He  then  went  to  the 
waf^gons  and  uncoupled  the  first, 
but  the  next  moment  he  was  seen 
Iving  across  the  rail,  and  before 
the  engine  and  other  waggons 
could  be  brought  to  a  stand, 
several  of  them  pained  over  his 
body.  He  died  immediately  after- 
wards. 


Date  of  Accident — 13th  September, 
1901.  Place  at  which  Accident 
happened  —  Ryhope.  Name  of 
Person  injured  —  John  Heniy 
Clements.  Age  of  Person  in- 
jured— 22.  Capacity  in  which 
employed — Ooods  Porter.  Num- 
ber of  booked  working  hours  per 
diem — 12.  How  long  on  duty  at 
time  of  Accident — 6  hours.  Nature 
of  Injury — Head  cut. 

Description  of  Accident  —  It  is 
Clements*  dutv  to  enter  in  a  book 
the  number  of  waggons  which  are 
detached  from  passing  goods  trains. 
At  about  1  p.m.,  seeing  a  goods 
train  in  the  sidings,  he  left  the 
goods  shed,  and  aiter  requesting 
t^e  assistant  guard  to  place  a  cer- 
tain waggon  which  had  been 
standing  in  one  of  the  sidings  in 
another  position,  in  order  to  save 
himself  the  trouble  of  walking 
down  the  sidgings  to  ascertain 
fh(^  number  of  waggons  which  had 


Conclusions  of  1  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Reoommendationik 


with  those  instructions, 
and  I  am  therefore  of 
opinion  that  in  this  case 
the  mishap  was  due  to 
misconduct,  for  which 
they  are  equally  to  blame. 
When  visiting  the  point  of 
accident  I  noticed  four 
other  enginemen  were 
then  using  the  same  route 
as  that  taken  by  McCarthy 
and  Montcrieff.  There 
is  really  no  necessity 
for  such  an  irregularity, 
because  parallel  with  the 
railway  there  is  a  public 
street  leading  direct  from 
the  station  to  the  sheds. 
Between  the  station  and 
junction  chere  are  four 
sets  of  rails,  over  each  of 
which  there  is  a  very 
heavy  traffic. 


No  one  actually  saw  the 
accident.  At  the  time 
Atkinson  uncoupled  the 
waggon,  his  mate,  £. 
Smi&,  who  was  attending 
to  the  hand  points,  was 
in  conversation  with  the 
yard  foreman,  W.  Tiudall, 
and  owing  to  there  being 
a  brake  van  next  to  the 
engine  he  was  not  in  view 
of  the  driver. 

It  is  impossible  to  say  how 
the  mishap  oocurred. 
There  was  no  obstruction 
on  the  path.  I  am  of 
opinion  that  when  the 
deceased  first  tried  to  un- 
couple the  waggons  the 
coupling  was  at  full 
stretch,  and  then  whilst 
he  was  pressing  on  the 
shunting  pole,  owing  to 
roar  waggons  being  closed 
up,  the  ooupUng  suddenly 
lifted,  and  he  fell  between 
the  buffers,  in  which  case 
the  aooident  was  due  to 
misadventure. 

A.  F. 


At  the  time  of  the  mishap 
there  was  an  empty  wag- 
gon train  passing  on  the 
up  line,  and,  as  Clements 
states,  there  is  no  doubt 
that  this  would  prevent 
him  from  hearing  the 
api>roaching  passenger 
train.  At  the  same  time, 
as  Clements  fully  admits, 
there  was  no  necessity  for 
him  to  get  foul  of  the 
line  referred  ta  I  am, 
therefore,  of  opinion  that 
the  aooident  was  due  to 
his  own  want  of  caution. 

A.F. 
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Bailwaj. 


Parttoolars  of  Aooident,  &o. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


RecommendationB. 


North-Eabtebn- 
eont. 


been  detached,  he  walked  wide  of 
the  sidings  on  to  the  Sunderland 
and  Seaham  main  lines,  between 
which  and  the  sidings  there  is  a 
space  of  from  14  to  20  feet,  with 
the  intention  of  counting  the  wag- 
gons from  that  point,  but  at  the 
moment  when  he  had  got  foul  of 
the  down  main  line  he  was  struck 
by  the  engine  of  a  passenger  train 
which  was  approaching  in  the  rear 
and  was  knocked  down. 


Date  of  Aooldent--<l6th  September, 
1901.  Place  at  which  Accident 
happened  —  Consett  Junction. 
Name  of  Person  injured— James 
Gibson.  Age  of  Person  injured — 
85.  Capacity  in  which  employed— 
Ooods  Guard.  Number  of  booked 
working  hours  per  diem  — 10. 
How  long  on  duty  at  time  of 
Accident  —  5^  hours.  Nature  of 
Injury— -Bib  and  both  thighs  in- 
jured.   Off  duty  16  days. 

DeBcription  of  Acoident~-Oibson  was 
working  with  the  4.15  a.m.  goods 
train  froim  Blaydon  Sidings  to 
Darlington,  which  left  Consett 
Junction  with  38  waggons  (chiefly 
loaded withironplatee)and  a  brake- 
van.  The  train  had  to  be  drawn 
up  a  rising  gradient  out  9f  the 
yard,  but  on  reaching  the  outlet 
points  the  main  lines  suddenly  fall 
1  in  60  to  Lanchester,  a  distance  of 
fully  4^  mUes,  and,  oonsequently, 
it  was  necessary  to  pin  down  a 
number  of  waggt)n-brakes  to  steady 
the  train  down  the  incline  While 
Gibson  and  Shunter  Thomas  Scott 
were  so  engaged  the  former  placed 
one  end  of  his  ooupling-pole  be- 
tween the  brake-lever  and  spring, 
pressing  his  weight  upon  it  so  as 
to  get  the  pin,  in  position  to  keep 
the  brake  hiurd  on,  and  while  at- 
tempting to  do  so  that  end  of  the 
pote  caught  in  one  of  the  spokes  of 
wheel  and  the  other  end  struck  him 
on  the  thighs  knocking  him  down. 
Fortunately  he  fell  clear  of  the 
rails,  with  the  result  stated  above. 


Date  of  Accident — ^16th  September, 
1901.  Place  at  which  Accident 
happened  —  Stockton.  Name  of 
Person  injujred — Harry  Richard- 
son. Age  of  Person  ii^jared — 24. 
Capacity  in  which  employed  — 
Shunter.  Number  of  booked 
working  hours  per  diem-^.  How 
long  on  duty  at  time  of  Accident — 
2f  hours.  Nature-  of  Injury — 
Head  cut,  hips^  liver,  and  right 
arm  injured.  Still  off  cknt^  when 
inquiry  was  held. 

Description  of  Aocident — ^At  about 
.  10.45  pjn.  it  was  necessary  for  a 
shunting  engine  to  be  taken  from 
the  goods  yard  to  the  ooal  depdt 
sidings  ^or.  shunting  purposes. 
Bichacdsoin  aooompanied^  the  en- 
gine, and  as  it  was  approaching  a 
certain  pair  of  hand-points  which, 
in  their  normal  position,  lie  for 
l^e  ooal  siding,  he  jumped  off  the 


Gibson  fully  admits  that  he 
had  been  supplied  with  a 
copy  of  the  instructions 
which  forbid  him  to.  use 
his.  coupling-pole  for  the 
purpose  for  which  he  was 
using  it,  but  there  was  no 
brak^steick  in  the  brake- 
van  he  was  using,  and  as 
his  train  was  running 
very  late  he  was  anxious 
to  avoid  further  delay  by 
seeking  one.  The  mishap 
was  due  to  Gibson  using 
his  ooupling-pole  as  a 
brake-stick,  but  at  the 
same  time  if  the  brake- 
van  had  been  fully 
equipped  at  Blaydon  sid- 
ings it  might  have  been 
prevented.  Under  the 
circumstances  it  was  im- 
possible for  Gibson  to  see 
to  this  before  starting  as, 
ovring  to  his  being  late  in 
coming  on  duty,  his  train 
was  waiting  his  arrival, 
and  the  moment  he  ar- 
rived it  was  started  before 
he  had  time  to  examine 
the  brake  •  van  to  see 
whether  he  had  a  brake- 
stick. 

The  brake-van  attached  to 
his  train  for  his  use  on 
that  day  was  what  is 
known  as  a  spare  van, 
used  by  anyone.  These 
vans  are  left  open,  and 
from  the  evidence  given 
the  goods  guards  haire 
frequently  found  articlee 
with  which  each  van 
should  be  equipped  mis- 
sing, and  have  sometimes 
reported  the  matter. 


A  few  days  previous  to  the 
mishap  Foreman  Shunter 
WiUiam  Scott  placed  a 
number  of  waggons  in 
the  ooal  siding  to  stand 
awaiting  orders,  leav  ng 
the  leading  vehicle  stand- 
ing foul,  contrary  to 
Rule  184(0).  He  frankly 
admits  that  .he  is  alone  to 
blame  .for  the  aocident, 
and  expresses  his  regcet 
for  the  injuries  caused. 
At  the  same  time  it  is 
clear  from  the  evideau)e 
given  that  the  practice  of 
leaving  vehicles  standing 
foul,  especially  during 
shunting  operations,  is 
far  too  general  at  this 
busy  iilaoe. 


For  future  safety  it  is  de- 
sirable that  arrangements^ 
should  be  made  for  some- 
one being  held  responsible 
for  seeing  that  all  the 
brake  -  vans  are  fully 
equipped  before  the^  are 
attached  to  the  trains  if 
the  guards  have  not  suffi- 
cient time  before  starting 
to  properly  attend  to  this 
and  the  other  duties  they 
have  to  perform  without 
causing  delay  to  their 
trains. 

J.  J.  H. 


For  future  safety  it  is  to  be 
hoped  that  the  Company 
will  take  step  to  enforce- 
Rule  184(r)  at  all  times. 

J.  J  H. 
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RBPORTS  OF  SUB-INSPECTORS  OF  RAILWAYS  ON  ACCIDENTS— ^ni/nuai. 


Railway. 


PartioiilarB  of  Acoident,  fco. 


ConcluBions  of  the  Sub- 

Iiupector  as  to  the  caiues 

of  the  Accident. 


Rccommeiidatioiis, 


JNoBTH      Eabtebn- 


engine  and  ran  ahead  to  hold  the 
points  for  the  coal  depot  sidings, 
after  which  he  got  upon  the  step 
of  the  engine  to  ride  to  the  latter 
plaoe,  and  while  the  engine  was 
proceeding  there  he  was  crushed 
between  the  side  of  it  and  a  wag- 
gon standing  in  the  coal  siding, 
with  the  result  stated  above. 


Date  of  Accident — 18th  September, 
1901.  Place  at  which  Accident 
happened — ^Ferry  Hill.  Name  of 
Person  injured  — John  A.  Glen- 
dinning.  Age  of  Person  injured — 
19.  Capacity  in  which  employed — 
Fireman.  Number  of  booked  work- 
ing hours  i)er  diem — 10.  How 
long  on  duty  at  time  of  Accident 
— 3  hours.  Nature  of  Injury — 
Head  injured.   Off  duty  three  days. 

Description  of  Accident — At  7  o'clock 
on  the  night  in  question  Glen- 
dinning  was  working  with  a  tank 
engine  which  was  proceeding  from 
the  engine  shed  to  the  passenger 
station.  While  it  was  passing 
through  the  points  leading  from 
the  biMBk  shed  road  to  the  shunting 
neck  he  was  leaning  over  the  side 
of  the  engine  cab  to  ascertain 
whether  the  water  was  or  was 
not  running  through  the  injector 
waste  water  pipe,  when  his  h^ad 
came  in  contact  with  a  scaffolding 
pole  which  was  being  used  in  con- 
nection with  the  erection  of  a  new 
signal  cabin,  with  the  result  stated 
afidve. 


Date  of  Accident — 19th  September, 
1901.  t^lace  at  which  Accident 
happened  —  Newcastle.  Name  of 
Person  injured  —  Joseph  Taylor. 
Age  of  Person  injured— 45.  Capa- 
city in  which  employed — Joiner's 
Labourer.  Number  of  booked 
working  hours  per  diem— 1 1  i,  with 
l\  hours  off  for  meals.  How  long 
on  duty  at  time  of  Accident^^ 
4  honr&  Nature  of  Injury— Ribs 
and  head  injured.  Still  off  duty 
when  inquiry  was  heM. 

Description  of  Accident— At  about 
10  a.m.  on  the  day  in  question, 
eeyen  joiners  and  two  labourers, 
including  Taylor,  weM  working 
on  the  high  level  Mdffe  at  the 
new  way  beains  upon  whiefa  the 
rails  of  the  up  aaain  line  an  laid. 
Seven  af  the  men  were  near  to 
"^look-out"  man  J.  OUirk  at  the 
north  end  of  the  bridge,  and  when 
warned  by  him  that  the  10  a.m. 
passenger  train  from  Newcastle  to 


The  scaffolding  pole  in  ques- 
tion was  Hx^  8  feet  1  inch 
from  the  line  on  which 
the  engine  was  rnnniiig; 
it  has  now  been  taken 
down,  the  work  having 
been  completed.  It  was 
too  near  the  running  line 
to  meet  the  requirements 
of  the  Board  of  Trade, 
but  foreman  bricklayer  J. 
Simm,  who  had  charge  of 
the  work  and  the  fixing  of 
the  pole,  was  ignorant  of 
these  requirements,  and 
did  not  receive  any  in- 
structions from  those  in 
authority  as  to  the  clear- 
ance it  was  necessary  for 
him  to  allow  between  the 
pole  and  the  running  line 
to  admit  of  the  engine- 
men  leaning  over  the 
engine  without  risk  of 
injury,  and  he  had  neither 
received  a  copy  of  the 
rules  nor  had  ^em  read 
to  him  in  accordance  with 
Rule  17  (a)  and  241  re- 
spectively. It  further 
appears  that  although  it 
was  dark  when  the  mishap 
happened,  there  was  no 
light  fixed  to  or  near  the 
pole  to  warn  Glendinning 
of  its  position.  I  am 
therefore  of  opinion  that 
this  mishap  was  due  to 
the  x)ole  being  fixed  too 
near  the  running  line,  and 
to  the  fact  that  no  prt^r 
precautions  had  been  taken 
to  draw  the  enginemen's 
attention  to  it,  for  both  of 
which  matters  those  in 
authority  are  chiefly  re* 
sponsible. 


Sleepe^  are  placed  across 
the  top  of  the  bridge,  upon 
which  thick  longitudinal 
way  beams  are  placed,  the 
ohiurB  and  rails  being  laid 
upon  the  latter.  While 
Taylor  was  necessarily  in 
a  kneeling  position  look* 
ing  towards  the  under- 
neath portion  of  the  way 
beam  soiewing  np  a  bolt, 
his  body  waa  so  little 
aboira  tlM  vail  level  that 
the  driver  of  the  engine 
by  which  he  was  struck 
never  saw  him,  neither 
oonld  Taylor  eee  the  tnin 
approaching  while  per- 
forming the  work  he  was 
engaged  with.  1  do  not 
know  of  a  more  dangerous 
and  busy  plaoe  for  men  to 
work  at,  and  it  Is  surprise 
ing  that  Taylor  was  per* 
mitted   to   work  in  tlM 


For  future  safety  the  Com- 
pany should  issue  definite 
instructions  to  all  their 
foremen  who  may  have 
charge  of  the  erection  of 
any  new  work<  that  all  the 
material  used  in  connection 
therewith  must  be  fixed 
sufficiently  clear  of  the 
running  lines  to  admit  of 
the  enginemen,  hunters, 
and  others  performing  their 
duties  without  risk  of 
injury. 

Steps  should  also  be  taken 
for  Rules  17  (a),  241  and  242 
to  be  strictly  carried  ont  at 
all  times. 

J.  J.  H. 


For  future  safety  it  is  de- 
sirable tiiat  when  men  are 
engaged  working  on  busy 
sections  of  the  line  that 
8ome  one  should  be  always 
in  charge  of  them,  who 
should  1m  held  responsible 
for  taking  proper  preoao- 
tions  for  their  safe^,  and 
when  it  is  necessary  for 
them  to  work  so  far  apart, 
as  in  this  case,  a  aeoond 
**  look-ont  **  man  should  be 
appointed  to  warn  those 
men  who  are  working  so 
ffetf  from  the  first  ''look- 
out *'  man  that  thev  oannot 
hear  any  warning  the  latler 
manr  give. 

Further  steps  should  be  taken 
for  the  Rules  quoted  being 
strictly  carried  out  at  all 
tijiaee. 

J.  J.  H« 
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•BBPORTS  OP  SUB-INSPECTORS  OP  RAILWAYS  ON  ACCIDBNTS-M^W^mt^. 


Railway. 


North  Eastbbn- 
coat. 


Particnlars  of  Accident.  &c. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recommendations. 


Sunderland  was  approaching,  they 
all  stepped  clear,  but  as  joiner  T. 
H.  Dobson  and  Taylor  were  work* 
ing  about  175  and  200  yards  re* 
spectively  further  southwards,  they 
did  not  hear  Clark^s  warning. 
Fortunately  Dobson  saw  the  train 
approachizg  just  in  time  to  get 
clear,  after  which  he  called  *^  look- 
out "  to  Taylor,  but  the  latter  did 
not  hear  his  call,  as  he  was  at  the 
time  kneeling  on  the  bridge  in  the 
four-foot  way  looking  downwards 
screwing  up  a  bolt  underneath  the 
way  beam  ;  however,  shortly  after 
on  looking  up  he  saw  the  eng^e 
close  to  him,  and  attempted  to 
jump  clear,  but  before  he  could 
do  so  he  was  struck  by  it,  with  the 
result  stated  above. 


Date  of  Accident — 23rd  September, 
1901.  Place  at  which  Accident 
happened  »>  Alnwick.  Name  of 
Person  injured— -James  HalL  Age 
of  Person  injured — ^25.  Capacity 
in  which  employed  —  Shunter. 
Number  of  booked  working  hours 
per  diem — Irregular.  How  long 
on  duty  at  time  of  Accident— 
14  hours  io  minutes.  Nature  of 
Injury— 'Left  elbow  and  arm  in- 
jured.   Off  duty  5  days. 

Description  of  Accident — At  10.45 
p.m.  on  the  day  in  question,  durin,^ 
shunting  operations  in  the  cattle- 
waggon  sicUngs,  it  was  necessary 
for  Hall  to  pin  down  some  of  the 
bmkee  of  the  waggons  which  were 
being  shunted  into  the  front  road. 
While  so  engaged  he  walked  in 
the  six-foot  way,  and  caught  his 
right  foot  in  an  exposed  signal 
wire,  and  fell  against  the  axle  box 
of  a  waggon  at  rest  in  the  back 
road  (the  adjoining  siding),  with 
the  result  stated  abova 


Date  of  Accident — ^28th  September, 
1901.  Place  at  which  Accident 
happened — ^Potto.  Name  of  Person 
in  jured— ^William  Daniels.    Age  of 


four-foot  way  without 
proper  precaution  having 
been  taken  for  his  safety. 
This  omission  was  evi- 
dently due  to  the  super- 
vision being  so  lax,  as  the 
foreman  who  had  charge 
of  the  work  had  not  be^ 
near  the  place  during  the 
morning  on  which  this 
accident  happened,  besides, 
he  was  frequently  away 
for  more  than  a  day  to- 
gether, and  during  his 
absence  no  one  was  in 
charge  of  the  men. 
Further,  although  all  the 
men  mentioned  regularly 
work  upon  or  near  to  the 
runnin«r  lines,  none  of 
them  have  been  supplied 
with  a  copy  of  Rules  as 
directed  in  Rule  17  (a), 
neither  have  the  Rules 
Ijeen  read  to  them,  as  pro- 
vided for  in  Rule  241. 
The  responsibility  for  this 
mishap  rests  with  those 
in  authority  (1)  for  ne- 
glecting to  take  proper 
precautions  for  Taylor's 
safety,  and  (2)  for  having 
permitted  the  men  to 
drift  into  an  unsatis- 
factory and  dangerous 
system  of  working. 


In  the  path  it  was  necessary 
for  Hall  to  take  while 
pinning  down  the  waggon 
brakes,  for  a  distauoe  of 
12  yards,  at  and  about  the 
spot  where  the  mishap 
luippened,  he  had  to  cross 
at  different  places  three 
point  rods  and  three  signal 
wires.  Two  of  the  former 
and  one  of  the  latter  are 
boxed  in,  the  remainder 
being  exposed,  and  to  add 
to  this  danger,  the  boxing 
at  the  different  places  is 
fixed  from  14  to  8  inches 
above  the  ballast.  Hall 
knew  that  there  were  some 
point  rods  and  signal  wires 
exposed^  but  thought  he 
had  passed  them  all,  it 
being  the  most  southerly 
obstruction  that  he  fell 
over. 

The  mishap  was  due  to  the 
signal  wire  being  exposed 
and  the  place  being  in 
darkness.  There  is  a  lamp 
fixed  near  the  spot,  at  the 
east  side  of  the  back  road, 
but  the  light  from  it  was 
obscur^  owing  to  some 
high  waggons  standing  in 
in  that  road.  Furtiier, 
although  the  excessive 
hours  worked  by  Hall  do 
not  appear  to  have  greatly 
contributed  to  the  acci- 
dent, yet  he  could  not 
have  heen  so  active  and 
alert  as  was  desirable  after 
working  for  such  a  long 
period. 


In  this  case  it  is  clear  that 
the  waggon  left  standing 
in  No.  2  siding  was  too 
near  the  fouling  point  of 


For  future  safety  the  Com- 
pany should  remove  to  the 
west  side  of  the  sidings, 
well  clear  of  tJie  running 
lines,  those  signal  wires 
which  work  the  signals 
fixed  at  that  side.  This  is 
very  desirable,  and  could 
apparently  be  easily  done 
with  advantage,  as  the 
signal  cabins  from  which 
they  are  worked  are  situ- 
ated on  that  side. 

The  other  sig^ial  wire  and 
point  rods  &ould  be  pro- 
tected with  side  timbers, 
and  the  ballast  brought  up 
to  a  level  with  the  top  of 
the  timbers. 

If  these  improvements  are 
made,  it  hardly  appears 
necessary  to  provide  more 
light,  as  I  understand  it  is 
not  often  that  the  back 
road  is  so  full  of  vehicles 
as  on  the  night  in  question, 
consequently  the  light  pro- 
vided is  not  frequently 
obscured. 

Hall  works  from  13  to  15 
hours  every  Mondav,  and 
arrangements  should  be 
mad^  to  reduce  his  hours 
within  reasonable  limits 
un  that  day. 

J.  J.  H. 


The  accidents  to  men  from 
similar  causes  on  this  line 
are  so  serious  and  numerous 
that  it  appears  that  Rule 
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REPORTS  OF  SUB-INSPECTORS  OP  RAILWAYS  ON  ACCIDENTS— (:on//nwd. 


Railway. 


NOBTH  Eastebn— 


Particulars  of  Accident,  &c. 


South  Eastern  and 
Chatham. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recommend'itions. 


Person  injured — 21.  Capacity  in 
which  employed — Porter,  Number 
of  booked  working  hours  per  diem 
— \\\,  How  long  on  duty  at  time 
of  Accident-— 3  hours  50  minutes. 
Nature  of  Injury— Collar  bone 
broken;  head,  face  and  body  in- 
jured. Still  ofiF  duty  when  inquiry 
was  made. 
Description  of  Accident — ^At  about 
9.45  a.m.  the  7.30  a.m.  goods  train 
from  Stockton  to  Grosmont,  dur- 
ing shunting  operations  at  Potto, 
placed  a  waggon  in  No.  2  coal 
depot  siding,  leaving  it  standing 
too  near  the  fouling  point  of  No.  1 
coal  depot  (the  adjoining)  siding. 
About  one  hour  afterwards  it  was 
necessary  to  move  a  waggon  off 
the  coal  dep6t  along  No.  1  siding, 
and  while  it  was  travelling  down  the 
incline  Daniels  rode  on  the  leading 
buffer,  with  his  back  in  thedireotion 
in  which  the  vehicle  was  travelling, 
holding  the  brake  lever  up  with 
his  right  hand,  in  readiness  to  drop 
it,  ai^  then  stand  upon  it  with 
both  feet  to  apply  the  brake  with 
force  to  bring  the  vehicle  to  rest 
at  the  bottom  of  the  incline,  but 
before  it  reached  there,  and  when 
it  was  passing  the  vehicle  stand- 
ing in  No.  2  siding,  he  was  caugbt 
between  the  two  vehicles,  with  the 
result  stated  above. 


Date  of  Accident — 23th  September, 
1 90 1 .  Place  at  which  Accident  hap- 
pened— Sunderland.  Name  of  Per- 
son injured — Thomas  McGowan. 
Age  of  Person  injured  —  30. 
Capacity  in  which  employed  — 
Porter.  Number  of  booked  work- 
ing hours  per  diem — 9.  How  long 
on  duty  at  time  of  Aoddent — 
83  hours.  Nature  of  Injury — Ribs 
bruised.    Off  duty  2  days. 

Description  of  Accident — At  about 
11.45  on  the  night  in  question 
HcGowan  was  working  with  engine 
No.  1394,  which  plac^  three 
passenger  brake  vans  into  the 
cattle  dock  siding.  After  un- 
coupling there  vehicles  from  the 
engine  he  observed  that  the  outlet 
points  from  the  siding  had  been 
closed  and  the  signal  placed  at 
danger,  and  as  the  engfine  was  then 
ready  to  proceed  light  to  the  shed, 
he  walked  towards  the  south  cabin 
to  so  iDform  the  signalman.  While 
on  his  way  there  he  momentarily 
stood  in  the  four- foot  way  of  the 
up  Penshaw  branch  line  and 
turned  round  to  see  if  the  engine 
was  still  standing  where  he  had 
left  it.  After  which  he  looked 
ahead  to  walk  to  his  destination, 
but  when  he  did  so  he  saw  light 
engine  No,  1229.  approaching  along 
the  line  he  was  foul  of.  and  in 
jumping  dear  of  it  he  fell  on  the 
side  of  some  boxing  covering  two 
signal  wires,  with  the  result  stated 
above. 


Date  of  Accident— 24  th  July,  1901. 
Place  at  which  Accident  happened 
— Bricklayers'  Arms.  Name  of 
Person  injured — John  Heasman. 
Age  of  Person  injured  —  37. 
Capacity  in  which  employed  — 
Shunter.  Number  of  booked  work- 


No.  1  siding,  contrary  to 
Rule  184  (o),  but  the 
evidence  is  conflicting  as 
to  who  left  the  vehicle  in 
that  position. 
The  primary  cause  of  the 
mi^iap  was  due  to  the 
waggon  having  been  left 
standing  too  near  the  foul- 
ing point  of  the  two 
sidings ;  at  the  same  time 
Daniels  acted  unwisely  in 
not  looking  ahead  while 
riding  on  the  vehicle  down 
the  incline,  but  there  is 
some  excuse  for  his  action 
as  he  had  only  been  in  the 
service  10  weeks,  and  at 
Potto  for  only  five  weeks, 
and  consequently  he  was 
somewhat  inexperienced 
in  railway  work. 


The  mishap  appears  to  have 
been  chiefly  due  to. 
MoGh)wan*s  own  want  of 
care.  He  acted  very  un- 
wisely in  standing  in  the 
four-foot  way  of  the  up 
Penshaw  branch  line,  but 
at  the  same  time  if  the 
boxing  on  which  he  fell 
had  l^n  level  with  the 
ballast  it  is  probable  that 
he  would  not  have  fallen. 

The  boxing  in  question,  and 
that  which  covers  the 
other  signal  wires  and 
point  rods  which  cross  the 

Sath  the  men  have  to  use 
uring  shunting  opera- 
tions, is  from  five  to  nine 
inches  higher  than  the 
ballast,  and  to  add  to  the 
men's  dangers  the  top  of 
the  boxing  is  not  all  level. 


The  shunter,  S.  Hanchett. 
who  was  responsible  for 
shunting  the  1 7  waggons 
and  van  into  the  siding, 
states  : —  **  When  making 
**  the  shant  in  question  I 
"  was  not  aware  that  the 


184  (r)  is  either  not  clearly 
understood  by  the  men,  or 
that  steps  are  not  taken  by 
those  in  authority  to  have 
it  carried  out,  because  so 
long  as  the  vehicles  are 
placed  where  other  vehicles 
or  engines  will  pass  clear 
of  them  it  is  considered 
sufficient.  For  future  safety 
it  is  desirable  t^t  the 
Company  should  issue 
definite  instructions  as  to- 
what  clearance  must  be^ 
given  between  the  fouling 
points  of  each  siding  to- 
admit  of  shunting  opera- 
tions being  cairied  on> 
without  risk  of  injury  to- 
the  staff  engaged  in  con- 
ducting them. 

J.  J.  H. 


Owing  to  new  sidings  being 
put  in,  considerable  altera- 
tions have  been  and  are 
still  being  made  at  and 
about  the  spot  where  this 
mishap  happened ;  conse- 
quently all  the  signal  wires 
and  point  rods  have  not  yet 
been  protected,  but  all 
those  that  have  been  dealt 
with  have  been  covered 
with  boxing  in  the  manner 
described. 

For  future  safety  the  Com- 
pany should,  wherever 
practicable,  have  the  signal 
wires  and  point  rods  pro- 
tected  with    side    timbers 

.  with  the  ballast  brought 
up  to  a  level  with  the  top  of 
the  timbers. 

J.  J.  H. 


For  the  safetr^  of  the  staff 
Rule  17a  should  be  oom- 
plied  with,  and  for  the  safe 
working  of  the  siding  re- 
ferred to,  which  is  wcrked 
from  both  ends,  I  recom- 
mend that  some  arrange- 
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HBPORTS  OP  SUB-INSPBCTORS  OF  RAILWAYS  ON  ACCIDENTS — ConllUUed. 


Bailwaj. 


Particulars  of  Aooident,  &c. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


SocjxH  Bastbbn  and 

C  MJLT  H  AM — Cont. 


ing  hours  per  diem — 8.  How  long 
on  dutj  at  time  of  Accident — 
50  minutes.  Nature  of  Injury — 
Right  leg  run  over,  necessitating 
amputation. 
Description  of  Accident — At  about 
10.50  p.m.  Heasman  accompanied  a 
shunting  engine  into  the  No.  5 
siding  from  the  east  end  for  the 
purpose  of  taking  out  a  brake  van 
and  eight  waggons  for  marshalling. 
Tho  van  was  fitted  with  a  screw 
coupling,  the  "  D  "  link  of  which, 
having  biaen  left  over  the  hook  on 
the  same  drawbar,  prevented  him 
coupling  it  up  to  the  engine  with 
the  shunting  stick,  so  that  conse- 
quently he  had  to  go  between  the 
engine  and  van  for  that  purpose. 
Whilst  he  was  so  engaged  17  wag- 
gons and  a  brake  van  at  the  rear 
were  run  into  the  same  siding  by 
some  other  shunter,  working  at  the 
opposite  or  west  end,  and  on  these 
vehicles  colliding  with  the  stand- 
ing waggons  they  and  also  the 
engine  were  moved.  This  caused 
Heasman  to  fall  down,  and  his 
right  leg  getting  foul  of  the  rail, 
was  run  over. 
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sorting  siding  shunting 
engfine  was  in  the  No.  5 
sidSng,  neither  did  I 
know  there  were  any 
waggons  in  the  siding. 
I  went  on  duty  at 
lu  pm.,  but  that  was 
the  first  shunt  I  had 
made  into  No.  5.    I  did 

"  not  know  that  there  was 
any  such  rule  as  that  I 
have  now  heard  read 
(No.  1 1 3c).  I  have  been 
in  the  service  13  years, 
and  a  shunter  for 
10    years,    but    I   have 

*•  never  been  supplied  with 

**  a  rule  book." 
Rule  17a  reads  : — 

**  Every  .  . ,  Shunter 
** .  .  ,  must  be  supplied 
"and  have  with  him 
"  when  on  duty  a  copy  of 
"  these  Regulations.'' 

Neither  the  injured  man 
(who  had  been  in  the  ser- 
vice 1 4  years)  nor  other  wit- 
nesses similarly  employed 
had  been  supplied  with  a 
book  of  rules. 

The  men  cannot  be  blamed 
for  not  acting  to  rules 
they  have  no  means  of 
knowing.  I  am  of  opinion 
that  in  this  case  the  acci- 
dent was  due  to  the 
shunters  not  knowing  and 
acting  to  the  Company^s 
rules,  for  which  those 
responsible  for  not  supply- 
ing the  rule  books  are  to 
blame. 


Recommendations. 


ment  should  be  made  for 
advising  the  men  at  the 
west  or  **  Mercer*s  Crossing  " 
end  when  an  engine  enter- 
ing from  the  east  end  is 
engaged  in  the  No.  6  siding, 
during  which  time  no  wag- 
gons should  be  put  ix^  from 
the  west  end. 

A.  F. 


For  other  Reports  of  Inquiries  into  Accidents  which  have  occurred  during  the  nine 
months,  see  [Cd.  774  and  775J. 
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Summary  of  Accidents  and  Casualties  which  have  been  reported 
to  the  Board  of  Trade  as  having  occurred  upon  the  Railwasrs 
In  the  United  Kingdom  during  the  Twelve  Months  ending 
81st  December  1901. 


I. — Accidents  to  Trains,  Rolling-Stock,  Permankst-Way,  &c. 

Accidents    to    trains,    rolling-stock,    permanent- way,    &c.,    caused    the    death    of 
11  persons  and  injury  to  637  persons,  viz. : — 


• 

Total  for  the  Year 
1901. 

Total  for  thr  Year 
1900. 

Killed. 

Injured. 

KUled, 

Injured, 

1 

L  ciSociiK^rD      •••          •••          •••          •••          •••          •••          '**i 

Servants  of  Companies 

v^ vQCr  Xr erBOiiS                 •••              •••             •••             •••             •••             ••• 

8 

476 

15(5 

5 

16 

24 

2 

863 

180 

6 

1 
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11 

637 

42 

1,049 

It  is  noteworthy  that  train  accidents  did  not  cause  the  death  of  a  single  passenger  in 
the  course  of  1901.  This  is  the  first  time  that  such  a  oratifvino:  record  has  been  shown 
by  these  annual  returns. 

Of  the  11  persons  killed  and  637  injured,  1  servant  was  killed  and  187  passengers 
and  16  servants  were  injured  in  collisions  between  passenger  trains  or  parts  of  passenger 
trains  ;  1  servant  was  killed  and  160  passengers  and  27  servants  were  injured  in  collisions 
between  passenger  trains  and  goods  or  mineral  trains,  light  engines,  or  other  moving 
vehicles  ;  1  servant  was  killed  and  55  servants  and  1  other  person  were  injured  in 
collisions  between  goods  trains,  light  engines,  or  other  mo\'ing  vehicles  ;  4  passengers 
were  injured  in  colUsions  between  trains  and  vehicles  standing  foul  of  the  line  ; 
3  servants  were  killed  and  64  passengers  and  2  servants  were  injured  in  collisions 
between  trains  and  buffer-siops  or  vehicles  at  rest,  caused  by  trains  running  into  stations 
at  too  high  a  speed  ;  18  passengers  and  11  servants  were  injured  by  collisions  between 
trains  and  buffer- stops,  &c.,  from  causes  other  than  the  above ;  2  passengers  were  injured 
by  a  train  coming  in  contact  with  projections  from  another  train  on  a  parallel  line  ; 
34  passengers  and  5  servants  were  injured  by  passenger  trains  or  parts  of  passenger 
trains  leaving  the  rails ;  11  passengers  and  1  other  person  were  injured  by  goods  trains 
or  parts  of  goods  trains,  light  enghies,  &c.,  lea\4ng  the  rails  ;  3  persons  were  killed, 
and  4  passengers,  12  servants,  and  3  other  persons  were  injured  by  trains  running  into 
obstacles  on  the  line  ;  2  servants  were  killed,  and  6  servants  were  injured  through  the 
bursting  of  boilers  or  tubes,  &c.,  of  engines  ;  10  servants  were  injured  by  accidents 
arising  from  the  failure  of  rolling-stock  (wheels,  tyres,  axles,  &c.)  ;  and  3  passengers  and 

1  servant  were  injured  in  other  accidents. 

Altogether,  including  accidents  in  which  no  personal  injury  was  sustained,  there 
were  reported  during  the  twelve  months,  51  collisions  })etween  passenger  trains  or  parts 
of  passenger  trains  ;  oo  collisions  between  passenger  trains  and  goods  or  mineral  trains, 
light  engines,  &c.  ;  50  collisions  between  goods  trains,  parts  of  goods  trains,  light 
engines,  &c.  ;  7  collisions  between  trains  and  vehicles  standing  foul  of  the  line ; 
29  collisions  between  trains  and  buffer-stops,  &c.,  of  which  15  were  caused  by  trains 
running  into  stations  or  sidings  at  too  high  a  speed,  and  14  were  due  to  other  causes  ; 

2  cases  of  trains  coming  into  contact  with  projections  from  other  trains  running  on  parallel 
lines  ;  65  cases  of  passenger  trains  or  parts  of  passenger  trains  leaving  the  rails  ;  1 7  cases 
of  goods  trains,  &c.,  or  parts  of  goods  tmins  leaving  the  rails  ;  211  cases  of  trains 
running  through  gates  at  level-crossings  or  into  other  obstructions*;  17  cases  of  fire 
in  trains  or  vehicles  ;  and  2  cases  coming  under  the  heading  of  miscellaneous  accidents 
to  trains. 

•  During  the  twelve  months,  45  horses,  5  donkeys,  30  beasts  and  cows,  125  sheep,  6  pigs,  3  dogs, 
and  1  deer  were  run  over  and  killed  ;  and  4  horses,  3  beasts,  2  sheep,  and  1  dog  were  injured. 
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In  addition  to  the  above  the  following  accidents  to,  and  failures  of,  rolling-stock  and 
permanent-way  were  reported,  viz. : — 6  cases  of  the  bursting  of  boilers,  tubes,  &c.,  of 
engines ;  5  cases  of  the  failure  of  machinery,  springs,  &c.,  of  engines ;  199  fidlures  of 
tyres  ;  2  failures  of  wheels  ;  175  fiiilures  of  axles;  12  failures  of  couplings  ;  324  fiiilures 
of  rails  ;  19  cases  of  flooding  of  the  permanent-way  ;  10  slips  in  cuttings  or  embankments  ; 
and  11  fires  at  stations. 

Of  the  199  tyres  which  foiled,  9  were  engine-tyres,  2  were  tender-tyres,  4  were 
coach-tyres,  23  were  van-tyres,  and  161  were  waggon-tyres  ;  of  the  waggons,  125 
belonged  to  owners  other  than  the  Railway  Companies ;  120  tyres  were  made  of  iron 
and  79  of  steel  ;  2  of  the  tyres  were  fastened  to  the  wheels  by  Gibson's  patent  method  ; 
6  by  Mansell's  patent  method,  1  of  which  left  the  wheel  when  it  failed  ;  177  by  bolts,  rivets, 
or  screws,  4  of  which  left  their  wheels  when  they  failed  ;  and  14  by  other  methods,  1  of 
which  left  the  wheel  when  it  failed  ;  18  tyres  broke  at  bolt  or  screw  holes,  64  in  the 
solid,  and  117  split  longitudinally  or  bulged. 

Of  the  175  axles  which  fitiled,  116  were  engine  axles,  viz.,  95  crank  or  driving,  and 
21  leading  or  trailing  ;  10  were  tender  axles  ;  1  was  a  coach  axle  ;  and  48  were  waggon 
axles  ;  of  the  waggons,  24  belonged  to  owners  other  than  the  Railway  Companies.  Of 
the  95  crank  or  driving  axles,  24  were  made  of  iron  and  71  of  steel.  The  average 
mileage  of  23  of  the  crank  or  driving  axles  made  of  iron  was  229,754  miles,  and  of  69 
of  the  crank  or  driving  axles  made  of  steel  248,775  miles. 

Of  the  324  rails  which  broke,  77  were  double-headed,  209  were  single-headed, 
1  was  a  bridge  rail,  and  37  were  Vignoles'  rails  ;  of  the  double-headed  rails,  35  had  been 
turned  ;  1  rail  was  made  of  iron  and  323  of  steel. 


II.-r-AcCIDENTS   TO    PASSENGERS     FROM     CaUSES     OTHER    THAN     ACCIDENTS    TO     TrAINS, 

Rolling -Stock,    Permanent- Way,    &c.,    including    Accidents    from    their 

OWN  WANT   OF    CaUTION   OR    MiSCONDUCT  ;    ACCIDENTS   TO    PeRSONS   PASSING  OVBB 

Level-Crossings  ;  Trespassers  ;  and  Others. 

Of  the  657  persons  killed  and  2,016  injured  under  this  heading,  135  of  the  killed  and 
1,669  of  the  injured  were  passengers.  Of  these,  35  were  killed  and  155  injured  by  fitlling 
between  carriages  and  platforms,  viz.,  22  killed  and  79  injured  when  getting  into,  and 

13  killed  and  76  injured  when  alighting  from,  trains  ;  14  were  killed  and  837  injured 
by  felling    on    to    ]>latforms,    ballast,    &c.,    viz.,    102  injured  when  getting  into,    and 

14  killed  and  735  injured  when  alighting  from,  trains  ;  18  were  killed  and  9  injured  by 
falling  off  platforms  and  being  struck  or  run  over  by  trains  ;  21  were  killed  and 
11  injured  whilst  passing  over  the  line  at  stations,  viz.,  9  killed  and  7  injured  at  stations 
where  there  is  a  subway  or  footbridge,  and  12  killed  and  4  injured  at  stations  where 
there  is  neither  a  subway  nor  footbridge  ;  356  were  injured  by  the  closing  of  carriage 
doors  ;  23  were  killed  and  64  injured  by  falling  out  of  carriages  during  the  travellinfj 
of  trains  ;  and  24  were  killed  and  237  injured  from  other  causes  connected  with  the 
movement  of  trains  or  railway  vehicles.  55  persons  were  killed  and  26  injured  whilst 
passing  over  railways  at  level-crossings,  viz.,  22  killed  and  11  injured  at  public  level- 
crossings,  14  killed  and  11  injured  at  occupation-crossings,  and  19  killed  and  4  injured 
at  foot-crossings.  282  persons  were  killed  and  154  injured  when  trespassing  on  the 
railways  ;  144  persons  committed  suicide  on  railways,  and  17  persons  were  injured  while 
apparently  attempting  to  commit  suicide  ;  17  persons  were  killed  and  122  injured  while 
on  business  at  stations  and  sidings  ;  and  of  other  persons  not  specifically  classed,  24  w^re 
killed  and  28  injured. 


III. — Accidents  to  Servants  in  the  Employ  of  Railway  Companies  oh 
Contractors,  caused  by  the  Travelling  of  Trains  or  the  Movement 
of  Vehicles  used  exclusively  upon  Railways. 

Duruig  the  twelve  months  there  were  503  servants  of  companies  or  contractors 
reported  as  having  been  killed  and  4,087  injm'ed,  in  addition  to  those  included  in 
Division  I.     14  were  killed  and  571   injured  whilst  coupling  or  uncoupling  vehicles  ; 


4  were  killed  and  36  injured  by  coming  in  contact,  whilst  riding  on  vehicles  during 
shunting,  with  other  vehicles,  &c.,  standing  on  adjacent  lines  ;  20  were  injured  whilst 
passing  over  or  standing  upon  buffers  during  shunting  ;  4  were  killed  and  234  injured 
in  getting  on  or  off,  or  by  falling  off,  engines,  waggons,  &c.,  during  shunting  ;  7  were 
killed  and  378  injured  whilst  braking,  spragging,  or  chocking  wheels  ;  1  was  killed  and 
112  injured  whilst  attending  to  ground -points  ;  11  were  killed  and  433  injured  whilst 
moving  vehicles  by  capstans,  turntables,  props,  horses,  &c.,  during  shunting ;  and  47 
were  killed  and  525  injured  by  various  other  accidents  during  shunting  operations. 
20  were  killed  and  78  injured  by  &Uing  off  engines,  &c.,  during  the  travelling  of  trains  ; 
10  were  killed  and  260  injured  whilst  getting  on  or  off  engines,  vans,  &c.,  during  the 
travelling  of  trains  ;  9  were  killed  and  56  injured  by  coming  in  contact  with  over-bridges 
or  erections  on  tht  sides  of  the  line  during  the  travelling  of  trains  ;  362  were  injured 
whilst  attending  to  the  machinery,  &c.,  of  engines  in  steam  ;  95  were  killed  and  117 
injured  whilst  working  on  the  permanent- way,  sidings,  &c.  ;  3  were  killed  and  3  injured 
whilst  attending  to  gates  at  level  crossings  ;  164  were  killed  and  301  injured  whilst 
walking,  crossing,  or  standing  on  the  line  on  duty,  ot  whom  114  were  killed  and  240 
injured  in  and  about  stations,  and  50  were  killed  and  61  injured  at  other  part«  of  the 
line ;  20  were  killed  and  109  injured  by  being  caught  between  vehicles  ;  9  were  killed 
and  64  injured  by  fiilling  or  being  caught  between  trains  and  platforms,  walls,  &c.  ; 
44  were  killed  and  35  injured  whilst  walking,  &c.,  on  the  line  on  the  way  home  or  to 
work  ;  and  41  were  killed  and  393  injured  from  various  other  causes. 

Altogether,  the  number  of  persons  killed  and  injured  on  railways  in  the  United 
Kingdom  in  the  course  of  public  traffic,  during  the  twelve  months  ending  31st  December 
1901,  as  reported  to  the  Board  of  Trade,  was  as  follows  : — 


Total  for  the 
Year  1901. 


KUled. 


Injured. 


Total/or  the  Year 
1000. 


Killed.  Injured. 


InoreAM. 


KUled. 


Injured. 


DeoreMe. 


KUled.  Injured. 


Passengers : 

From  accidents  to  trains,  rolling- 
stock,  permanent-way.  &c. 

By  accidents  from  other  causes 
Servants  of  companies  or  contractors  :• 

From  accidents  to  trains,  rolling- 
stock,  permanent- way,  &c. 

By  accidents  from  other  causes     ... 
Other  Persons : 

From  accidents  to  trains,  &c. 
Persons  passing  over  railways  at  level- 
crossings. 
Trespassers  (including  suicides) 
Persons  on  business  at  stations,  &c., 

and  other  persons  not  coming  in 

above  classifications. 

X  Omu  ...  ...  ...  ... 


—  '     476 

135    1,669 

8       156 

I 

503  14,087 


3 

55 

426 
41 


5 

26 

171 
150 


1,171  ;  6,740 


16 

S63 

___ 

119 

1,66S 

16 

24 

180 

— 

659 

4406 

— 

2 

6 

1 

63 

36 

411 

167 

15 

66 

134 

1^60 

7,363 

— 

16 


106 


4 

16 


16 
56 

8 

15 


79 


387 


24 

318 

1 

9 


613 


*  Of  contractors*  servants  20  were  kiUed  and  29  injured. 

In  addition  to  the  above,  the  Railway  Companies  have  reported  to  the  Board  of 
Trade,  in  pursuance  of  the  6th  Section  of  the  Regulation  of  Railways  Act,  1871,  the 
following  accidents  which  occurred  upon  their  premises,  but  in  which  the  movement  of 
vehicles  used  exclusively  upon  railways  was  not  concerned,  namely  : — 13  passengers  killed 
and  287  injured  whilst  ascending  or  descending  steps  at  stations  ;  103  injured  by  being 
struck  by  barrows,  faUing  over  packages,  &c.,  on  station  platforms  ;  4  killed  and  109 
injured  by  falling  off  platforms  ;  and  6  killed  and  181  injured  from  other  causes.  Of 
servants  of  companies  or  contractors,  5  were  killed  and  1,831  injured  whilst  loading, 
unloading,  or  sheeting  waggons  ;  2  killed  and  550  injured  whilst  moving  or  carrying 
goods  in  stations,  sheds,  &c.  ;  4  killed  and  226  injured  whilst  working  at  cranes  or 
capstans  :  1  killed  and  583  injured  by  the  falling  of  waggon-doors,  lamps,  bales  of 
goods,  &c.  ;  1  killed  and  1,392  injured  whilst  attending  to  engines  at  rest  in  sheds,  &c.  ; 
3  killed  and  879  injured  by  falling  off,  or  when  getting  on  or  off,  engines  or  vehicles  at 
rest ;  1  killed  and  231  injured  by  falling  off  platforms  on  to  the  ballast ;  15  killed  and 
383  injured  by  falling  off  ladders,  scaffolds,  &c. ;    751    injured    by  stumbling  whilst 


walking  on  the  line  ;  1  killed  and  64  injured  by  being  trampled  on  or  kicked  by  horses 
whilst  engaged  in  railway  work  ;  12  injured  by  being  struck  by  articles  thrown  from 
passing  trains  ;  1  killed  and  746  injured  by  the  fiilling  of  rails,  sleepers,  &c.,  when  at 
work  on  the  line  ;  4  killed  and  1,043  injured  in  other  ways  when  at  work  on  the  line 
or  in  sidings  ;  and  16  killed  and  1,806  injured  from  various  other  causes.  Of  persons 
transacting  business  on  the  companies'  premises,  14  were  killed  and  333  injured  ;  and 
of  other  persons  not  coming  within  the  above  classifications,  15  were  killed  and  125 
injured;  making  a  total  in  this  class  of  accidents  of  106  persons  killed  and  11,635 
injured. 

Thus  the  total  number  of  personal  accidents  reported  to  the  Board  of  Trade  by  the 
several  Railway  Companies  durmg  the  twelvemonths  amounts  to  1,277  persons  killed  and 
18,375  injured. 


TABLES   OF   ACCIDENTS 


tf  OTE. 


All  accidents  which  occur  in  the  working  of  railways  or  on  railway  preuiises  to 
persons  other  than  servants  of  the  companies  (described  in  the  following  Tables  as 
"  Passengers  "  and  "  Other  Persons  ")  are  required  to  be  reported  to  the  Board  of  TradCy 
however  slight  the  injuries  may  be;  but,  as  regards  servants  of  the  companies,  only 
those  accidents  which  prevent  the  servant  injured  from  being  employed  for  five  hours 
on  his  ordinary  work  on  any  one  of  the  three  working  days  next  after  the  accident  are 
reported. 

The  following  Tables  therefore  show  the  total  number  of  persons  other  than 
servants  of  the  companies  injured  from  accidents  arising  in  the  working  of  railways 
or  on  railway  premises,  but  only  the  number  of  servants  whose  injuries  prevented 
them  working  for  five  hours  on  any  one  of  the  three  working  days  next  after  the 
accident. 


TABLE  No.  1. 

Summary  Statement  of  the  Number  of  Passengers,  Servants  of  tlie  Companies  and 
of  Contraotors,  and  other  Persons  reported  to  the  Board  of  Traj)b  by  Railway  Companths 
as  having  been  Killed  or  Ikjurbd  in  each  Division  of  the  United  Kingdom  in  Accidents  to  Trains, 
and  by  the  RUNNING  of  Trains  or  the  Movement  of  Railway  Vehicles,  during  the  Year  ending 
3l8t  December  1901 ;  with  corresponding  figures  for  the  United  Kingdom  for  the  Year  1900. 


Grand  Total  op  Passengers,  ) 
Servants,  and  Other  > 
Persons.  ) 


1901. 


England  and 
Wales. 


Killed. 


PAi^BNGERS  :— 

In  accidents  to  trains 

(For  details,  see  Table  No.  2, 
p.  10.) 
From  other  accidents  connected 
with  the  running  of  trains  or 
the    movement    of    railway 
vehicles. 
(For  details,  see  Table  No.  3, 
p.  12.) 

Total  op  Passengers  ... 


Sbbvants  :— 

In  accidents  to  trains  ... 

(For  details,  see  Table  No.  2, 
p.  10.) 
From  other  accidents  cdnnected 
with  the  running  of  trains  or 
the    movement    of    railway 
Tehicles. 
(For  details,  see  Table  No.  3, 
p.  12.) 

Total  op  Servants  ... 


Other  Persons  :— 

In    accidents    to   trains.     {See 

Table  No.  2.) 
While  passing  over  railways  at 

level  crossings.    {See  Table 

No.  3.) 
While  trespassing  on  line.  {See 

Table  No.  3.) 
Suicides  and  attempted  suicides. 

{See  Table  No.  3.) 
On  business   at   stations   and 

sidings.    {See  Table  No.  3.) 
Miscellaneous      (not      included 
above).    {See  Table  No.  3.) 


104 


104 


386 


391 


3 

46 

196 

133 

13 

17 


Total  op  Other  Persons      408 


903 


Injured. 


Scotland. 


Killed. 


Injured. 


Ireland. 


Unitkd 

KlNODOM. 


Killed. 


Injured,  i  Killed. 


426 


1,543 


1,969 


126 


3,611 


3,737 


25 

112 
12 
98 
22 


271 


5,977 


18 


18 


101 


101 


72 

10 

4 

6 


98 


217 


45 


114 


159 


24 


411 


435 


40 
5 

22 
5 


75 


669 


13 


13 


16 


19 


14 


19 


51 


12 


17 


65 


71 


1 


2 
1 


(•) 


94 


Injured. 


S 


3 

282 

144 

17 

24 


525 


1.171 


1900. 


Unitbd 

KiMODOM. 


Killed. 


47C) 


135  I  1,669 


135  i  2,145 


156 


503  I  4,087 


511  ;  4,243 


5 
26 


154 

17 

122 

28 


352 


6,740 


Injured. 


16. 


119 


135 


86;v 


1,56a 


2,426 


24 


559 


180 


4,405 


583   4,585 


63 


3r> 


288  i   154 


123 
31 
25 


13 

10.'> 

29 


532 


342 


1,250   7,353 


jf0te.—Vot  the  nomber  of  perMO*  killed  or  injured  on  railway  premiaw  otherwise  than  through  aooideuta  to  trains  or  the  murem  mt 
«(  iBilway  rehioIeB,  tet  Tablet  8,  9,  and  10. 
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NUMBBB  OF  PBBSONS  KILLED  OB 


TABLE  No.  2. 


Number  of  Passengers,  SBRVAin's  of  the  Companies  and  of  Contractors,  and  Other  Persons 

in  each  Division  of  the  United  Kingdom,  in  the  different  Classes  of 


Class  op  accident. 


NnXBBB  OV  FA88BNOKB8. 


England 
and  Wales. 


KiUedJ 


In- 
jured. 


1.  CoUiBions  between  passenger 
trains  or  parts  of  passenj^er  trains. 


2.  Collisions  betf^een  passenger 
trainB  and  goods  or  mineral  trains, 
light-engines,  or  other  moving 
Tehioles. 


S.  Collisions  between  goods 
trains  or  parts  of  goods  trains, 
light-engines,  or  other  moving 
Tehioles. 


4.  Collisions  between  trains  and 
Tehioles  standing  foul  of  the  line. 


5.  Collisions  between  trains  and 
bnifer-stops,  or  vehicles  at  rest : 

(o)  From  trains  running  into 
stations  at  too  high  a 
speed. 

(il)  From  other  causes 

6.  Trains  coming  in  contact 
with  projections  from  other  trains 
running  on  parallel  lines. 


7.  Passenger  trains  or  parts  of 
passenger  trains  leaving  the  rails. 


8.  Goods  trains  or  parts  of 
goods  trains,  light-engines,  &c., 
leaving  the  rails. 


9.  Trains  running  through  gates 
at  level-crossings,  or  into  other 
obstacles. 


10.  The  bursting  of  boilers  or 
tubes,  &c.,  of  engines. 


11.  Other accidentsarising  from 
the  failuie  of  rolling-Btock  (in- 
cluding the  failure  of  wheels, 
tyres,  axles,  couplings,  brake- 
apparatus,  and  ropes  on  inclines). 


12.  Other  accidentsarising  from 
the  failure  of  permanent-way 
(including  failure  of  tunnels, 
bridges,  viaducts,  culverts,  and 
rails,  the  flooding  of  the  perma- 
nent-way, and  slips  in  cuttings 
and  embankments). 


13,  Fires  in  trains 


14.  Other  accidents 


••        •  >• 


Total 


•■       ...       ... 


Scotland. 


Killed. 


In- 
jured. 


Ireland. 


Killed. 


In- 
jured. 


United 
Kingdom. 


Killed. 


150 


160 


64 


18 


I 


31 


426 


87 


o 


...        ... 


8 


•  ••     I         ••• 


45 


5 


In- 
jured 


NmCBBB  OV  8EBVA19TS. 


England 
and  Wales. 


Killed. 


187 


160 


64 


18 


34 


476 


In- 
lured. 


Scotland. 


Killed. 


2 


13 


24 


42 


11 


2 


10 


9 


126 


In- 
jured. 


Ireland. 


KiUed. 


In- 
jured. 


United 
Kingdom. 


Killed. 


13 


3 


24 


3 


6 


In- 
jured. 


S 


8 


16 


27 


55 


11 


11 


12 


10 


•tt 


156 


N.B.— The  Board  of  Trade  state  the  cause  of  accident  as  returned  by  the  Companies,  but  do  not  gnarantie 


il 


INJUBBD  IN  ACOIDBITTS  TO  TRAIKS. 


TABLE  No.  2. 


reported  to  the  BOARD  of  Tradb  by  Railway  Companies,  as  haying  been  Killbd  or  Injured 
ACCIDENTS  to  Trains,  during  the  Year  ending  3lBt  December  1901, 


Eng 
andT 

NUMBBB  OF  OTHBB  PlBSONS. 

TOTAL  OF  PASSBNQXBa,SBBYAinS.AND  OTHBB 

PXBSOMS. 

- 

land 

Scotland. 

Ireland. 

United 
Kingdom. 

Enriand 
and  wales. 

Scotland. 

Ireland. 

United 
Kingdom. 

CLASS  OF  AOOIOBMT. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

1 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

..• 

.*• 

•  •• 

.•• 

... 

1 

1     ... 

•  •■ 

1 

168 

! 

i     ... 

1 

I 

1 
1 

40 

••• 

... 
1 

t 
1       1 

1 
1 

203 

• 

1.  Oollisioiu  between  paasengw 
trains  or  parts  of  passenger  trafiu. 

■  •• 

••■ 

... 

•  •• 

1 

...          ... 

> 

. 

1 

1 
1 

1     ••• 

1 

•  «  • 

1 

174 

* 

'     ... 

! 

I 

5 

. .. 

8 

1 

1 

;   1 

t 

187 

2.  Collisions  between  passenger 
trains  and  goods  or  mineral  traiiiB, 
light-engines,  or  other  moving 
vehicles. 

a  t* 

.•• 

... 

1 

•  •• 

I. 

•  ••     il         ■  •  • 

1 

1 

1 

42 

1 
...     1     14 

•  •• 

1 
...  1 

1 

1 

1 

t 

66 

3.  Collisions  between  goods 
trains  or  parts  of  goods  trains, 
light- engines,  or  other  '  moving 
vehicles. 

1 

1 

.•• 

•.• 

... 

1 

1 

t     ...     1     ... 

1 

... 

4 

•  •  •          ^          •  •  • 

! 
1 

«•• 

... 

1 
1    ... 

1 

4 

vehioles  standing  foul  of  the  Una. 

••■ 

••• 

... 

« .. 

... 

1 
... 

... 

... 

66 

1 
1 

1 

1 

1 
...        1        ... 

8 

1 
1 
1 

•  ••      ) 
J 

1 
t 

3 

66 

5.  Collisions  between  trains  and 
ba£fer-8top6,  or  vehicles  at  rest : 
(a)  From  trains  running  into 

stations  at   too   high  a 

speed. 

1 

*•• 

••• 

••• 

- 

«.. 

... 

... 

... 

..• 

29 

i 
•  •  ■                         • •• 

•  •• 

1 

...  ( 

1 

•  •• 

29 

(6)  From  other  causes. 

1 
1 

... 

..• 

1 

1 

1 

... 

... 

... 
1 

... 

... 

2 

...           ... 

t 

•  •• 

1 
...  , 

1 
1 

•  •• 

2 

6.  Trains  coming  in  contact 
with  projections  from  other  trains 
running  on  parallel  lines. 

1 
•  *• 

•■• 

••• 

1 
••• 

... 

1 

... 

1 
1 
1     ... 

••• 

... 

33 

...     '       G 

1 

•  •• 

1 

t 

t 
1 

•  •• 

39 

7.  Passenger  trains  or  parts  of 
passenger  trains  leaving  the  rails. 

t 
...       , 

t 

1 

•*■ 

■•• 

1 

...          ... 

1 

t 

1 

... 
1 

1 

... 

10 

2 

1 

«  •• 

1 

... 
1 

t 

1 

1 

«  •• 

12 

8.  Goods  trains  or  parts  of  goods 
trains,  light-engines,  &c.,  leaving 

the  rails. 

1 

3         2 

••• 

1 

1 
•••         '         •«• 

1 

t 

i 

8 

1 

8 

3 

13 

1 

1 
1 

•  •• 

2 

3 

19 

9.  Trains  running  through 
gates  at  level-crossings,  or  into 
other  obstacles. 

•  a* 

••• 

.•• 

<  • « 

i 
.••        ... 

j 

1 
1 

■ 

j     ... 
1 

... 

2 

5 

1 
...          ••• 

i 

•  •• 

1 

2 

6 

10.  The  bursting  of  boilers  or 
tubes,  ko.j  of  engines. 

•  •• 

1 

p 

1 

••• 

.•• 

••• 

1 

1 

... 

1 

1 
1 

... 

... 

9 

1 

1 

...     1       1 

I 

■• 
1 

•  •• 

1 
1 

p 

*•• 

10 

1 1.  Other  accidents  arising  from 
the  failure  of  rolling-stock  (in- 
cluding the  failure  of  wheels, 
tjres,  axles,  couplings,  brake- 
apparatus,  and  ropes  on  inclinesV 

1 
1 

.•• 

.•• 

... 

...         . •* 

!                1 

■ 
1 

1 

i             ' 

t 
■             t 

1            • 
■     •••         ... 

i      1 

1 

1 

.     i 

... 

•  •  • 

1 
...          ... 

•  •• 

•  •  « 

1 

•  •• 

... 

12.  Other  accidents  arising  from 
the  failure  of  permanent-way 
(including  failure  of  tunnels, 
bridges,  viaducts,  culverts,  and 
rails,  the  flooding  of  the  perma- 
nent-way, and  slips  in  cuttings 
and  embankments). 

... 

••• 

••• 

... 

*••   ,   ...j    ...   1   •■* 
1 

«•• 

•  *• 

1      i 

...     1     ...  '     ... 

1 

•  •• 

•  •  • 

... 

13.  Fires  in  trains. 

.•• 

1 

.«• 

••• 

1 
...   1   ... 

i 

1 

•  •• 

4 

1 

>     ... 

1 

... 

...  1 

1 

•  •• 

4 

14.  Other  accidents. 

:i 

2  i     ... 

3 

1 
...   1   ... 

t       1 

3         5 

1 

8 

554 

i 

...     I     72 

1 

3 

11  , 

11 

1 

637 

Total. 

or  otherwise  adopt  the  statement,  except  in  cases  where  an  official  inquiry  has  been  lield. 
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NuMBBR  OF  Persons  Killbd  or  Injured  from,  the  Runkinq 
TABLE  No.  3. 


Number  of  Passengers,  Servants  of  the  Companies  and  of  Contractors,  and  Other  Persons 

in  each  Division  of  the  United  Kingdom,  by  the  Running  of  Trains  or  by  the 


EsoLAim  AKD  Wales. 

SCOTLAHD. 

1 

Killed. 

* 

Injured. 

Killed. 

Injured. 

PA88BK0£BS  :— 

1.  From  falling  between  trains  and  platforms  : 

1 

(1)  When  entering  trains     

19 

70 

3 

9 

(2)  When  alif^bting  from  trains     

8 

68 

2 

8 

2.  From  falling  on  to  the  platform,  ballast,  ko. : 

(1)  When  entering  trains     

•  •• 

95 

•  •• 

6 

(2)  When  ali^htin^  from  trains     

11 

706 

1 

27 

3.  From  falling  off  pladTorms  and  being  struck  or  run 

11 

8 

4 

1 

over  by  trains. 

4.  Wliilst  crossing  the  line  at  stations  : 

(1)  Where  there  is  either  a  subway  or  footbridge 

8 

6 

.•• 

1 

(2)  Where  there  is  neither  a  subway  nor  footbridge 

11 

4 

1 

•  •• 

6.  By  the  dosing  of  carriage  doors        

•  •• 

325 

... 

81 

6.  From  falling  ont,  of  carriages  during  the  running 

15 

46 

6 

12 

of  trains. 

7.  By  other  accidents        

21 

215 

1 

19 

Total  op  PAnsisNaEBS 

104 

1,543 

18 

114 

Sbbvantb  :— 

By  accidents  occurring  during  shunting  operations, 
▼us: 

1.  Whilst  coupling  or  uncoupling  vehicles 

• 

■ 

11 

490 

2 

64 

2.  Bv    comin<r    in    contact,    wbilst    riding    on 
vdkicles,  with  o^ber  vehicles,  &c.,  standing  on 

4 

25 

•  •• 

11 

adjacent  lines. 
3.  While  passing  over,  under,  or   standing    on 

•  •  « 

8 

•  •• 

12 

buifers. 

4.  When  getting  on  or  off,  or  falling  off  engines, 

4 

200 

*«• 

33 

waggon**,  &c. 

5.  Whilst  braking,  spragging,  or  chocking  wheels 

6 

850 

1 

23 

6.  Wbilst  attending  to  ground-points       

1 

99 

•  •  • 

13 

7.  "Whilst  moving    vehicles    by    capstans,  tum- 

8 

409 

3 

19 

ttibles,  props,  levers,  &c. 

S   Bf    other    accidents    not    included    in    the 

41 

476 

5 

46 

preceding. 

9.  From  falling  off  trains,  engines,  &c.,  in  motion  ... 

14 

62 

3 

10 

10.  When  getting  on  or  ofi  engines,  vans,  &c.,  during 

4 

231 

3 

23 

the  running  of  trains. 

11.  By   coming     in    contact    with    over-bridges   or 

.*» 

44 

3 

10 

erections  on  the  sides  of  the  line. 

12.  Whilst  attending  to  the  machinery,  &c.,  of  engines 

..• 

332 

•  •• 

28 

in  motion. 

13.  Whilst  working  on  the  permanent-way,  sidings,  &c. 

68 

105 

25 

12 

14.  Whilst  attending  to  gates  at  level-crossings 

1 

1 

2 

... 

15.  Whilst  walking,  crossing,  or  standing  on  the  line 

on  duty : 

(1}  At  stAtions 

95 

204 

18 

HO 

(2)  At  other  parts  of  the  line          

33 

54 

16 

6 

16.  From  being  caught  between  v*»hicle8         

16 

90 

3 

19 

17.  From  falling  or  being  caught  between  trains  and 

7 

52 

2 

10 

platforms,  walls,  kc. 

18.  Whilst  walking,  &c.,  along  the  line  to  or  from  work 

37 

32 

6 

3 

19.  Miscellaneous    ... 

31 

347 

9 

39 

Total  of  Sbevants       

386 

3.611 

101 

411 

Otueb  Pkrsons  :— 

• 

1.  Whilst  passing  over  railways  at  level-crossing^     ... 

46 

25 

6 

•  *• 

2.  Whilst  trespassing  on  line       

196 

112 

72 

40 

S.  Suicides  and  attempted  suicides        

183 

12 

10 

4.  On  business  at  stations  and  sidings   ^ 

13 

98 

4 

22 

5.  Miscellaneous  (not  included  above)  » 

17 

22 

6 

5 

Total  of  Otheb  Pebsons       

405 

269 

98 

72 

Gbakd  Total       

• 

895 

5,423 

217 

597 

N.B.— The  Bonrd  of  Trade  state  the  oanae  of  the  aoddent  as  returned  by  the  Companies,  but  do  nol 
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OF  TBAIKS  OB  THE  MOVBMBNT  OF  RAILWAY  YEHIGLBS. 

TABLE  No.  3. 


reported  to  the  BOARD  of.  Trade  by  Railway  Companies  as  having  been  Killed  or  Injured 
Movbhbnt  of  Railway:  Vbhiclbs  during  the  Year  ending  Slat  December,  1901. 


lRBLAin>. 


I!- 


Killed. 


2 
8 


2 
2 


13 


3 
3 


2 


1 
1 
1 


1 
1 


16 


3 

14 

1 


19 


48 


Injured. 


1 
2 


6 
3 


12 


17 


o 

3 

6 
6 

2 

2 

2 

6 
1 

2 

7 


65 


2 
1 


83 


XJkitsd  Kingdom. 


Killed. 


22 
13 


14 
18 


9 
12 

•  •• 

23 
24 


135 


14 
4 


7 

1 

11 

47 

20 
10 


95 
3 


114 

50 

20 

9 

44 
41 


503 


282 

144 

17 

24 


522 


1,160 


Injured. 


79 
76 

102 

735 

9 


7 

4 

356 

64 

237 


1,669 


571 
36 


20 

234 

878 
112 
433 

525 

78 
260 

56 

362 

117 
3 


240 
61 

109 
64 

35 
393 


4,087 


26 

154 

17 

122 
28 


347 


6,103 


PAfiSENQiBBfl  :— 

1.  From  falling  between  trains  and  platforms : 

(1)  When  entering  trains. 

(2)  When  alighting  from  trains. 

2.  From  falling  on  to  the  platform,  ballast,  &c.  *. 

(1)  When  entering  trains. 

(2)  When  alighting  from  trains. 

3.  From  fallinj?  off  platforms  and  bein«(  struck  or  run 
over  by  trains. 

4.  WhiUt  crossing  the  line  at  stations : 

(1)  Where  there  is  either  a  subway  or  footbridge. 

(2)  Where  there  is  neither  a  subway  nor  footbridge. 

5.  By  the  closing  of  carriage  doors. 

6.  From  falling  out  of  carriages  during  the  running  of 
trains. 

7.  By  oDher  aocidents. 

Total  of  Passbkoebs. 


Srbvants  :— 

By  accidents  occurring  during    shunting  operations, 
viz. : 

1.  Whilst  coupling  or  uncoupling  vehicles. 

2.  By  coming  in  contact,  whilst  riding  on  vehicles, 
with  other  vehicles,  &c.,  standing  on  adjacent 
lines. 

3.  While  passing  over,  under,  or  standing  on 
buffers. 

4.  When  getting  on  or  off,  or  falling  off  engines, 
waggons,  &c. 

5.  Whilst  braking,  spragging,  or  chocking  wheels, 
ij.  •Whilst  attending  to  ground-points. 

7.  Whilst  moving  vehicles  by  capstans,  turn-tables, 
props,  levers,  &c. 

8.  By  other  accidents  not  included  in  the 
preceding. 

9.  From  falling  off  trains,  engines,  &c.,  in  motion. 

10.  When  getting  on  or  off  engines,  vans,  &a,  during 
the  running  of  trains. 

11.  By    coming     in    contact    with    over-bridges    or 
erections  on  the  sides  of  the  line. 

12.  Whilst  attending  to,  the  machinery,  ic,  of  engines 
in  motion. 

13.  Whilst  working  on  the  permanent-way,  sidings.  &c. 

14.  Whilst  attending  to  gates  at  level-crossings. 

15.  Whilst  walking,  crossing,  or  standing  on  the  line 
on  duty : 

(1)  At  stations. 

(2)  At  other  parts  of  the  line. 

16.  From  being  caught  between  vehicles. 

17.  From  falling  or  being  caught  between  trains  and 
platforms,  walls,  &c. 

18.  Whilst  walking,  &c.,  along  the  line  to  or  from  work 

19.  Miscellaneous. 

Total  op  Sbbvakts. 


Otheb  Pkbsons  :  — 

1.  Whilst  passing  over  railways  at  leyel-oroeaings. 

2.  Whilst  trespassing  on  line. 

8.  Suicides  and  attempted  suicides. 

4.  On  business  at  stations  and  sidings. 

5.  Miscellaneous  (not  included  above  J. 

Total  of  Otheb  Pebbokb. 


Gbavo  Total. 


guarantee  or  otherwise  adopt  the  statement)  except  in  oases  where  an  official  inquiry  has  been  held. 
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Number  of  Persons  Killed  or 


TABLE  No.  4. 


Number  of  Persons  reported  to  the  Board  of  Trade  by  Railway  Companies  as  having  been  Eili«bd  or 

to  Trains,  Rolling-Stock,  and  Permanbnt-Wat  of  the 


1 

2 

8 

4 

5 

6 

7 

8 

Collisions 
between 

Collisions 
between 

Collisions  between  Trains 
and  Buffer-Stops, 

Trains 
coming  in 

Goods 

Collisions 
between 

Passenger 
Trains  and 

Goods 
Trains  or 

Collisions 
between 

Or  vonici'^ 

W  «•«  AOOil. 

Contact 
with 

Passenger 
Trains  or 

Trains  or 
Parts  of 

Passenger 

OoodHor 

Parts  of 

Trains  and 

(a.)  From 
Trains  run- 
ning into 
Stations  at 
too  high  a 
speed. 

Projections 

Parts  of 

Goods 

Trains 

Mineral 

Goods 

Vehicles 

from  other 

Passenger 

Trains, 

Name  op  CoMPAirr. 

or  Parts  of 

Trains, 

Trains, 

standing 

(b.)  From 

Trains 

Trains 

Light- 

Passenger 
Trains. 

Light- 
Endues, 

Light- 
Engines, 

foul  of 
the  Line. 

other 
Causes. 

roaning 

on  Parallel 

Lines. 

leaving 
the  Bails. 

Engines,  Ac 

leaving 
the  Bads. 

K.» 

M 

+ 

K.        L 

* 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

ENGLAND  AND  WALES. 

1 

! 

1 

t 

: 

1 

1 
1 

1 

1 

.uctXTjr                ...            ...            •■• 

i 

t      *  *  *    i      *  *  * 

... 

•  •« 

1 
1 

...     <            X 

... 

...          ... 

•  •• 

... 

••«                                 ••• 

... 

... 

1 
• ••                •••     1 

Carlisle  Goods  Traffic  Com- 

• •• 

... 

... 

•  •• 

1 

•  ••      ^              A 

... 

...          ... 

1 
...  i     ... 

1 
• •«                                • •• 

« • . 

... 

•  •• 

...  ' 

mittee. 

1 

1 

1 

1 

Cheshire  Lines       

•  •  • 

1 

1 

... 

•  •• 

...         ... 

... 

...  I   ... 

... 

... 

1 

•  ••                                 ••• 

. .. 

•  •  « 

•  •• 

...  , 

Cockermonth,  Keswick  and 

•  •• 

... 

... 

•  •• 

1 
...        ••• 

... 

• ••                    •«• 

•  •• 

*  •• 

•  ••            '                    •  •• 

... 

•  •* 

•  ••                •• 

Penrith. 

- 

1 

FumesB 

•  •  • 

5 

.  •• 

•  •• 

•  ••                • •• 

... 

1 

• ••      (          • «• 

• •«                                ••• 

... 

•  •  • 

•  •• 

...  1 

Great  Central         

•  •• 

... 

... 

13 

....       2 

... 

•  ••                   •  •• 

2 

...      1          ... 

... 

•  •• 

•  •  • 

... 

Great  Eastern         

•  •• 

11 

•  •• 

9 

...          «' 

... 

8 

...     4            %r 

5 

! 
...          ... 

... 

7 

•  •• 

... 

Great  Northern 

•  •  • 

18 

•    •  • 

6 

...         •) 

... 

>      ^ 
...         tf 

4 

...    j      ... 

... 

3 

•••      1          ••• 

Great  Western       

•  •• 

i     2 

•  •• 

2 

1     ...  I      2 

... 

...  , 

... 

1 

...    1       ... 

... 

•  •• 

...  1      3 

Hull,  Bamsley  and    West 

•  •• 

4 

1     ••• 

i 

•  •• 

.•» 

«••              ••• 

...  1     ... 

...  >    ... 

•  •• 

1 

...          ... 

... 

•  •  • 

* 
•  •  •              ••• 

Riding  Junction. 

i 

1                    t 

'          1 

1 

I 

Lancashire  and  Yorkshire . . . 

i      ••• 

1    1 

•  •• 

25 

i    •••  i'     7 

•••              ••• 

...  1    ... 

•  •• 

* 

...    1       ... 

. .. 

•  •  • 

•  •«               ••• 

Lancashire  and   Yorkshire 

•  •« 

!       4 

•  •• 

... 

...         ^ ..• 

i 
• ••           1                   ••• 

...  ,    ... 

•••      >          ••• 

< 
...    ^      ...    1 

... 

3 

•  ••     J         ••• 

and  London  and  North- 

1               ; 

' 

1 

western  Joint. 

1 

» 

i 

London  and  North- Western 

i 

•  •• 

•  •• 

•  •• 

4 

1       7 

•  •• 

... 

...  1      2 

•  •• 

8 

•••                     • •• 

...    j        .. 

... 

2 

•  •• 

1 

London  and  North- Western 

•  •• 

9 

•  •• 

•  •• 

1 
...  (     •  *» 

•  •• 

... 

i 
• ••     i         • •• 

•  •• 

•  •• 

... 

•  •• 

•  •  • 

•  •• 

and  Midland  Joint. 

1 

i 

1 

1 
1 

London  and  South- Western 

««• 

82 

1 

70 

1 

•  •• 

... 

•  •• 

1 

•  •• 

•  •• 

1 
...    ,       ... 

•  •• 

•  •• 

•  •• 

London,     Brighton,     and 

;       ... 

3 

•  •• 

1 

4 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

...    , 

•  •• 

1 

South  Coast. 

4 

1 

^lanchester,  South  Junction 

J 

•  •• 

2 

•  •• 

•  •• 

...  1     ... 

•  •• 

•  •• 

•  «•     \         « •• 

... 

•  •• 

...          ... 

•  •• 

* 

and  Altrincham. 

1 

1 

Mersey  and  Wirral  Joint ... 

\ 

•  •• 

3 

•  •• 

•  •• 

i 

•••         r                ••• 

«  •• 

•  •• 

•  •• 

•  •  • 

1 

*•• 

•  •• 

...    '       ... 

... 

•  •• 

•  •• 

Metropolitan          

•  •• 

lu 

•  •• 

•  •• 

! 

•  •• 

•  •• 

I     ••• 

«  •• 

•  •• 

•  •• 

•  •  • 

... 

... 

•  •• 

1 

Midland       ... 

<       ... 

... 

•  •• 

6 

1     ...  j      6 

•  •• 

•  •• 

1     ... 

19 

•  •• 

•  •• 

•  •• 

... 

•  •  • 

2 

Midland  and  South- Western 

•  •• 

... 

•  •• 

•  •• 

...       ... 

•  •• 

«  «• 

1 

1         *** 

•  •• 

•  •• 

•  •• 

•••       1             ••• 

•  •• 

•  ••     1        ••« 

Junction. 

i 

) 

Xormanton  Joint  Station 

1       ... 

•  a. 

•  •• 

•  •• 

...  1       1 

•  «• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  «• 

•  •• 

•  •  • 

•  •• 

North-Eastem       

.          1 

89 

•  •• 

9 

1  :     2 

•  •• 

*•• 

•  •• 

29 

«  «• 

4 

•  •• 

2 

•  •• 

•  •• 

1 

North  Staffordshire 

1       ... 

... 

•  •• 

8 

•  •• 

•  •• 

•  •• 

«•• 

•  «• 

•  •• 

•  •• 

... 

•  •• 

•  •• 

•  •• 

•  •• 

... 

Rhondda  and  Swansea  Bay 

i 
• 

... 

•  •• 

•  •• 

•  •• 

1 

*  •• 

•  •  • 

•  •• 

•  •  • 

•  •• 

... 

•  •• 

••• 

«•• 

•  •• 

... 

Bother  Valley        

•  •• 

•  •• 

•  •• 

•  «• 

•••            ••• 

•  •• 

•  •« 

•  •• 

1 

•  •• 

... 

•  •• 

•  •• 

•  •• 

•  •• 

... 

South-Eastem  and  Chatham 

«•• 

21 

«•• 

2 

•••            ••• 

•  «• 

•  •• 

•  •• 

2 

... 

... 

•  *•                     •  •• 

... 

•  •• 

... 

South  Wales  Bfineral 

«• 

•  •  • 

•  •• 

«  •• 

1 

•  «  • 

•  •• 

•  •• 

•  •• 

... 

... 

• *•                     • •• 

... 

•  •• 

... 

TaffVale     

•  •• 

••• 

*  •• 

•  •• 

...  .    ... 

... 

•  •• 

•  •  • 

•  •• 

•*. 

... 

•  •• 

•  *• 

1     ... 
1 

•  •• 

_ 

1 

West     London     Extension 

•  •• 

•  «• 

•  «• 

19 

...      ... 

•  •• 

•  •• 

•  •• 

•  •• 

... 

... 

«  •• 

•  •• 

... 

•  •• 

•  •  • 

•  •• 

Joint. 

1 

* 

1 

1      1 

Wigan  Junction     

•  •  • 

2 

•  t  • 

•  •• 

• ••            «•• 

•  •• 

•  •  • 

4 

•  •• 

•  •• 

... 

. .. 

•  ••       1             «•• 

... 

... 

... 

«•• 

Total,  England  and  I 

1 

163 

1 

174 

1  !    42 

...  i    66 

... 

29 

2 

•  •• 

1    83 

...       10 

Waives          ...           \ 

1 

1 

1 

1 

SCOTLAND. 

) 

• 

Cfledonian 

•  •• 

22  ' 

...         2 

•  •• 

11 

•  •• 

«  •• 

•  •• 

«•• 

... 

•  •• 

•  •  • 

•  «• 

•  •  • 

2 

... 

1 

Dumbarton     and     Balloch 

•  •  • 

*  •• 

...  1       1 

•  •  • 

•  •« 

•  •• 

•  •• 

•  •• 

•  •• 

... 

•  •• 

•  •• 

•  •« 

•  •• 

•  •• 

...       .*• 

Joint. 

1 

1 

) 

1 

Glasgow  and  Sou th-W  estem 

•  «• 

•  •  • 

2 

•  •• 

•  •« 

•  •• 

•  •• 

•  •  • 

... 

... 

•  •• 

•  •• 

«  •• 

•  •• 

•  •  • 

...  1    .•• 

Great  North  of  Scotland  ...  i 

•  •  • 

•  •« 

•  •  «     !         • •• 

•  •  • 

•  «  • 

•    •• 

•  •  • 

•    • 

•  •  • 

... 

•  •• 

• *•               • • • 

... 

•  •• 

...       ... 

North  British         

•  •• 

18 

•  ••     1         ••• 

*  •  • 

2 

•  •  • 

•  •  • 

•  •« 

•  •  • 

... 

•  •• 

• ••               • •• 

... 

4 

i  j 

Perth  General  Station       ...  . 

•  •* 

•  •  • 

1 

•  •  •              • •• 

* 

•  •• 

1 

•  •« 

•  •• 

m  •• 

•  •• 

•  •• 

•  •  • 

... 

•  •* 

•  •• 

•  •• 

... 

•  •• 

...       ... 

Total,  Scotland 

•  •• 

40 

...  1       5 

1 

•  •  • 

14 

•  «• 

•  •• 

... 

«  •  • 

*•• 

•  •• 

... 

6 

1        9  1 
...             2 

1 
1 

IRELAND. 

• 

1           ' 

1 

Great  Northern      

•  •  • 

•  •  • 

•  •  • 

2 

•  •• 

*  •« 

•  •• 

*•• 

•  •  • 

»  •• 

...         ... 

•••               • «« 

...        ... 

1        ' 

...          .'• 

Harreat  Southern  and  Western 

•  •• 

•  •• 

6 

•  •• 

•  •• 

•  «  • 

•  •• 

•  «• 

•  •• 
■  •« 

3 
3 

•  •• 

... 

•  •« 

II    Ha    II  m  m 

«  •  • 

1     ••• 

...        ... 

...        ... 

... 

•  •• 

Total,  Ikkland 

\ 

1 

»  t  • 

•  •• 

•••          o 

•  •• 

•  •  • 

... 

•  •• 

•  •• 

1 

•  •• 

i 

Total,  United  King-  } 

DOM   •••          •.•                 \  1 

1 

203 

1 

187 

1 

56 

•  •• 

4 

3 

66 

... 

29 

•  •• 

2 

1 

1     - 

39 

•  •• 

12 

Note.— In  the  aboye  T^ble  the  persons  killed  and  injured  from  aooidentf  are  entered  against  the  Company  on  whoie 
•  KiUed.  t  Injured. 
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IMJURBD  IN  ACCIDBNTS  TO  TBAINS. 


TABLE  No.  4. 


Injured  in  the  different  CLASSES  of-  ACCIDBNTS  occurring  on  the  LlNBS  of  the  aeyeral  Railway  Companirs 
COMPANIBS  daring  the  Year  ending  31st  December  1901. 


9 

Tr&ins 
mxminff 
throagn 
Gates  at 

Level 
GroflBiiifffi 

or  into 

other 
Obstacles. 


K*  I    Lt 


2  . 


...  ^ 


I 


••  I 


8 


10 


The 
bursting  of 
Boilers  or 
Tabe&  Ac, 

Bngines. 


K. 


11 

Accidents 
arising  from 
the  Pailnre 
of  Boiling- 
Stock  (in- 
cluding 
Failnie  of 
Wheels* 
Tyres,  Axles, 
Ao.), 


K.    >     L 


13 

Accidents 
arising  from 
the  Failure 
of  Perma- 
nent-Way 
(including 
Failure  of 
Tunnels, 
Bridges, 
Rails,  Sto.), 


18 


Fires  in 
Trains. 


14 


Other 
Accidents. 


Total 
Number 

of 
Persons 

ofaU 
Classes. 


K. 


Number 
of 


isengers 
and 
others. 


L 


Number 

of 
Servants. 


Name  of  Coxpaxy. 


I 

...  I  ••• 

...  I  ••• 

...  I  • .• 

...  I  • •• 


3         2 


...  I 


•  .• 

1 

: 

•  •• 

... 

»  •• 

•  • 

•  •• 


•  «« 


1  i 


... 
... 


...  I 

I 


...  I 


••■      I  • •« 


1 

2 


..        ...  I 

1 ;    2 


.3  '     13 


...  I 


>  • «      I  •  •  • 


1     ...  I 


•  •  • 

•  •• 

•  •• 


2 


...  I     ... 


...  I 

...  ! 


.•• 
... 
... 
..• 
... 
... 


...  I 


3 


...  I 


...  j 


t  •  •      I  •  •  « 


9 


•  •• 

•  •■ 

•  «• 


1 
1 

1  ! 

1  I 

I 

5 
17 
49 
82 
12 

1 

42 


2B  t 
9 


3  I  106 
..  '     14 


I 


3 


8 
16 
44 

2 

1 
100 
8 
1 
1 
29 
I  ! 

1  ; 


1 

I 

5 
12 
42 
23 


20 

7 


10 


2  I  102 

..  I  7 

..  !  2 

..  j  3 

..    ;  lo 

..  ;  27 


•  •  •      I         •  •  • 

1  ;    88  1 

...  '     8  : 


...  < 


I 

1 

>  •  • 


•  •• 


I 


•  ••    t 


2  ; 


9 

I 
1 

22 


16 
4 


...  , 


..  t 


..•  I 


1 

17 

2 

1 
12 


...  , 


19  I 

I 

1 
2  ! 


26  ' 


17  ; 


•  •• 

•  •• 

•  •• 


554  :       3     42S 


4 
1 
1 
2 


5 


126 


•  •• 


•  •• 


41 
1 

2 

1 

26 

1 


72 


•  •• 

24 
1 

•  •• 

•  •• 

•  «• 

•  •  • 

2 

•  «■ 

•  ■  • 

... 

«•■ 

•  ■  • 

21 

•  •• 

■  •  • 

... 

«•• 

«  •  • 

48 

•  «■ 

17 


1 
5 

1 


ENGLAND  AND  WALES. 

Barry. 

Carlisle  Goods  Traffic  Com- 
mittee. 

Cheshire  Lines. 

Cockermouth,  Keswick  and 
Penrith. 

Fomess. 

Great  Central. 

Great  Eastern. 

Great  Northern. 

Great  Western. 

Hull,  Bamslej  and  West 
Biding  Junotion. 

Lancashire  and  Yorkshire. 

Lanoashire  and  Yorkshire 
and  London  and  North- 
western Joint. 

TiOndonaud  North- Western . 

London  and  North- Western 
and  Midland  Joint. 

London  and  South- Western. 

London,  Brighton,  and 
South  Coast. 

Manchester,  South  Junction 
and  Altrlncham. 

Mersey  and  Wirral  Joint. 

Metropolitan. 

Midland. 

Midland  and  South- Western 
Junction. 

Normanton  Joint  Station. 

North-Eastern. 

North  Staffordshire. 

Rhondda  and  Swanaea  Bay. 

Bother  Valley. 

South-Eastern  and  Chatham 

South  Wales  Mineral. 

Tatf  Vale. 

West  London  Extension 
Joint. 

Wigan  Junction. 

i  ToTAU    England    and 
]     Walks. 


SCOTLAND. 

Caledonian. 

Dumbarton   and    Ballock 

Jotnt. 
GlasgowandSouth- Western} 
Great  North  of  Scotland. 
North  British. 
Perth  General  Station. 


14 


... 


3 


3 


.') 

•  •• 

•  •• 

•  •• 

6 

•  •« 

5 
5 

3 

11 

•  •• 

3 

6 
1 


TcTAL,  Scotland. 


19 


2 


6 


10 


11 


637 


3 


481 


8 


156 


IRGLANE. 

Great  Northern. 

Great  Southern  and  Western, 

Total,  Ibelans. 


Total,  Unitisd  Kinodom. 


lines  the  MXiideatB  oooiuxed,  eacoept  in  oaaee  of  ininriea  ariaing  from  the  aooidenta  enamerated  in  Oolnmna  Noa.  10  and  11. 

*  Killed.  t  Injvnd. 


.16 


Number  of  Persons  Killed  or  Injured  bt  the  RuNNiifG 


TABLE  No.  5. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  apon  the  several 

during  the  Year 

A.  Passengers 


Nakb  of  Company. 


Frdm  falling 

between  Trains 

and  Platforms. 


(a) 

When 

entering 

Trains. 


From  falliiv  on  to 

the  Platform, 

Ballast*  dbc. 


K.* 


Lt 


ENGLAND  AND  WALES. 

Central  London         

Cheshire  Lines         

City  and  South  London 


Fnmees  ... 

Garstang  and  Knot  End 
Great  Central 
Great  Eastern 
Groat  Northern 


•  •  •  •  •  • 


Groat  Western 


•  •  •  •  •  • 


1 


Lancashire  and  Yorkshire ...  i    8 


Lancashire  and  Yorkshire 
and  London  and  North- 
western Joint. 

Lancashire,  Derbyshire,  and 
East  Coast. 

Liverpool  Overhead 

Liverpool,  St.  Helen  s    and 

South  Lancashire. 
London  and  India  Docks   ... 

London  and  North- Western 

London  and  North-Westem 
and  Cockermouth  Keswick 
and  Penrith  Joint.  | 

London  and  North-Westem  i 
and  Great  Western  Joint. 

London  and  North- Western  ' 
and  Midland  Joint. 

London  and  North-Westem  ! 
and  North  Staffordshire  ' 
Joint.  • 

London  and  South- Western 


London  and  South-Westem  ; 
and  London,  Brighton  and  ' 
South  Coast  Joint.  • 

London,  Brighton,  and  South 
OoasCl 

London,  Tilbury,  and  South- 
end. 

Macclesfield  Joint  Station... 

Maryport  and  Carlisle 
Aieirsey  •■*        •*•        ••• 

Metropolitan... 

Metropolitan  and  Great  West- 
ern Joint. 

Metropolitan  and  Metropoli- 
tan District  Joint. 

Metropolitan  District 

Midland 

Midland  and  Qreat  Northern 
Joint.    - 


(b) 

When 
alighting 

from 
Trains. 

(a) 

When 

entering 

Trains. 

When 

alighting 

from 

Trains. 

K. 

L 

K. 

L 

K. 

L 

B 
7 
2 
4 


6 


4 


■  9  •         I         •  a  • 


...  I     5 


3 
6 


8 


...      • 


2  j     5 


»•  •  •  • 


4 

•  •  •  7 


• • •      1      • ••      j 

I  I 

..     '   ... 


...   , 


>.•      . 


*  Killed. 


1 

I  12 
2 


•  •  •      I      •  • 


1 
1 


6 


3 
13 


•  •   •  ■  a  • 


6 
1 

I 
I 

• ••        I        • •• 

\ 

...  I     4 

...  i   s 

I 

■  «•    *    •« ■ 


From    . 

falling 

off 

Platforms 

and 

being 

struck 

or  run 

over  by 

Trains. 


K.  I    I. 


Whilst  crossing 

the  line  at 

Stations. 


(a) 

(b)       1 

Where 

Where 

there  is 

there  i.s 

either  a 

neither  a 

Subway 

Subway 

or  Foot- 

nor Foot- 

bridge. 

bridge. 
K.  }    I. 

E. 

I. 

By  the 

I   closing 

of 

Carriage 

Doors. 


E. 


3 
1 

10 


1  i  5G 

2  ;  10 

I 

..  I  47 
1  I   13 

O 


144 
1 


148 
1 


1 1 

18  i 

1 

17 

•  •  ■ 

•  ■  ■ 

«  •« 

•  •  • 

•  •• 

2 

•  •« 

5 

... 


3 

2 

14 

31) 


•  •      I      •  •• 


»•      I      •  < 


•  •  •  •  •  • 


I  •  «  •  •  ■ 


•  •  •      I      •  •  • 


2 


.  I 


• • •  i ■• 


p  •  •  «  • 


* ••  • •• 


• ••  •■• 


3  I   ... 


•  • •  • •• 


»•  •  •  • 


1  i 


I  •  •  «  < 


•  •  ■  •  < 


...  1 


2  ! 


•«•  •••  ••• 


■••  •••  •■• 


6 


From    I 

falling 

out  of 

Carriages 

diuing 

the 
running 

of 
Trains. 


By 

other 

Accidents 


TotaL 


• • ■  • •• 


•  •  •  •  I 


'•  I 


•••      .  • 


I .  ... 


o    .     ... 

8       1 


12  I     4 


12 


3 


•  ••  • • • 


•  •*      I      • • I 


•  ••     ! 


...     I 


... 


128       2 


•  «  •  •  ■  • 


i      *     ••• 


X     i     •  •• 


•••  •••         •«• 


•  ••  '  ■ •! 


4     48 


20 


3 


> ..      ••■ 


3  1  ... 


3  !  .. 
38 


5 


..  t  16 


1 
1  '     3 

...      ... 


2 
1 


1 
1  I 

1      SO 


K.      L 


»• 

•  •« 

1 

3 

1 

•  ■• 

3 

1 

.. 

— 

■  «  * 

1 

». 

2 

•  •  • 

12 

». 

m  9  m 

«  •• 

1 

1 

3 

1 

31 

4 

26 

13 

119 

1 

4 

7 

25 

■  • 

22 

10 

98 

r»    34 

...    11 

...  r 

...  1 

...  1 

...  1 

2(1  :348 
...       I 

1  21 
6 
1 

6  1208 

...  L 

'2     31 

2  43 
...       1 

1  2 
...  ,    4 

2  19 

I 

...  O 

I 

...  * 

( 

1  \  21 

«    12?* 

I 

...     i 


Note.— In  the  above  Table  the  p^^nons  killed  and  injured 
t  Injured. 


17 
0F  Trains  or  the  Movement  op  Railway  Vehicles. 


TABLE  No.  5. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of  Railway  Vehicles 

•nding  31st  December,  1901. 

A.  Passengers. 


1 

From  falling 
between  Tram)) 
and  Platforms. 


Najcb  of  Compaxt. 


(a) 

When 
entering 
Trains. 


(b) 

When 

alighting 

from 
Trains. 


From  falling  on  to  i     From 
the  Platform,  falling 

Ballast,  Stc.  off 

j  Platforms 

I      and 

beinff 
stmnk 


Whilst  crossing 

the  Line  at 

Stations. 


(a)       ' 

When 
entering 
Trains. 


When 

alighting 

from 

Trains. 


orrnn 
over  by 
Trains. 


K.«    Lf  I  K. 


K. 


(a) 
Where 
there  is 
either  a 
Subway 
or  Foot- 
bridge. 


(b) 
Where 
there  is 

neither  a 
Subway 

nor  Foot- 
bridge. 


By  the 
dosing 

of 

Carriage 

Doors. 


From 

fallinff 

oat  of 

Carriages 

during 

the 
running 

of 
Trains. 


K. 


By 

other 

Accidents 


Total. 


EXGLAXD  AKD  WaLCS — 

XidUnd  and  Great  Western 

Joint, 
KdUnd  and  Lancashire  and 

Torkihire  Joint. 
Kdl&nd  and  North-Eastem 

Joint 

f«th  and  Brecon     

Ngrm&nton  Joint  Station  ... 
5cnh   and    South- Western  , 

Jvnotion.  i 

Naiilk-Eactem  ! 

5oith-Eastem  and   London  <  ... 

tad.  North- Weetem  Joint.    . 
Korth  London  ...        ...  i  ... 

^ortfa  Staff ordahire i     1 

Xonmgham  Joint  Station...  '  ... 
Oldham,  Ashton-nnder-Ljne 

indGnide  Bridge  Junction. 
Plnnottth,    Devonport    and 

Sontb-Weetem  Junction. 
Rhoadda  and  Swansea  Bay 
RhvDUifiy 

SWfBeld  and  Midland  Joint 
Somenet  and  Dorset  Joint...  ,     1 
SoQthEastem  and  Chatham     ... 
I  in  1  ue       .,.         ...         ...      ,., 

Tbtcenhamand  Forest  Gate 

JoinL 
Toctenhain  and  Hampst^ad 
Joint. 

Witerloo  and  City 

Wttt  London  Ebctension  Joint 

WimU 

Wrexham,   Mold    and  Con- 
nah*  Quay. 


>^» 


...  1  •>.  ... 


...  .  • . 


...  ... 


I..  '  *..  ... 


2   2 
1 


8 


>  •  •     •  •  • 


«  •  •     •  •  • 


3 

•  • 

1 


•••     • • I 


•  •  •  «  «  • 


•  •  •   I   •  •  • 


1 

•  •  • 

19 

•  •• 

•  •• 

2 


>  •  •     •  •  • 


•••     •••     •••  \     ••• 


•  •     •  •« 


12 


4 

•  • 

1 


1 
2 

•  • 

1 


. a •   I   ... 


■  ..      . 


51 

•  •• 

"4  I  ••• 

•  ••  • •• 

• ••  • • • 


•  •• 


•  *• 


■ ••  I  • •« 


« •   •  •  • 


Total,  Ekglaxd  and 
Walbs 


...  I 


li>     70 


•  •  •  •• 


•••      >      •••  •••  ••«      I 


SO  1 

•  •  •  •  •  • 

1  ... 

10 


2 
1 


•*•  •••      <      ••• 


S      (>8 


SCOTLAND. 

C^Wonim 

I^tunbarton     and     Balloch 

Joint. 
GUaiow  and  Pkusley  Joint... 
^^ttgow  and  Sonth-Weatem 
^)m|ow,     Barrhead,      and 

^^umamook  Joint. 
^Nrow  District  Subway  ... 
Sreit  North  of  Scothmd    ... 
Hkhlind 
>orth  British  


2 


;> 


Uo  ,11    700 


1   I   12 


11 


*•• 

■  *• 

... 

•  «• 

•  •• 

2 

•  *• 

•  •• 

•  •  • 

1 

•  •• 

... 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •« 

•  «• 

•  •• 

•  •• 

•  •  • 

•  •■ 

... 

•  •« 

•  •• 

•  •  • 

•  •  • 

•  •  • 

«  •  • 

•  •  • 

•  •  • 

•  • 

«  •  • 

•  •• 

«  •• 

•  •• 

... 

•  •• 

•  •  • 

•  •  • 

•  •« 

«  • 

... 

•  •  • 

•  •  • 

•  «  • 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

■  •  • 

•  •  • 

•  •• 

•  •  • 

... 

8 

8 

6 

1 

... 
.•• 
... 


2 


•  •  • 

•  •• 

•  •• 


•  •• 

•  •  • 


•  •  • 


48 


12 


2 


1 
1 
1 


1 

•  • 

1 


11 


4  I  ...  !325 


... 

•  •• 

.*• 

•  «« 

.  .  . 

«  •• 

.  .  . 

•  •• 

.  .. 

•  •  • 

... 

•  «• 

1 

6 

•  •• 

•  •• 

•  •■ 

1 

•  •* 

•  •• 

• ••       I       • •• 


•  • •  ••  • 


2  : 


•  «  •  •  •  • 


•  • «  • •• 


•  •  •  •  •  • 


• ••  • • • 


1 


17 


14 


2 

•  • 

5 


..  i  . 


1.')  .  46     21    215 


...  •     1 


t     1 

..  I     5 

5    136 

1 


1    108 

1      ... 

1 

..  •    4 


3 
1 
4 


1 
1 
3 

•  •  • 

46 
I 
4 

14 

13 
4 
I 
1        1 


I 
104  i  1,543 


•  •  • 

... 

•  •• 

1 
.  .. 

■  •• 

1 

•  •  • 

•  •• 

•  •• 

•  •  • 

•  •  • 

•  •• 

•  •  • 

... 

1 

5 

•  •  •  •  I 


2 

1 


•  •  •  •  •  • 


•  •  •  VI 


*  •  •  •  • 


I  •  •  • 


»•  •••  •••      I 


2 


1 
3 


•  •  •  •  •  I 


•••  •••  •••  •••  ••• 


H 

•  •  • 

*  •  • 

•  •  • 

•  • 

2 

I 

•  •• 

•  •  • 

•  •  • 

«  •  • 

•  •  • 

•  •  • 

•  •• 

•  •  • 

•  •• 

« 

• 

•  •  • 

•  •• 

•  •  •  •  •  • 


Total,  Scotlakd     ....    3  .    9 


IRELAND. 
5«li«rt  aod  County  Down... 
Beltttt  and  Northern  Coun- 

tiei. 

^nn  and  Leitrim 

ImhUo,  Wioklow  and  Wex- 
foid. 

^mfcKortham        

^reit  8oii(hem  and  Western 
lidlaDd  Onat  Western     — 


2 


1     27       4       1 


1:1 


•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •  • 

•  •  • 

•  •  • 

•  •• 

•  •  • 

•  •  • 

14 


6  ',  ... 
3        1 


•••  ••• 


•«ft  ■••      I      ••• 


••«      1      •• • 

5  >     1 


2 
2 
3 


... 

... 


31        6      12        1      11» 


5 

9 

1 

4 
•  •  •   ' 

1 

•  •• 

3 

2 

1 

1 

•  •  • 

...  1 

•  •• 

1 

1 

•  •• 

7 

5 

11» 

18 

10 
9 


1 

4 

4 

32 


Total,  laELAio) 


TwAL,u»iTBDKnfOD0M...  j  22  '  79  «  18  '  76  !  .. 

I-  '  ---^J — 


1 
1 

•  •  • 

•  •  • 

•  •• 

•  m  • 

•  •• 

... 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •  * 

•  •  • 

•  •  • 

•  •• 

1 
1 

.. 

... 

•  •  • 

1 

... 

1  > 

•  •« 

•  •• 

•  •  • 

•  •  • 

•  •  • 

•  •• 

•  •• 

•  •  • 

•  •  • 

•  • 

2 

... 

•  •  • 

•  • 

•  •  • 

1 

•  •  • 

•  •• 

... 

•  •• 

•  •• 

•  «• 

•  •  • 

•  •• 

•  •• 

•  •« 

1 

•  •  • 

1 

•  •  • 

... 

•  •• 

( 

•  •  • 

•  •  • 

... 

1 
•  •• 

t 

1 

... 

1 

•  •• 

•  •  • 

... 

•  •  • 

«  •  • 

•  •■ 

3 

•  •  • 

... 

1 

•  •  • 

•  •  • 

1 

•  •  • 

2 

... 

••• 

•  •  • 

•  •« 

•  •  • 

1 

3 

1 

•  •• 

6 

3 

•  •• 

•  •  • 

* 

•  •• 

•  •• 

... 

1  ' 

J 

•  •• 

... 

•  •  • 

«  a  • 

•  •  • 

•  •  « 

•  •• 

1 

1 
2 

6 

•  •• 

3 

•  •  • 

1 

5 
2 

•  •• 

•  •• 

•  •• 

3 

•  •• 

•  •  • 

••• 

...  1 

•  •• 

... 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

1 

•  •• 

•  •• 

1 

2 

1 
2  ' 

S 

•  •  • 

•  •• 

•  •  • 

•  •* 

2 

2 

3 

IS 

IS 

^_^_ 

^^  _ 

^  ^- 

. 

_^^__ 

102 


14  735  18 

I   I 


7  i  12 


...  356, 23 1 64 1 24  '237ll36 11,669 


•"  Vtcnd  »tr«iii»t  the  Compui/  on  whose  Une  the  ininry  ww  received. 

'Killed. 

Ul«t 


t  Injnred. 


18 
Number  of  Persons  Killed  or  Injured  bt  the  Running 


TABLE  No.  ^---conUnued. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the  several 
'  daring  the  Year 

B.  Servants  of  Companies  and  Contractors. 


Namb  of  OOMPAKT, 


Bt  acgidbmts  ogoubbino  dubino  Shumtino  Opbbations. 


1. 


Whilst 
ooapling 

or  un- 
oonpUn? 
Vehloles. 


2. 
By 
coming  in 
contaot 
whilst 
riding  on 
Vehicles 
with 
other 
Vehicles, 
Ac.,  stand- 
ing on 
adjacent 
Unes. 


8. 


Whilst 
passing 

over, 
under,  or 
standing 

npon, 
Bnffers. 


When 

getting 

on  or  off, 

or  falling 

off. 

Engines, 

Waggons, 

AC. 


Whilst 

braking, 

spragging, 

or 

chocking 

Wheels. 


0. 


Whilst 
attending 
to  Ground 

Points. 


K.» 


Lt 


K. 


K. 


K. 


Whilst 
moving 
Vehicles 

Oapstans, 
Turn- 
tables, 
Props, 
Levers, 
Ac. 


8. 


By 

other 

Accidents 

not 
included 
in  the 
preced- 
ing. 


9. 


fall^ 

off  Trams, 

Engines, 

Acn  in 
Motion. 


10. 


When 

getting 

on  or  off 

Engines, 

Vans,  Ac 

during 

the 

running 

of  Trains, 


K.  I    I. 

I 


ENGLAND  AND  WALES. 
Alexandra  (Newport)  Dook  ... 

iJatrjr        .*•  •••  .*•  ••• 

Brecon  and  Merthyr 

Cambrian 


••«  ••• 


^^wvXvLl^A        •••  ••«  •••  •••  ••• 

Central  London 

Cheshire  Lines 

City  and  Sonth  London         

v/orjri0      «••  •••  •••  «••  ••• 

East  and  West  Junction        

East  London  Joint      

Pestlniog  ...        ... 

K  U&uOoS  ...  ...  ...  ...  ... 

<}reat  Central 

"Great  Eastern  ... 

Great  Northern  

Great  Northern  and  Great  Eastern 

Joint. 
Great  Western  ••• 

Hull|    Bamsiey,  and    West   Riding 

Junction. 
Isle  of  Wight *    

Isle  of  Wight  Central 

Lanc%phire  and  Yorkshire    

Lancashire  and  Yorkshire  and  Lon- 
don and  North- Western  Joint. 

Lancashire,  Derbyshire  and  East 
Coaet. 

Liverpool  Overhead     ... 

Liverpool,    St.    Helens    and    South 

Lancashire. 
London  and  India  Docks       

Loudon  and  North- Western  ... 

London    and     North-Westem     and 

Great  Western  Joint. 
London     and     Xorth-Westem     and 

Midland  Joint. 
London     and    North-Western    and 

North  Staffordshire  Joint. 
London  and  Sout-h- Western 


1 
1 


1 
1 


•  ••  *  I 


« ••     J     • •• 


...     t 


() 


•  • «     1     • •• 


13  ,  ...  1 

1 

27  ...  2 

4(>  1  ...  2 


2  '  51 


2 


•  •  •  •  •  • 


1 

41 

2 

1 


t 


114 

h      *      •••      j      ••• 
«••  •••      I      ••• 


*>3 


KUled. 


•  •  • 


...       1 

•  ■  ■     I     •  • « 

...  I    I 


>  •  •  •  • 


I ••     I     •  I 


•  •  •  •  * 


» •  •  «  • 


1 


2 

10 

5 

12 


•  •  •  * 


24 


•  •  •  • 


29 
1 
2 

1 


2 


1 
i 


■•      \      • •• 


17 


16 


.      27 


29 


31 
1 
2 


87 


17 


•  •  •  •  •  • 

«  I 

•  •  •  •  •  • 


I  •  •  •  I 


8 


I   -  I      •    ' 


11 


■  •  •  < 


24 


'  •  • *•      I      « •« 


I 


••   I 


•  •      I      «  •  • 


..  1     2 


1 
I 


t 
1 
2 

7 

2  I  37 


2 

13 

2  !  30 

o     21 


• «  •      I      •  • « 


2      31        9      68 


•  •  •  •  • 


1      38  ,     3      31 


11 


I  ;    .. 


..    130 
..  '     4 

t 
•  •      4         a  •  •  • 


>  •  •  •  • 


1  i     1   ,  14 


1 
1 


135 
4 


21 


t  Injured. 


3 
3 
2 


6 


•  •  «      I     •  * 


*      I     ••• 


...       1 


>•  •     J     • • 


t 


2 

a 

9 
16 


..      t      *** 


...  I  23 


0 


•  •  • 

•    • 

... 

« 

•  •  • 

•  •• 

12 

«  •• 

•  •  • 

•  •• 

2 

40 


Id 


OF  Trains  ob  thb  Movement  or  Railway  Ybhiolbs. 


TABLE  No.  b— continued. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of  Railway  VEHiCLBft 
ending  3lBt  December  1901 — continued. 

B.  Servants  of  Companies  and  Contraotors. 


11. 

12. 

13. 

14. 

1 

IS. 

16. 

17. 

18. 

19. 

1 
t 

'        By 

'  coming  in 
.    contact 
with  Over- 
:  bridsesor 

Whilst 
attending 

to  the 
Machinery, 

Jbc.,  of 

Engines  in 

Motion. 

Whilst 
working  on 

the 
Permanent 

Way, 
Sidings,  Ac. 

1 

Whilst 
attending 
to  Gates 
1    at  Level 
'  OroesingH. 

1 

Whilst  walking, 

crossing,  or  standing 

on  the  Line  on  Dnty. 

From 

being 

oaught 

between 

Vehicles. 

From 

faUing 

or  being 

oaught 

between 

Trains  and 

Platforms, 

Walls,  Ac. 

Whilst 

walking, 

Ac  along 

the  Line 

toorfjrom 

Work. 

MisodUaneons 

Toi 

rAL. 

<  Erections 

on  the 
,    Sides  of 
■  the  Line. 

(0.) 

At 
Stations. 

(ft.) 

At  other 
Parts  of 
the  Line. 

K.«      Lt 

1 

K. 

L 

K. 

L 

K. 

I. 

"^ 

L 

1 

Ka         1           L 

I 

Ka 

L 

K.    J    L 

K. 

L 

E. 

I 

K 

L 

■  •• 

•  •« 

••. 

•  •  ■ 

•  .• 

•  •• 

... 

«  «■ 

... 

«  •• 

«  •• 

• 

•  ■  • 

•  •  • 

.  •• 

•  .  • 

•  •■ 

1 

.•• 

1 

4 

•  *• 

•  •• 

1 

1 

1 

•  •« 

... 

•  •• 

2 

... 

•  •• 

•  •  • 

•  •  • 

•  «  . 

1 

*■• 

•  •• 

... 

3 

19 

•  *• 

•  ■• 

•  •• 

■  •* 

•  •• 

•  • 

... 

•  •• 

1 

1 

1 

•  •• 

«  •• 

•  •  • 

1 

... 

•  •• 

... 

1 

5 

•  •• 

•  «• 

•  •• 

•  •• 

•  •  • 

•  •• 

a  .. 

•  •• 

•  •• 

*•• 

•  •• 

•  •  • 

•  •  • 

.  •• 

1 

«•• 

1 

2 

1 

9 

•  •• 

•  •• 

•  •• 

1 

1 

•  M 

... 

1 

•  «• 

•  •■ 

*•• 

•  •■ 

... 

•  •  « 

*•• 

•  .  • 

»•■ 

... 

5 

3 

1 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •« 

... 

... 

1 

•  •  • 

•  •• 

*•* 

1 

•  •• 

... 

•  •  . 

•  •• 

1 

... 

5 

1    ... 

■  •• 

•  •« 

1 

1 

... 

... 

2 

«  •• 

1 

8 

1 

2 

.  •• 

■ 

2 

•  •• 

3 

7 

16 

•  •• 

«  «• 

••• 

•  •* 

•  •• 

•  «  • 

... 

•  •• 

•  •■ 

•  «  • 

•  •• 

«  ■  • 

•  •  • 

1 

... 

•  •• 

•  •• 

1 

1 

4 

I 
1 

•  «• 

««  • 

•  •  • 

•  •• 

•  •• 

a  a  a 

•  «• 

■  •  « 

•  •• 

«  ■  - 

•  •• 

•  •  • 

•  a. 

•  •• 

•  *• 

.  •■ 

•  •• 

1 

1    ... 

•  •  • 

•  *• 

•  •« 

1 
1 

•  •• 

■  •• 

•  •  • 

•  •  • 

•  •• 

•  •• 

•  •  . 

.  *• 

•  •• 

•  ■• 

■  •  * 

2 

•  •• 

•  •• 

•  «• 

•  •• 

1 

•  a.                  .a. 

•  •• 

1 

•  •• 

•  ■• 

•  •• 

•  •• 

•  •  . 

*»m 

•  •• 

«  *« 

2 

• 

« «• 

•  •  • 

•  •• 

•  •• 

•  •  • 

a  a.       '            •«• 

1 

«  •« 

•  •• 

•  •• 

«•• 

•  •■ 

■  t  • 

•  •  « 

•  •• 

•  .  • 

1 

•  .  • 

•  •• 

^         1 

*«• 

•  •• 

•  ■• 

•  •• 

•  •  • 

1 
...                  a«. 

•  •■ 

•  •• 

■  •■ 

•  •• 

•  •  • 

•  •  • 

•  •• 

*  ■  • 

... 

... 

1 

17 

1 

•  •• 

6 

4 

I 

a  •  a                    .  •  « 

4 

3 

1 

1 

■  •  • 

•  •• 

1 

*  •• 

•  •• 

2 

... 

7 

14 

96 

•  ■« 

1 

•  •• 

24 

4 

12 

1 
..a                  ... 

7 

10 

2 

1 

I 

2 

*  a. 

4 

2 

1 

2 

27 

23 

219 

•  •• 

3 

•  •• 

5 

2 

3 

a  aa                    ... 

11 

24 

2 

3 

«  •• 

12 

•  t. 

5 

1 
2           2 

2 

23 

25 

234 

■  •  > 

•  ■• 

•  ■• 

•  ■• 

•■• 

•  •  • 

...                   ... 

•  •« 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

.  *• 

i 

■ •«    I       • •• 

•  •• 

... 

1 

•  ■• 

•  •• 

4 

•  •• 

38 

6 

6 

1                   .a. 

10 

15 

5 

5 

2 

8 

1 

6 

4  ;        2 

1 

26 

48 

350 

•  •• 

•  •• 

•  •  • 

3 

•  •• 

•  «• 

• ••                    a. a 

2 

•  •  • 

■  •  • 

••• 

•  •  • 

•  •  • 

•  *• 

•  •• 

1 

•  •  * 

2 

•  •• 

5 

7 

•  •« 

•  •« 

•  • 

«•• 

««• 

•  •  • 

•  aa                    a  a. 

! 

■  ■« 

1 

•  •« 

■  •  • 

•  •  • 

•  •• 

... 

•  *• 

... 

•  .• 

... 

•  •• 

•  •• 

2 

•  ■• 

•  •• 

•  •  ■ 

••• 

•  •• 

•  •• 

1 
...   ,      ... 
1 

■  «• 

.  a. 

•  •« 

•  •• 

•  «• 

... 

•  •  • 

•  *• 

... 

•  •« 

. .. 

*  •  • 

•  •• 

1 

•  •• 

1 

■  •• 

26 

10 

15 

I 

• ••                  • •• 

7 

35 

1 

3 

•  •  ■ 

6 

■  .« 

3 

1 

6 

2 

36 

31 

289 

1 

•  •• 

••• 

1 

•  •• 

1 
•  •  •                  • •• 

•  a. 

2 

•  •• 

•  ■• 

1  i       2 

1 

a  .  • 

•  •• 

... 

•  •• 

.  •• 

•  .• 

2 

22 

•••       «•• 

•  •• 

.a. 

•  •• 

•  •• 

1 

1 

1 
1 

.a. 

1 

•  •  • 

•  •• 

1 

1 

•  ■« 

*  •« 

... 

«•# 

•  •■ 

1 

«•  • 

11 

• .. 

•  •9 

•  •• 

1 

•  •  • 

«  •  « 

•  •  * 

... 

... 

•  •• 

•  •• 

•  •• 

•  *• 

•  •• 

•  •  • 

•  •• 

•  .. 

•  •« 

■  •• 

•  •• 

•  •• 

1 

1 

•  •• 

•   •• 

•  ■• 

•  •  • 

•  «  • 

... 

... 

•  •• 

•  •« 

•  «• 

•  ■• 

•  •. 

•  •  • 

•  •• 

1 

•  •• 

•  «• 

♦•• 

1 

1 

■••       ••• 

•  •• 

*•« 

•  •• 

•  •« 

•••                  ••• 

... 

•  «• 

•  •• 

1 

«  •• 

•  •« 

•  •  • 

•  « 

•  •• 

•  •• 

•  •• 

«•• 

•  a  • 

1 

1,      7 

1 

*•  ■ 

102 

7 

11 

•  •• 

11 

29 

8 

6 

1 

15 

•  •• 

8 

5 

7 

5 

75 

46 

829 

•  •>             •■• 

•  •• 

•  •• 

1 

2 

•  •• 

a.. 

2 

3 

... 

•  •  « 

2 

•  •« 

«  •  ■ 

•  •« 

•  •  • 

1 

3 

5 

25 

1 
•  •              •«■ 

•  •• 

•  •« 

•  «• 

•  •• 

•  •« 

a*. 

•  •* 

•  •  • 

aa  a 

•  •  • 

•  •• 

•  . 

•  ■• 

•  •  • 

•  .  . 

•  •• 

1 

•  •• 

5 

1 

•  •• 

•  «« 

•  •  • 

•  •• 

•  •• 

... 

•  •  • 

«  •  • 

a*. 

•  •• 

•  a  « 

*  •  • 

■  •• 

•  •  . 

.  •  • 

a  •  • 

1 

■  *• 

4 

4 

1 

•  •• 

9 

5 

6 

«  «• 

3 

12 

1 

4 

i 

1 

5 

... 

5 

2 

... 

I 

20 

20 

159 

11366 


Killed. 


t  Injured. 


C  2 


20 


Number  op  Persons  Killed  or  Injured  by  the  Running 


TABLE  No.  5— continued. 


Number  of  Persons  reported  to  the  Board  op  Trade  as  having  been  Killed  or  Injured  upon  the  several 

daring  the  Year 

B.  Servants  of  Companies  and  Contractors — continued. 


Name  op  Company. 


By  accidents  occurring  during  Shunting  Operations. 


1. 


Whilst 
coupling 

or  un- 
coapling 
Vehicles. 


2. 
By 
coming  m 
contact 
whilst 
riding  on 
Vehicle* 
with 
other 
Vehicles, 
&c.,  stand- 
ing on 
adjacent 
Lines. 


3. 


Whilst 
pacing 

over, 
under,  or 
standing 

upon 
Buffers. 


When 

getting 

on  or  off, 

or  falling 

off. 

Engines, 

Waggons, 

Ac. 


5. 


Whilst 

braking, 

spragging, 

or 

chocking 

Wheels. 


6.  7. 

Whilst 
moving 
Vehicles 
Whilst   i        by 
attending.  Capstans, 
to  Ground     Turn- 


Points. 


tables, 
Props, 
Levers, 


8. 


By 

other 
Accidents 

not 
included 
in  the 
preced- 
ing. 


9. 


By 

fallmg 

off  Trains, 

£ngine«, 

dc,  in 
Motion. 


10. 


When 

gettdng 

on  or  off 

Engines, 

Vans,  Ac, 

during 

the 
running 
ofTrsinct. 


K.'     Lf 


England  and  Wales— ro»t^. 

London  and  South  Western  and  Lon- 
don, Brighton,  and  South  Coast 
Joint. 

London,  Brighton,  and  South  Coast 

London,  Tilbury,  and  Southend 

Manchester,    South    Junction,    and 

Altrincham. 
Maryport  and  Carlisle 

JUCZOey         •••  ,,•  ,,«  a.,  .a, 

Mersey  and  Wirral  Joint       

Metropolitan 

Metropolitan  and  Metropolitan  Dis- 
trict Joint. 
Metropolitan  District 

Midland... 

Midland  and  Great  Northern  Joint 

Midland  and  Great  Western  Joint  ... 

Midland  and  Lancashire  and  York- 
shire Joint. 
Midland  and  South- Western  Junction 

Neath  and  Brecon       

Normanton  Joint  Station      


North-Eastern  ... 


•  ••        ..« 


Korth-Eastem     and     London 

North- Western  Joint. 
North  London  ... 


and 


• ••  • •• 


North  Staffordshire    

North  Wales  Narrow  Gauge  ... 

Otley  and  Ilkley  Joint 

Port  Talbot       


•••        ... 


Rhymney 
Severn  and  Wye  Joint 
Sheffield  and  Midland  Joint  ... 
Somerset  and  Dorset  Joint  ... 
South-Eastem  and  Chatham... 
Stalybridge  Joint  Station  ... 
Swinton  and  Knottingleyi  Joint 
Taff  Yale  


K. 


14 

1 
1 


•  •  •  • « 


>  ••  •  i 


47 
3 
2 


►  •  •      .      •  •  • 

i 

1  ! 

39  ' 

..        2 

i 

..   i     5 
1   '     1 


•  ••  t  •   4 


•   ••  «   •• 


i  •  •  I  •   •  •  "9 


'      9 

1   '.  18 


...  ) 


•••  • •• 


8 


K. 


1 

•  •  • 

2 

Killed. 


»  •        L        «  •  • 


•  ••• 


•  ••• 


• ••        I        • •« 


•  •  •• 


»•  •  < 


•  ••  •  a 


>  •*  •  a 


»  •  •  •  « 


... 

1 

■.•  ••. 


.  ... 


K. 


I.       K.       L 


I 


»•  •  •• 


35 


K. 


•  •  •  •  I 


U      I      ••« 


>  ••  m  * 


•  ••  •  I 


O 


»•         I         • • « 


51 
1 
1 


I      •••      I 


•      I      •  •  • 


•  ••  •  I 


>  •       I       m  * 


27      ... 


•••      I      •••  ••• 


I  •  •  •  < 


4      ... 


...  I  ...      ... 


...  I  ... 


...  I  ...  ( 


...  i  ...      ...  I 


1 
1 
3 
27 
1 

•  •  •  •  < 


•»  ( 


» •  •  •  fl 


»  •  •  •  4 


1 

1- 

... 

... 

1 

1 
5 

... 

2 

«  •• 

... 

1 

•  •• 

... 

•  •• 

8 

... 

10 

L   !   K.  I    L 


»•  ••• 


•••  • •• 

•••  • •• 


»•  ••• 


•  ••• 


13 


K  •  •  •  • 


20 


I         i 


» .      .  I 


<         I 


—  1 


K.       I.      K.  f    L    I   K-  ,    L 


»•  ••• 


•••      I      • •• 


14  '     1 


•  •«  •  fl 


I         I 


13 


44 


'     2 


65 

9 


I  I 


24 


•  ••  • 


»•  I  •  4 


... 

•  •• 

5 

•  •• 

1 

•  •  • 

•  •  • 

•  •• 

•  •  • 

•  ••• 


•  •  •  • •• 


•  «  •       1       •  t 


I     5 

! 

i  - 


1 

46 

1 

2 


•  •  •  •  I 


5 


9 


t  Ininred. 


•         ••• 


...  , 


0     ' 


64 

1 


1  • 


1  I  ... 


39 
1 


»•     1     ••• 


t • •  • ••     *     • •• 


t  •  m       2        *  * 


1 
5 
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OF  Trains  or  the  Movement  op  Railway  Vehicles. 


TABLE  No.  5— continued. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of  Railway  Vehicubj^ 
ending  31st  December  1901 — continued. 

B,  Servants  of  Companies  and  Contractors— con^mwcd. 


11. 

13. 

13. 

14. 

15. 

16. 

17. 

18. 

19. 

By 

coming  in 

contact 

with  Over- 

Inidgesor 

Erections 

on  the 

Sides  of 

the  Line. 

1 

Whilst 
attending 

to  the 
Machinery, 

^.,of 

Engines  in 

Motion. 

Whilrt 
working  on 

the 
Permanentr- 

Way. 
Sidings,  <Jbc. 

Whilst 

attending 

to  Gates 

at  Level 

Crossings. 

Whilst  walking, 

croMing,  or  standing 

on  the  Line  on  Daty. 

From 

hetng 

canght 

between 

Vehicles. 

1 

4 

From 

falling             Whilst 
or  being         walking, 
canght          Ac.,  along 
between         the  Line 
Trains  and      to  or  from 
Platforms,         Work. 
Walls,  «Jfcc. 

Miscellaneous. 

TOI 

rAL. 

(a.) 

At 
Stations. 

(&.) 

At  other 

Parts  of 

the  Line. 

K.« 

Lt 

1 
K.         L 

K. 

I 

K. 

L 

K. 

L 

K. 

L 

K. 

I. 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

1 

1 

1 
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Number  of  Pebsons  Killed  or  Injured  by  the  Running 


TABLE  No.  b^contimied. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the  several 

daring  the  Year 

B.  Servants  of  Companies  and  Contractors— t^on^mu^. 
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coupling 
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oonpling 
Vehicles. 
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ridingpn 
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Vehicles, 
ftc.,  stand- 
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adjacent 
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OF  Trains  or  the  Moybmbnt  of  Railway  Vbhiclbs. 


TABLE  No.  b-'Cmtintied. 


Railways  in  the  XTnitbd  Kingdom  from  the  Running  of  Trains  or  the  Movbmbnt  of  Railway  Vbhiclbs 

ending  «Hlst  December  1901 — continued. 

B.  Servants  of  Companibs  and  Contractors— {^on^mtied. 
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3  !     19         2        10  -       6 

1 

3 

9 

101 

411 

•  ■  •  •  •  • 


>  •  ■       '  ■  •  • 


1 


'••    I 


...  I 


2 


2 


2 


1 


<; 


... 


'•  I 


I    •••  I 


3 


I.   I 


..   I 


...     t 


•  •  •      I  •  •  • 


I  •  ■•  I  • ■  • 


1 
1 
2 


2 

15 
1 
1 


•')  I 


1 
1 


16 


2 

14 
16 

1 
12 

1 


66 


9 


66 


362 


95 


117 


114 


340 


50 


61 


20 


109 


64 


44 


35 


41 


393 


503 


4,087 


Killed. 


t  Injured. 
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l^UMBER  OP  PBRSOSTS    KILLED  OR  INJURED  BY  THE  RUNNING  OF  TRAINS  OR  THE  MOVEMENT   OF 

Railway  Vehicles. 


TABLE  No.  b—continued. 


NraiBER  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the 
beveral  RAILWAYS  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of 
Railway  Vehiclm  during  the  Year  ending  Slst  December  1901— continti&d. 

C.  Other  Persons. 


Namb  of  Ooaipany. 


Level  Cbossings. 


ENGLAND  AND  WALES. 

O^tTj  ,aa  •••  ••• 

Cambrian     

Cardiff         

Central  London      

Cheshire  Line^       

City  and  South  London    ... 

East  and  West  Yorkshire 

Union. 
Bast  London  Joint 

Fdstiniojf      

Farness 


•  •  •  ■  ■  I 


^-^«-        ""^n^- 


K." 


1 
4 


2 


Great  Central         

Great  Eastern         

Great  Northern      

Great  Northern  and  Great 

Eastern  Joint. 
Great  Northern  and  London 

and  North-Western  Joint. 
Great  Western        

Great  Western  and  London 

.  and  South-Westem  Joint 

Isle  of  Wight         


Lancashire  and  Yorkshire...  ,      1 

Lancashire  and  Yorkshire 
and  London  and  North- 
Western  Joint. 

Lancashire,  Derbyshire,  and 
East  Coast. 

Llanelly  and  Myny  dd  Ma  wr 

London  and  India  Docks 

London  and  North-Western         1 


London  and  Xorth- Western 

and  Furne^s  Joint. 
London  and  North-Western 

and  Great  Western  Joint. 
London  and  North-Western 

and  North  Staffordshire 

Joint. 
London  and  South- Western 

London  and  South- Western 
and  London,  Brighton, 
and  South  Coast  Joint. 

London,  lirighton,  and 
Sonth  Coast. 

London,  Tilbury,  and 
Southend. 

Manchester  Ship  Canal    ... 

Maryport  and  CarliHle 

Metropolitan  

Metropolitan  and  Great 
Western  Joint. 


Foot. 


Total. 


I.t 


K. 


1 
1 


3 


K; 


I.    ;   K. 


I. 


Tres- 
paasers. 


K. 


I. 


Suicides 

and 

attempted 

Suiciaee. 


Persons  on 

Business 

at  Stations 

and 

Sidings. 


K. 


I.       K. 


I. 


Misoel- 
laneouB. 


K. 


•  •  ■  •  • 


>  •  ■     I         ■  •  I 


I  •  •  •  I 


•••     I         ••« 


1       ... 


••  I    .  .1 


..  I 


2    : 


2 

•  •• 

•  •• 

•  •  • 

■  •■ 

•  •• 

•  •• 

1 

...  1 

•  ■• 

1 

6 
3 
1 


3 


» •  *      I  •  I 


1 
2 
1 


2 


■  ■  •  ■  •  • 


3         3 


•  •  •      I  •  •  • 


•■•  • •• 


8 
10 


SO 


2 


23 


10 


1 


...        ••• 


21  !     12 


1  .     ... 


7  ' 


8 

3  ! 


2 

1 


3  ' 
1 
1 
1 


13 


6 


25 


8 
2 


10 


6 
1 


1 
2 


...  I 


1 
8 
9 
7 


8 


2 
2 


14 

... 
1 
1 

18 


..        ... 


GlLAKD 
TOTAJL. 


K. 


•  •• 

•  *• 

•  •• 

•  •• 

•  «  ■ 

•  •* 

•  •  • 

•  •  * 

•  •• 

1 

•  •  • 

•  ■  • 

»  •• 

«  ■  • 

1 

•  ■• 

•  •• 

•  ■  • 

•  •• 

•  •  ■ 

1 

1 

2 

2 

•  •• 

1 

•  •« 

■  •  ■ 

•  •  • 

•  •  • 

1 

5 

•  •• 

•  •  ■ 

•  ■  • 

•  •  • 

4 

•  •• 

■  ■• 

•  ■  • 

•  •■ 

1 

1 

•  •• 

•  •• 

1 

•  •• 

•  •* 

•  •• 

2 

2 

•  •• 

•  •■ 

1 

■  •• 

1 

■  ■  • 

■  •  ■ 

•  •• 

•  •■ 

•  •• 

•  ■• 

1 

•  •■ 

•  •• 

1 

5 


1 
1 


12 

30 

16 

1 


65 


1 

26 

4 


38 


20 


2 


I. 


I 

2- 
2 


3 
1 
I 


17 

13. 


1 

38 
1 


9 
3 


32 


23 


16 

7 

6 

2- 

•  •• 

I 

•  •• 

1 

3 

2 

1 

•  •• 

•  KiUed. 


t  Injured. 
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Number  of  Persons  Killbd  or  Injured  by  the  Running  of  Trains  or  the  Movement  of 

Railway  Vehicles. 


TABLE  No.  b-^^xmiinued. 


NuKBBB  of  Persons  reported  to  the  Board  of  Trade  as  haying  been  Killed  or  Injured  upon  the 
several  Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of 
Railway  Vehicles  during  the  Year  ending  31st  December  1901— contintied. 

C.  Other  Vebso^b— continued. 


Level  Cbossinos. 

• 

Tree- 

1 

Snicides 
and 

Persons  on 
BusinesB 

•mr* . 

1 

/^«« 

at  Sidings 

and 
Stations. 

Miscei* 

G-B.».2io 

XiMB  OF  Company. 

PubHo. 

Ooonpa- 
tion. 

Foot. 

Total. 

passers. 

attempted 
Snioides. 

laneoua. 

Total. 

K.* 

i.t 

K. 

I. 

K. 

I. 

K. 

L 

K. 

I. 

K. 

I. 

K. 

I. 

K. 

I. 

K. 

L 

ESGLAXD  AKD  WALES — cant. 

1 

! 

lebopolitan    and    Metro- 

•  •• 

•  •• 

•  •• 

•  •■ 

... 

•  •• 

•  «• 

*  •• 

•  •  • 

•  •■ 

1 

2 

! 

•  ••        1             •  •• 

•  •• 

•  •• 

1 

s 

potitui  District  Joint. 

Metropolitan  District 

•  •• 

•  «• 

•  •  * 

•  •• 

... 

•  •• 

•  •  • 

•  •  • 

•  •  * 

•  ■■ 

1 

•  .  •                      •  •• 

a  •• 

•  a  • 

2 

1 

lidliod      

•  •• 

1 

•  «  » 

•  •• 

... 

1 

« •  • 

2 

20 

14 

17 

...  1 

1         7 

•  •  • 

1 

38 

24 

licDftad  and  Great  Northern 

•  ■• 

•  •• 

1 

1 

1 

•  •• 

2 

1 

1 

•  •  • 

•  •• 

•  •• 

1 

•  «« 

•  •• 

3 

3 

Joint 

M^land  and  Sonth- Western 

*  •• 

•  •• 

1 

*  •■ 

m  •• 

•  •• 

1 

•  •• 

1 

«•• 

•  •• 

•  •• 

•  •• 

•  «• 

2 

S 

Jtmcdon. 

■ 

1 

1 

- 

leath  and  Brecon 

•  •• 

■  •  • 

•  ••     * 

•  •• 

•  *• 

•  •• 

•  •■ 

.  .  • 

1 

*  *• 

•  •  • 

•  •  a 

1 
• ••                    ••« 

•  •• 

a  aa 

1 

•  •• 

lorthEaitem        

3 

4 

3 

2 

3 

I 

9 

7 

33 

8 

7 

... 

.  ••                        0 

•  •• 

2 

49 

35 

!(oith  London 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •■ 

•  •  • 

.  •  . 

.  •• 

•  •  • 

2 

.      1 

.  •  • 

.•  •                    • •• 

a* 

•  a* 

1 

2 

Sorth  Stiftordshire 

•  •• 

•  •• 

•  •• 

1 

-   •  •• 

•  «  • 

•  *• 

1 

2 

5 

3 

*  •• 

•••                    ••■ 

•  •• 

a  •• 

5 

6 

FbnTalbot ...        ... 

•  •• 

•  •• 

•  •• 

1 

•  •• 

•  •  • 

•  •  • 

1 

•  •  • 

•  •• 

•  •  • 

•  •  • 

•  •  •                   • •• 

.  ■• 

•  •  a 

a  a« 

1 

•  •• 

•  ■  • 

1 

...  1 

1 

•  •• 

■  •  • 

•  •• 

1 

1 

.  .  • 

•  •• 

1 

•• ■                    •■• 

•  a  • 

a  a  • 

1 

3 

U71&Q67    ...        ...        ••• 

...  ' 

•  •  • 

•  •• 

•  •« 

•  •  • 

•  •  • 

•  •■ 

•  ■• 

1 

4 

•  •• 

•  •  • 

1 

•  •• 

•  a  • 

1 

4 

R^mnej  and  Great  West- 

*  •• 

•  •  * 

... 

•  ■• 

•  •« 

•  •• 

•  •• 

*  •  • 

•  •  • 

1 

•  •• 

•  •  ■ 

•  ••                    • •• 

•  m  • 

•  •• 

a  •• 

1 

era  Joint. 

Serarn  and  Wje  Joint 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

.  •  • 

1 

•  •• 

.  .  • 

••• 

•  ••                    •  • • 

•  •• 

a  •• 

1 

•  •• 

SbeiBeld     and       Midland 

•  •  • 

■  •  • 

•  •  • 

•  •« 

•  •• 

«  •  • 

•  •• 

•  .. 

•  •  • 

•  •• 

1 

1 

■  •  •       )             .  •  • 

•  •  a 

a  #  • 

1 

1 

Jomt. 

1 

1 

i 

Somenet  and  Dorset  Joint 

•  •• 

•  •• 

•••     1 

•  ■  ■ 

•  •« 

•  •  • 

•  •  • 

•  •  • 

•  .  • 

1 

1 

.  •  • 

• ••                   • • • 

■  •  • 

1 

1 

3 

Boath-Eastem   and    Chat- 

2 

•  •• 

•  •  ■ 

1 

3 

•  •• 

5 

1 

9 

3 

11 

8 

4 

1 

•  •• 

26 

11 

ham. 

1 

1 

' 

SoQth-Sastemand  Chatham 

•  •  • 

•  •• 

1 

•  •• 

•  •  « 

■  ■  • 

•  •  • 

*  •• 

•  •» 

... 

1 

... 

... 

•  a  •                    •  a  a 

1 

... 

nd  London,  Brighton  and 

1 

t 

1 

Sooth  Coast  Joint. 

i 

Soath  Shields,  ^larsden  and 

•  •• 

•  •  • 

«  *• 

•  •• 

•  •  • 

•  •• 

•  •  • 

•  •  • 

... 

1 

1 
...  1     ... 

•  •  •               ■  •  . 

1 

•  a  a       '             a  ■  a 

a  a« 

1 

Whitburn. 

1 

1 

Smnsea  and  Mnmbles     . . . 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •■ 

•  •• 

1 

.  •  • 

.  .  •                •  •  • 

•  •  • 

... 

I 
m  9  •                     •  .  a 

1 

a  a* 

Tiff  Vale     

•  •• 

•  •  • 

•  •• 

•  •• 

1 

•  •• 

1 

.  •• 

7 

3 

•  •  •                *  .  * 

•  •  • 

... 

a**        1               a  aa 

8 

3 

Winal        ...        ...        ... 

•  •• 

18 

11 

•  •• 

10 

•  •• 

10 

•  •■ 

•  •• 

•  •• 

46 

•  •  • 

1 

... 

*  •  . 

•  •  • 

•  •  • 

... 

a  aa 

17 

a  aa 

1 

... 

Total,  Enolaxd  jlistd  ) 

WAI/B9         ...           ...  1 

18 

i 

4 

25 

196 

112 

133!     12 

1 

13 

98 

22 

405 

269 

SCOTLAND. 

L 

1 

, 

Odedooian 

«  •  ■ 

•  •• 

•  •• 

•  •  ■ 

•  •• 

•  •  • 

*  .  • 

•  •• 

42 

16 

4          1 

1         10 

m  •• 

1 

47       38 

thunbarton    and     Balloch 

•  •  • 

•  •  • 

•  •  * 

•  •  * 

•  •  • 

... 

.  .  ■ 

... 

... 

.  •  • 

I 

^          • ••                • .  • 

•  ••       I            ••  •• 

1 

Joint. 

1 

1 

Dnndee  and  Arbroath  Joint 

•  •• 

•  •  • 

•  •  • 

•  •• 

1 

•  •• 

1 

... 

I 

,       1 

«  •  •                ••  • 

.  •  •                •  •  • 

aa  •       1             • • a 

2  '       1 

OU4IOW  and  Paisley  Joint 

•  •  • 

•  •  • 

•  •  • 

•  •• 

••• 

•  ■  • 

•  •  • 

•  .  • 

.  .  • 

'       J 

•  •  .                . •• 

•  f  •                • •• 

1 
. aa        1             a  *• 

•  a* 

1 

61aa^  and  South-Westem 

•  •• 

•  •  • 

•  •  • 

••• 

•  • 

1 

•  •• 

.  •  • 

6 

2 

2          2 

...                •  •  • 

1 

1 

9 

6 

01afl|ow,     Barrhead,    and 
Kflmarnook  Jmnt. 

•  •• 

•  •« 

-  •• 

•  •  ■ 

•  •  • 

1 

•  •  • 

... 

•  .  • 

4 

... 

■  •  •                •  •  • 

•  •  •                .  •  • 

... 

1 

4 

1 

vnngeoionth  Branch 

•  •  ■ 

•  •* 

•  •• 

•  •• 

•  •• 

•  •• 

. .. 

•  *  • 

... 

1       1 

•  •  •                .  .  * 

•  •  •                ■  •• 

•  •  • 

•  m^ 

aft* 

1 

Gnat  North  of  Scotland  ... 

1 

•  «• 

•  •  * 

•  •  • 

•  •• 

■  •• 

1 

•  •  • 

1 

3 

.  •  •                «  »  • 

1          1 

a  •• 

I 

3 

5 

Highland     ... 

1 

•  •■ 

... 

!       ... 

•  •• 

•  •• 

1 

... 

1 

2 

...                •  •  . 

•  •  •                •  •  . 

,       2 

•  aft 

4 

2 

Iforth  British         

1 

■  •  • 

3 

1 

•  •• 

3 

.  •• 

16 

i     1* 

2        11 

3 

1 

27  ;     28 

Portpatrick  and  Wigtown- 

•  •  • 

•  •• 

... 

1 

•  •  • 

'         ... 

•  •  • 

•  •  • 

1 

1 

• .  • 

•  • .           • .  • 

•  «  •                •  .  • 

1     ••• 

a  a  a 

I 

dine  Joint. 

1 
1 

1 

1 

1 

1 

Total,  Scotland    ... 

3 

1 

•  •  • 

2 

•  •• 

1 

1 

1 
t 

*  •  • 

!     « 

*  »• 

72 

40 

10  ^     5 

1 
1 

i       4        22 

6  1       .'> 

1 

98       72 

! 

IRELAND. 

, 

\ 

Belfast  an4  County  Down 

•  •• 

•  •• 

•  ■  ■ 

••• 

... 

t 

.  •  • 

.    *  • 

... 

1 

•  • « 

•  •  •           •  •  ■ 

•  ■  •                ■  •  • 

m  •  9                     •  a  a 

1 

•  a* 

Bdfast      and       Northern 

•  •  • 

1 

•  •  • 

•  •  • 

•  •  • 

1 

... 

1 

.  •  • 

I 

...                .  •  • 

•  •  •                     a  a  • 

8 

a  a* 

Coonties. 

t 

Gkfaa  and  Leitrim 

Cork,      BUudErock,       and 

•  •• 

•  •• 

... 

... 

•  •  • 

•  •• 

*  «  • 

1                •  •  « 

*  »• 

•  • . 

•  •  •          ... 

•  a  .                      •  *  • 

1 

a  a  a 

1 

•  •• 

•  •• 

•  •  • 

■  •• 

•  •  • 

•  .  • 

•  .  • 

1                 ••• 

.  »  • 

1 

*  ••           •  •  • 

•  .  .                      •  •  . 

f 
•  .  a                    •  a  • 

•  a« 

1 

^PWii««.. 

. 

' 

Doblin,     Wioklow,      and 

•  •  • 

•  •• 

... 

'•• 

•  •  • 

•  *  • 

•  •  • 

.  •  • 

•  .  • 

*  •  • 

*  •  •           • .  • 

...    ,          1 

•  a  .                    .  .  a 

•  •• 

1 

Wcsfocd. 

i 

wtsat  Northern 

«•  • 

«  •  • 

1 

•  •• 

■  •  • 

1 

.  .  • 

2 

•  • . 

■  • .           •  •  • 

a  a  •                       •  a  a 

•  a  •                    H*  a  a 

H 

*  a  a 

OTRatSoathemand  Western 

•  •• 

•  •• 

•  •• 

i          1 

1 

.s 

1 

•••          ••• 

aa*       «                  1 

1 

9 

3 

Midland  Great  Western   ... 

•  •  • 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  .  • 

•  •  • 

2 

.  •  • 

• .  •          •  ■  • 

•  •  •                    •  ■  a 

a  •  a                      ■  a  a 

2 

•  »  • 

W«t  Clare' 

1 

1      - 
1         1 

■  •  • 

1               *  ** 

•  •• 

•  •  . 

1 

•  •• 

•  •  * 

•  • . 

1 

•  •*          •  •  • 

•  m  •                   •  .  • 

•  •  •                     •  •  • 

1 

•  a  a 

TbTAL,  iRKLAND 

1 

••1 

• 

,    2 

1 

•  •• 

•  «• 

8 

1 

1 

14 

2 

1 

2 

1             1 

* 

19 

6 

Total,  TTkited  Kiko-  | 

DON      ...          .,,           ...  1 

22 

11 

14 

11 

19 

4 

65 

26 

282 

1&4 

144 

17 

.  17 

122 

24 

28 

522 

347 

U366 


Killel. 


t  Injured. 


D 
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OP  INJURIBS  TO  PBRSIONS  FROM  ACCIDBNTS  TO  TRAINS  AND  FROM  THB  MOTBMBNT  OF  RaILWAT 

Vehiolbs. 


TABLE  No.  6. 


Number  of  Passengers,  Servants  of  the  Companies  and  of  Contractors,  and  Other  Persons  reported 
to  the  Board  of  Trade  by  Railway  Companies  as  having  been  Killed  or  Injured  in  the  United 
Kingdom,  in  Agoidents  to  Trains  and  by  the  Movement  of  Railway  Vehicles  during  the  Tew 
ending  Slst  December.  1901,  classified  according  to  the  Nature  of  the  Injuries  ;  with  fignres  for 
the  Tear  1900. 


natubb  of  INJUBIBS. 


Fatal 


InjiirieB  retnlting 
in  Lo88  of 


LegB 

or 
Feet. 


Aims 

or 
Hands. 

8. 


Fin- 
gers 
or 
ToeH. 


Fractures  of 


SkolL 


Legs 

or 

Arma 

6. 


Oollarl 
Bones 

or 
Biba 

7. 


Other 
Bonea 


8. 


Di»- 
looa- 
tiona 


9. 


Inter- 
nal 
In- 

JnrieB. 


10. 


Oontofioiis 
of 


Head 

or 
Body. 

11. 


Limlw. 


12. 


Soaldfl 

or 
Bums. 


18. 


Spnlna 


14. 


Onta 
or 


Shook 


ra- 
tiiona 


16. 


to 

Sys- 
tem. 


16 


odla- 
neoiu 

ID- 

Jnrifla 


17. 


Tbtil 

IB- 

Jnnd. 


Passengers : 


1901 
1900 


>••      •• ' 


••• 


Seryants  of  the  Com- 
panies and  Oon- 
tractors: 


1901  ... 
1900  ... 


•••      ... 


•*•      ... 


(For  detailB,M0  Table 
No.  7.) 


Other  Persons : 

Persons  having  I  1901 
business     nt< 
stations  ( 1900 


Trespassers 


-I 


Others 


...   ...  \ 


1901 
1900 

1901 
1900 


(Including  aooidents  at 
level  crossings,  sui- 
cides, and  a^dents 
to  other  persons  not 
coming  in  any  of  the 
above  classifications) 


Total 


...{ 


1901 
1900 


185 
136 


511 
583 


17 
81 

282 

288 

226 

213 


1,171 
1,260 


10 


9 


81 
64 


2 
2 

16 
19 

6 
5 


116 
99 


2 
6 


24 
31 


21 
30 


8 
8 

2 
2 


3 
4 

2 


-*- 


40 
46 


80 
41 


9 


12 
13 


6 
1 


24 
23 


48 
48 


131 
116 


6 


12 
23 


8 


200 
201 


12 

10 


89 
99 


2 


2 


110 
119 


8 
12 


48 
60 


2 
2 


2 
2 


62 

78 


16 
12 


40 
40 


59 
54 


18 
11 


103 
123 


8 


124 
146 


193 
227 


437 
450 


14 
16 


17 
13 


13 


433 
349 


1,067 
1,210 


30 
21 


22 
21 


8 
13 


674 
715 


1,560 
1,614 


97 

90 


1 


99 
94 


61 
66 


484 
452 


642 
611 


359 
338 


400 
408 


13 


19 
14 


11 
12 


802 
779 


241 
244 


714 
1,088 


48 
52 


1,171 
1,347 


37 
34 

41 
40 

18 


2.14& 


2,4X 


4^ 


m 
la 

IM 

m 


25      81 


298 
299 


2,011 
2,634 


6,710 

7,369 
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Naturb  op  Ordinary  Employment  op  Servants  op  the  Cobipanibs  Killed  or  Injured  in 

Accidents  to  Trains,  and  by  the  Movement  op  Railway  Vehicles. 

TABLE  No.  7. 


^TEMKKT  showing  the  Numbeb  of  Sebvakts  of  the  Companies  and  of  Contractobs  reported  to  the  Boabd  of  Trade  as  having  been 
EiLLEDor  Injured  in  Accidents  to  Trains,  and  by  the  Running  of  Trains  or  the  Movement  of  Railway  Vehicles  durintr  th* 
T«ar  ending  31st  December,  1901,  olassified  accorcUng  to  the  Nature  of  the  Employment  and  Age  of  the  persons  injured,  and 
(he  Nature  of  the  Injuries  ;  and  also  the  total  nnmber  of  Persons  employed  in  each  Class  of  Service. 


Nature  of 
explotmext. 


Naturb  of  Injuries. 


Fatal 


Injuries  resulting 
in  loss  of 


Fractures  of 


Legs 

or 
Feet. 

2 


Arms 

or 
Handa 

3 


Fin- 
gers 
or 
Toes. 
4 


SkulL 
5 


L  Brakesmen.         (.!^^ 

Gpodi  Guard* J) 
L  Capicanmen  and  Cap- 
stan-lads: (])   Men 
(2)  Boys 
1  Cftnneii    and    Van- 
guards :  (1)  Men 
(2)  Boys 
i  Carnage  Cleaners  : 

(1)  Men 

(2)  Boys 

i.  Carriage  and  Wag- 
^fm  Examiners. 

i  Checkers:  (1)  Men 
(2)  Boys 

T.  Cbockeis,  Chain- 
boys,  and  Slippers 

(1)  Men 

(2)  Boys 
*  Clerks:  (1)  Men  .. 

(2)  Boys  .. 
1.  Engine  Cleaners  : 

(1)  Men 

(2)  Boys 
10.  Engine  Drivers 

1 11.  Firemen      

a  Gatekeepers 

t  U.  Greasers :    (1)  Men 

(2)  Boys 
\l  Gaards  (Goods)  and 

Brakesmen. 
15.  Guards,  Paaseng'er 
IS.  Hcffse  Drivers 
IT.  Inspectors : 

(1)  Permanent- way 

(2)  Others 

18.  Labourers 

11  Lampmen  and  Lamp- 

Uds  :  (1)  Men    ... 

(2)  Boys  ... 

»  liOadersandSheeters 

11  Mechanics  :  (I)  Men 

(2)  Boys 

K.  Messengers  :  (IMen 

(2)Boys 

2S.  Knmber  Takers : 

(1)  Men... 

(2)  Boys 
*i.  "ermaiient-way  Men 

V>.  Pontsmen 

J6.  Policemen 

?7.  Porters:  (l)Men.. 

(2)  Boys.. 
2s.  Shonters 
29  Signal  Fitters    and 
Tdegraph  Wiremen 

».  &fnahnen 

51.  Signil  Box  Lads   .. 
^  Sutkm  Masters    ... 
«•  Ticket      Collectors 
ud  Examiners. 

«  Watchmen 

«.Yard8men 

».  Misoellaneons  : 

(1)  Adults 

(2)  Boys 

foUIofBaUway  \ 
8«rnnt8.         ) 

57.  Contractors'       Ser- 

nnti:  (l)Men... 

(2)  Boys... 

^talof  Contrac-  \ 
ton*  Servants,  f 

^of  BaUway ) 

jna  Contrao-  > 

— W  Servants.  \ 

11366 


4 
5 
S 


4 
7 

5 

2 

26 

24 

S 

5 

7 

42 

8 
2 

1 

6 

33 

S 
1 
2 

18 


3 

2 

1 

121 

3 

2 

41 

4 

41 

5 

9 
2 
2 
1 

4 
5 

23 
4 


491 


20 


20 


511 


1 

2 

•  ■ 

3 
1 


2 
1 
1 


3 
1 
4 

4 


11 
1 

•  •  • 

1 

•  •  • 

8 


5 
1 


11 
1 


1 
1 


1 
1 

1 


78 


•  •  • 

•  •• 

•  •  • 

1 

•  •  • 

•  •  • 

1 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

«  •  « 

•  •  • 

•  •• 

•  •  • 

•  ■  • 

•  •  # 

•  •  • 

•  •• 

•  •  • 

•  •  • 

«  •  • 

■  •• 

1 

•  •  • 

■  •  • 

■  •  • 

•  •  • 

•  •  • 

•  ■  • 

2 

3 

■  •  • 

■  •  • 

1 

•  •  • 

•  •■ 

•  •  • 

7 

4 

•  •  • 

«  •  ■ 

•  •  • 

•  •• 

•  •• 

•  •  • 

1 

•  •• 

•  •  ■ 

1 

•  ■  • 

•  •• 

•  •• 

•  •  • 

■  ■  • 

•  •  • 

1 

•  •  ■ 

... 

... 

•  •• 

•  •  • 

■  •• 

«  •  * 

■  •• 

•  •  • 

... 

•  •  • 

1 

1 

•  •  • 

1 

••• 

•  •  « 

2 

2 

1 

3 

1 

1 


23      20 


81 


24 


21 


l^9» 
or 

Arms. 
6 


1 
4 


2 

1 


1 
1 


Collar 
Bones 

or 
Bibs. 

7 


Other 

Bones 
8 


Dis- 
loca- 
tions. 

9 


In- 
ternal 

In- 
juries. 

10 


Contasions 
of 


Head 

or 
Body. 

11 


Limbs 
12 


Scalds 

or 
Bmns 

13 


Sprains 


14 


Cuts 

or 
Id^ce- 

ra- 
tions. 

15 


Shock 

to 
Sys- 
tem. 

16 


Mis- 

oeUa- 

neoofl 

In- 
inries. 

17 


Total 
In- 
jured. 


2 
1 


2 

•  • 

1 


5 


9 
6 
1 

•  •• 

1 
14 

2 

3 


1 
11 


1 
1 


2 
1 

■  •  • 

16 


18 
2 
B 
3 


1 
1 


» 


3 
2 
2 


1 
6 
4 


10 


1 
1 


1 
15 


14 
1 

14 
1 


12  '  125  i  89 


2 
3 
5 

•  • 

1 

•  • 

7 


2 
1 

•  • 

9 
3 

•  • 

1 

•  • 

2 


2 
2 


47 


1 
1 

2 

•  • 

3 


1 
1 


1 
8 

•  • 

2 

•  • 

1 


1 
1 
1 


7 

•  • 

2 
2 


29 
10 

1 
2 

7 

4 

7 


7 
10 


15 

3 
1 


2 
1 


2 
3 


9 
1 


3 

•  •  • 

•  •  • 

16 

•  •  • 

18 

•  •  • 

1 


5 
6 
2 


7 

2 

50 

39 

4 

2 

4 

87 

10 

8 


1 

20 

2 

2 
1 
5 


2 

4 

1 

13 

2 

•  •  • 

52 
3 

51 
1 


7 

24 

2 

1 

13 

1 

51 

119 

•  •  • 

2 

•  •  • 

209 

28 
43 


3 
37 

1 

1 

11 


35 
52 


1 
2 
1 


23 
39 


158 

23 
12 


4 
5 


4 
1 
3 

1 
1 


4 
3 
2 


6 

1 

36 

62 

•  •• 

2 
1 

60 

18 
6 


1 
21 


1 
6 
3 

•  •  • 

•  •  • 

14 
4 


46 

92 

3 

15 

3 

9 

1 

5 

7 
3 
2 

9 


1 
1  t 


40 


1 

8 


3 
1 

I 

1   I 
7: 


3 

2 

2:>  . 
9 

•  •  • 

173 

7  I 

170  ; 

...  i 

t 
...    I 

o  ! 


4  - 

•  • 

1 


2 

9  •  m 

7 
1 
1 
56 
1 
124 


1   I 

...  I 

16 
6  I 

—  ; 
53 

4 

53  I 


2 

1 


5 


>.  I 


15 
3 


14 


3 
2 


1 


4 

3 


1 

11 
1 


8 

14 

4 

1 

18 

8 

108 

144 

1 

•  •  • 

4 
239 

32 
14 


6 
39 

1 
1 
9 

8 

•  •  • 

1 
2 

3 

•  •  • 

41 
7 
1 

126 
3 

hSl 
I 

II 
1 
5 


14 
32 


103  435  1050  97  -  483  397  48  1167 


6 


I 


32 
4 

19 

22 
1 


31 

67 

16 

5 

63 

17 

342 

496 

6 

9 

10 

846 

122 
89 

1 

18 

163 

9 

4 

25 

26 

•  •  • 

1 

8 

16 

6 

149 

31 

2 

.547 

25 

6.50 

9 

39 

3 

23 

17 

2 
36 

97 
11 


Nmnber 

of  Persons 

Employed 

in 

190L 


4,214 


1,052 
S04 

16^19 
6,711 

6,084 

297 

3,464 

7,792 
179 


96 

640 

48,246 

13,666 

16,250 

3,993 

26,666 

24,083 

8,507 

964 

841 

16,708 

7,291 
2,272 

1,071 

6,701 

63,282 

1,813 

472 

4,430 

^  70,922 

10,618 

662 

2,642 

823 

745 

66,621 

773 

1,^98 

50,134 

5,142 

10,841 

3,843 

:';  723 

2.  .;:> 
993 

1,717 

32,723 

2,828 

575,834 


2 
1 


28 
1 


29 


12 


131 


89 


48 


40    103 


43711057   97    484 

I        I        I 


400  .  48  117lk243 


N 


D  ;t 
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Number  of  Pbrsons  Killed  or  Injured  on  Railway  Premises  otherwisb 


TABLE  No.  8. 


Summary  Statement  of  the  Number  of  Pabbenoers,  Servants  of  the  Companies  and 
Killed  or  Injured,  in  each  Division  of  the  United  Kingdom,  otherwise  than  in  Acoidbxts 
Companies  in  the  Year  ending  3lBt  December  1901,  with  corresponding  figures  for    the 


1901. 

ENOLAin>  AND 

Walbb. 

Sootlabd. 

IBELAKD. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

PAflSBNGRKfl  :^ 

a,  WhiUt  asoendinfT  or  descending  steps  at  stations 

9 

282 

4 

5 

••. 

•  •• 

h  By  being  stnick  by  barrows,  by  falling  07er 

packages,  A:o.,  on  station  platforms. 
0.  From  falling  off  platforms  on  to  the  ballast  ... 

•  •• 

4 

102 
101 

... 
••• 

... 
7 

... 
... 

1 
1 

d.  By  other  accidents           ...        ...        ...        .•• 

6 

171 

1 

9 

... 

1 

Total  of  Pasbknoebs 

18 

656 

5 

21 

... 

3 

Sebvakts  ^— 

1.  Whilst  loading,  unloading,  or  sheeting  waggons, 

tmcks,  and  hone-boxes. 

2.  Whilst  moving  goods  and  luggage  in  stations 

or  sheds. 

3.  Whilstworkingat  cranes  or  capstans 

4 
8 

3 

• 

1,714 
525 
203 

1 

... 
1 

98 
24 
22 

... 
... 

19 

1 
1 

4.  By  the  falling  of  waggon-doors,  lamps,  bales 

of  goods,  ftc. 

5.  Whilst  attending  to  engines  at  rest      

1 
•  ••    < 

547 
1,808 

... 
••• 

82 

81 

... 
1 

4 

8 

6.  From  faUing  off,  or  when  getting  on  or  off 

engines  or  vehioles  at  rest. 

7.  From  falling  off  platforms  on  to  the  ballast  ... 

8 
1 

829 
216 

••• 
... 

41 

14 

... 

••• 

9 
1 

8.  From  falling  off  ladders,  scaffolds,  k/o 

13                 852 

2 

20 

«•• 

11 

• 

9.  By  stumbling  whilst  walking  on  the  line 

•  •• 

724 

•  •• 

20 

••• 

7 

10.  By  being  trampled  on  or  kicked  by  horses 

whilst  engaged  in  railway  work. 

11.  From  being  struck  by  articles  thrown  from 

passing  trains. 

12.  From  the  falling  of  rails,  sleepers,  &c.,  when  at 

work  on  the  line. 
18.  Otherwise  injured  when  at  work  on  the  line 

or  in  sidings. 
14.  Miscellaneous         

1 

t 

•  •• 

•  •• 

3 

13 

62 

10 

722 

1,002 
1,720 

•  •• 

•  •• 

1 

... 

3 

2 
2 

16 
26 
70 

... 
... 
•*. 

1 

... 

•  •• 

•  •• 

8 
15 
16 

Total  of  Sbbvants       

44 

9,929 

8 

468 

2 

100 

Otubb  Pkbsons  :— 

On  business  at  stations  and  sidings           

10 

808 

4 

22 

••* 

3 

Misoellaoeoas 

13 

112 

2 

12 

■  a. 

1 

Total  of  Othbb  Psbsoks       

28 

490 

6 

34 

... 

4 

Obakd  Total       

86 

11,005 

19 

528 

2 

107 

*  KOTB.— The  term  '*  Railway  Premises  **  includes  i 

itations,pe] 

rmanent^wa 

^y,sidings,f 

roods  yards, 

and  allot! 

le^nremises 

warehousing  goods,  repairing  sheds, 
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THAN  IN  Accidents  to  Trains  or  by  the  Movement  of  RAiiiWAY  Vbhiclbs. 


TABLE  No.  8. 


of  Contractors,  and  Other  Persons  reported  to  the  Board  of  Trade  as  having  been 
to  Trains  or.  by  the  Movement  of  Railway  Vehicles,  on  the  Premises*  of  the  Railway 
United  Kingdom  for  the  Year  1900. 


1901. 

1900. 

* 

XJiaTXD  KlNODOM. 

United  Ktvodoji. 

KUled. 

Injured. 

K111(m1. 

Injured. 

» 

PA8SENOBB8  :— 

18 

287 

4 

299 

a.  WhilBt  asoending  or  deeoending  atepe  at  itationi. 

... 

4 

103 
109 

2 

99 
64 

h.  By   beinir   stmok   by  barrows,   by  falling    oter 

packagef),  fto.,  on  station  platforms. 
0.  From  falling  off  platforms  on  to  the  ballast. 

6 

181 

1 

162 

d.  By  other  aooidente. 

23 

680 

7 

624 

Total  of  PAfiSBNosBa. 

Sbbtavtb  :— 

5 
2 

4 

1,831 
650 
226 

7 

... 
1 

2,351 
625 
237 

1.  Whilst  loading,  unloading,  or  sheeting  waggons, 

tmoks,  and  horse-boxes. 

2.  Whilst  moving  goods  and  Inggage  in  stations  or 

sheds. 

3.  Whilst  working  at  oranes  or  capstans. 

1 
1 

588 
1,392 

2 

1 

602 
1,488 

4.  By  the  falling  of  waggon-doors,  lamps,  bales  of 

goods,  &o. 

5.  Whilst  attending  to  engines  at  rest. 

3 

1 

879 
231 

2 

1,036 
261 

6.  From  falling  off,  or  when  getting  on  or  off  engines 

or  Tehicles  at  rest. 

7.  From  falling  off  platforms  on  to  the  ballast. 

15 

383 

8 

400 

8.  From  falling  off  ladders,  scaffolds,  &o. 

■  a. 

7-51 

8 

739 

9.  By  stumbling  whilst  walking  on  the  line. 

1 

•   •• 

1 

4 
.     16 

64 

12 

746 

1,043 

1,806 

1 

3 

9 

11 

124 
9 

449 
1,318 
M74 

10.  By  being  trampled  on  or  kicked  by  horses  whilst 

engaged  in  xailway  work. 

11.  From  being  straok  by  articles  thrown  from  passing 

trains. 

12.  From  the  falling  of  rails,  sleepers,  &c.,  when  at 

work  on  the  line. 
18.  Otherwise  injured  when  at  work  on  the  line  or  in 

sidings. 
14.  MisoellfmeooB. 

54 

10,497 

48 

11,113 

Total  or  Sebvants. 

- 

Other  Pebsons  :— 

14 

383 

14 

369 

On  business  at  stations  and  sidings. 

16 

125 

6 

113 

Miscellaneous. 

29 

458 

20 

482 

Total  op  othbb  Pebsoitb. 

106 

11,636 

76 

12,219 

GBAim  Total. 

^^^ 

• 

used  lor  the  purpose  of  working  the  railway,  but  does  not  include  factories,  workshops,  buildings  used  exclusively  for 
stables,  hotels,  and  other  similar  premises. 
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Sbrvants  op  the  Cokpanies  and  op  Contractors  Killed  or  Injured  otherwise 


TABLE  No.  9. 


Number  of  Servants  of  the  Companies  and  of  Contractors  reported  by  the  several  Railway 

otherwise  than  in  ACCIDENTS  to  TRAINS  or  by  the  MOVEMENT 


Name  of  Company. 


Whilst  loading, 

nnloadingr,  or 

nheeting 

Waggons. 


Killed. 


In- 
jured. 


Wbilst  moving 

Goods  and 

Luggage  in 

Stations  or 

Sheds. 


Killed. 


In- 
jured. 


Whilst  work- 
ing at  Cranes 
or  Capstans. 


Killed. 


In- 
jured. 


By  the  falling 
of  Waggon 

Doors.  Lamps, 

Bales  of 

Goods,  Aq. 


KiUea. 


In- 
jured. 


Whilst 

attending  to 

Engines 

at  rest. 


KiUed. 


In- 
jured. 


6 

From  falling 
off,  or  when 
getting  on  or 
off  Engines 
or  Vehicles 
at  rest. 


KiUed. 


ENGLAND  AND  WALES. 

1 

• 

Alexandra  (Newport)  Dook 

•  *• 

.■• 

•  •• 

••• 

•  ■• 

•  •• 

^tL£^A  A                      ••*               •••               •••               ••# 

% 

•  •« 

4 

«  •• 

•«. 

•  •• 

•  •• 

Breoou  and  Merthyr         

•  •• 

.«• 

■  •• 

.•• 

•  •• 

•  •• 

Bnrry    Port     and     Gwendraeth 

Valley. 
Cambrian 

•  •• 

•  •• 

••• 
7 

•  •• 

•  •• 

*•• 

•  •• 

•  •• 

Carlisle  Joint  Station       

•  •• 

••■ 

•  •• 

1 

•  •• 

•  •• 

Central  London      ...        ...        ... 

■  •• 

•  •• 

•  •• 

••■ 

•  •• 

•  •• 

Cheshire  Lines       

1 

5 

•  •• 

1 

•  •  •• 

•  •• 

Cibj  and  South  London 

•  •• 

•  •■ 

•  •• 

•  *• 

•  t« 

•  •• 

Cockermonth,  Keswick,  and  Pen- 
rith. 
Colne  Valley  and  Halstead 

•  •• 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  *• 

•  •• 

•  •• 

Ea«t  and  West  Junction 

•  •• 

... 

•  •• 

•  •• 

«  •• 

•  •• 

• 

East  and  West  Yorkshire  Union... 

•  •• 

.«• 

*•• 

•  •• 

•  •• 

«•• 

f  UC^Uc^osI             •••              ■••              •••              ••« 

•  •• 

5 

•  •« 

•  •• 

•  *• 

•  •• 

Great  Central         

•  ■• 

62 

•  •• 

19 

1 

9 

Great  Eastern        

•  •• 

163 

•  •« 

60 

•  •• 

12 

Great  Northern      *. 

•  •• 

106 

•  •• 

92 

•  •• 

16 

Great  Northern  and  Great  Eastern 

Joint. 
Great  Western        

•  •• 

1 

1 

178 

•  •• 

•  •• 

•  •  • 

27 

•  •• 

•  •• 

•  •• 

12 

Hull,  Bamsley,  and  West  Riding 

Junction. 
Lancashire  and  Yorkshire 

1 

1 
283 

•  •* 

1 

•  •• 

72 

■  •  • 

2 

18 

Lancashire   and    Yorkshire    and 
London     and      North-Western 
Joint. 

Lancashire,  Derbyshire  and  East 
Coast. 

Liverpool  Overhead           

•  •• 

•  •• 

•  ■  « 

14 

1 

•  •  • 

•  •• 

•  •• 

•  •« 

... 

•  •■ 

•  •• 

•  •• 

•  •• 

•  •• 

1 
1 

Liverpool,  St.  Helen's,  and  South 

Lancashire. 
London  and  North- Western 

•  •• 

•  •  • 

379 

•  •• 

■  •  • 

1 
75 

•  •* 

•  •• 

62 

London  and  North-Western  and 

Fumess  Joint. 
London  and  North- West^em  and 

Great  Western  Joint. 

•  •• 

16 

•  •• 

•  •• 

•  •• 

1 

•  •  • 

•  •• 

1 

London   and  North- Western  and 
Midland  Joint. 

■  •• 

1 

•  •  • 

1 

•  •• 

•  •■ 

London  and  South- Western 

•  •# 

'    98 

•  •• 

62 

*•  • 

9 

London  and  South-Western,  and 
London,  Brighton,  and  South 
Coast  Joint. 

•  •• 

2 

•  •• 

•  •  • 

•  •• 

•  •• 

London,    Brighton,    and    South 

Coast. 
London,  Tilbury  and  Southend  ... 

♦ 

•  •  • 

•  •  • 

39 

•  •• 

•  •  • 

•  •• 

8 

1 

•  •• 
*•• 

8 

1 


19 
46 


67 


22 


64 
2 


97 


38 


24 


In- 
jured. 


From  falling 
off  Platforms  I 

on  to  the     ' 

Ballast. 


KiUed. 


•  •• 

•  •• 

2 

•  •• 

1 

•  •■ 

•  *• 

•  •• 

3 

•  •• 

•*• 

■  •■ 

... 

•  •• 

... 

•  •* 

1 

«  •• 

«•• 

•  •• 

•  •• 

•  •• 

1 

•  •• 

1 

•  •« 

4 

•  •• 

20 

•  •• 

138 

•  •* 

10 

■  •• 

.«• 

•  •• 

123 

•  •• 

1 

•  «• 

191 

1 

•  •• 

■  •• 

4 

•  •• 

•  •• 

*•■ 

•  «• 

•  •* 

460 

•  •• 

■  •• 

•  ■  • 

•  •  • 

•  •• 

•  •• 

•  •• 

28 

•  •• 

•  •• 

•  •• 

17 

1 

•  •* 

•  •• 
■ 

1 

4 


6 
16 
68 
34 


101 


74 


218 


25 


17 


In- 
jured. 


15 


29 


37 


12 


34 


I      ' 


*  Note. — Tha  term  *' Railway  Premises  **  includes  stations,  permanent-way,  goods  yards,  tidizzgs,  and  all  other  premises  used  for  ths 

sheds,  stables,  hotels,  and 
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THAN  EBT  AOOIDBNTS  TO  TRAINS  OR  BY  THE  MOVEMENT  OP  RAILWAY  VBHICLKS. 


TABLE  No.  9. 


COMPANIES  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  their  Railway  Premises^ 
of  Railway  YEHIOI1BS9  during  the  Year  ending  Slst  December  1901. 


8 

f 

10 

11 

13 
By  the  falling 

IS 

14 

Seaffoldf,  4to. 

BysinniUing 

WhIlBt 

walking  on 
the  Line. 

By  being 

trampled  on 

or  kicked  by 

Horses  whilst 

engaged  in 
BailwayWork. 

By  being 

strack  by 

Articles 

thrown  from 

of  Bails, 
Sleepers,  ftc, 

when  at 

Work  on  the 

Line  or  in 

Sidings. 

otherwise 

Injured  when 

at  Work  on 

the  Line  or 

in  Sidings. 

Misoel- 
laneons. 

Total. 

Name  op  Compamt. 

EGDad. 

In- 
jnrod. 

Kined. 

In- 
inred. 

Killed. 

In- 
inred. 

Killed. 

In- 
Jnred. 

Killed. 

In- 
Jnred. 

Killed. 

In- 
jured. 

Killed. 

• 

In- 
jured. 

KiUed. 

In- 
jnred. 

■ 

ENGLAND  AND  WALES 

••• 

••• 

*•• 

••• 

••• 

••• 

••• 

••• 

••• 

••• 

.•a 

1 

..a 

.aa 

... 

1 

Alexandra       (Newport) 

,      Dock. 

■•• 

1 

••• 

4 

••• 

• 

.•• 

••• 

••• 

1 

.aa 

2 

aaa 

2 

•.. 

17     Barry. 

••• 

••• 

.•• 

1 

••• 

•«• 

••• 

••• 

••• 

•.• 

•  a* 

..a 

aaa 

1 

aaa 

3     Brsoon  and  Merthyr. 

••• 

•■• 

••• 

••• 

••• 

••• 

••• 

••• 

••• 

••• 

.aa 

aaa 

aaa 

aaa 

.a. 

1 

Bnrry  Port  and  Gwen- 
diaeth  Valley. 

■•• 

••• 

••• 

1 

••• 

••* 

••• 

••• 

••• 

8 

aaa 

2 

aaa 

6 

aaa 

36 

Cambrian. 

«■• 

1 

••> 

••• 

••• 

••• 

••• 

••• 

••• 

••• 

..• 

a.a 

..a 

1 

•  *. 

3 

Carlisle  Joint  Station. 

••• 

••• 

••• 

••• 

••• 

•  •• 

>•• 

■•• 

«•• 

••• 

.•• 

aa. 

1 

5 

1 

5 

Central  London. 

>•• 

I 

■•• 

5 

■•• 

••• 

>•• 

*•• 

«•• 

■•• 

*«a 

mmm 

aaa 

2 

1 

22 

Cheahire  linea. 

••• 

1 

••• 

■•• 

••• 

••. 

••• 

.•• 

••• 

■•• 

.•a 

aaa 

.a* 

6 

•  •• 

8 

City  and  Sooth  London. 

••• 

1 

*•• 

>•• 

••• 

«•• 

••• 

•*• 

••• 

••• 

.aa 

2 

..a 

aaa 

•  •• 

3 

Cookermonth,  Keswiok, 
and  Penrith. 

••• 

••• 

•>• 

"•• 

••• 

••• 

«■• 

•«• 

••• 

••• 

mm* 

1 

..a 

aaa 

"•• 

2 

Colne  Valley  and  Hal- 
stead. 

■•• 

••• 

••• 

••• 

••• 

••• 

••• 

■•• 

••• 

••• 

mmm 

aa. 

a.. 

.aa 

aa. 

1 

East  and  West  Junotion. 

••• 

••• 

••• 

••• 

••• 

••• 

••• 

••• 

••• 

•  a. 

.  .a 

aa. 

... 

mmm 

... 

1 

East  and  Wert  Yorkshire 
Union. 

••• 

••• 

>•• 

1 

... 

••• 

••• 

■•• 

... 

2 

.aa 

4 

aaa 

7 

.■a 

28 

Fumees. 

1 

9 

.•• 

8 

•*• 

••* 

••• 

••• 

... 

12 

aaa 

10 

2 

32 

4 

212 

Great  Central. 

1 

23 

*•• 

46 

1 

11 

••• 

••* 

■•• 

79 

aaa 

154 

aaa 

218 

2 

1,007 

Great  Eastern. 

•  •• 

25 

••• 

40 

••• 

7 

••• 

••• 

■•• 

31 

*aa 

54 

..a 

120 

•  •• 

621 

Great  Northern. 

*•• 

... 

«•• 

« 
••• 

••• 
• 

••• 

••• 

••• 

••• 

1 

aaa 

a.a 

... 

1 

•  •• 

4 

Great  Northern  and  Great 
Eastern  Joint. 

1 

43 

••• 

81 

*•• 

••• 

••• 

2 

... 

93 

1 

123 

•  a. 

162 

3 

994 

Great  Western. 

••• 

•*. 

.«• 

••• 

•■• 

••• 

••• 

••• 

•••• 

•  •a 

..a 

1 

..a 

aaa 

•  •a 

4 

Hnll,  Bamsley,  and  West 
Ridinjif  Junction. 

3 

36 

.*• 

44 

••• 

4 

••• 

1 

•.• 

34 

aaa 

27 

3 

106 

12 

966 

LancasMre  and  York- 
shire. 

1 

1 

••• 

5 

••• 

••• 

••• 

••• 

•*• 

3 

aaa 

1 

a.. 

5 

1 

34 

Lancashire  and  Yorkshire 
and  London  and  North- 
western Joint. 

••■ 

2 

••• 

2 

••• 

••• 

*•• 

••• 

••• 

•  aa 

•  •• 

2 

aaa 

2 

aaa 

14 

Lancashire,  Dpi^jydbire 
and  East  Coast. 

>•• 

••• 

••• 

••• 

••• 

••• 

... 

*•• 

••* 

•  mm 

mmm 

a«. 

4 

2 

4 

2 

Liverpool  Overhpad. 

«•  • 

••• 

>•• 

2 

... 

••• 

••* 

••• 

••• 

... 

mmm 

•a  a 

mmm 

..a 

..a 

3 

Liverpool,  St.  Helen's,  and 
South  Lancashire. 

1 

78 

■•• 

213 

■•• 

4 

••• 

2 

.•• 

219 

..a 

309 

mmm 

442 

2 

2,682 

London  and  North- 
western. 

»»• 

••• 

1 

••• 

••• 

••• 

••• 

••• 

aa* 

... 

a*. 

.a* 

..a 

... 

1 

London  and  North- West- 
em  and  Fnmess  Joint. 

••• 

6 

... 

7 

••• 

.•• 

... 

••• 

... 

8 

.aa 

26 

... 

16 

... 

96 

London  and  North- 
western and  Great 
Western  Joint. 

••• 

•«• 

.•• 

.•• 

••• 

••• 

••• 

*•• 

... 

.•a 

.a. 

a.a 

... 

3 

..a 

8 

London  and  North- 
western and  Midland 
Joint. 

••• 

19 

••• 

20 

••• 

1 

••• 

2 

*•• 

32 

aaa 

34 

... 

45 

..a 

401 

London  and  South- 
western. 

••• 

••• 

••• 

1 

••• 

•«• 

••• 

•  •• 

••• 

••• 

aa* 

aaa 

•  *. 

2 

... 

5 

London  and  South'^ 
Western,  and  London, 
Brighton,  and  South 
Coast  Joint. 

] 

19 

.•• 

7 

••• 

.•• 

.•• 

... 

26 

1 

83 

... 

17 

3 

216 

London,  Brighton,  and 
South  Connt. 

... 

•  •a 

••• 

*•• 

••• 

.•• 

••• 

•  •• 

••* 

a.a 

aaa 

1 

... 

.aa 

•  •  • 

2 

London,     Tilbury     and 

Southend. 

piurpoie  of  working  the  nShnf^  butdoea  not  include  factories,  workshops,  buildings  used  ei!61u8ivelr  f or  waiehousing  goods,  repairing 
other  similar  pzemissta 
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Sbbvantb  of  the  Companies  and  of  Contbactobs  Killed  ob  Injubed  oTHBBvnss 

t 

TABLE  No.  9— continued. 


NuHBBR  of  Servants  of  the  Cohpanibs  and  of  Contractors  reported  by  the  several  Railway 

otherwise  than  in  AociDBNTS  to  Trains  or  by  the  Movement 


1 

S 

S 

4 

5 

6 

7 

Name  op  Company. 

Whilst  loading, 

onloading,  or 

sheeting 

Waggons. 

Whilst  moving 

Goods  and 

Luggage  in 

Stations  or 

Sheds. 

Whilst  work- 
ing at  Cranes 
or  Capstans. 

By  the  falling 

of  Waggon 
Doonk  Lamps, 

Goods,  Ao. 

Whilst 

attending  to 

Bngines 

at  rest. 

From  falling 
off,  or  when 
getting  on  or 
off  Engines 
or  Vehioles 
at  rest. 

From  f^lHny 

on  to  the 
Ballast 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

'in- 
jured. 

Killed. 

In- 
jured. 

Kilted. 

In- 
jured. 

Killed. 

In. 
Juied. 

Enoland  and  Wales — cant. 

- 

1 

' 

Macclesfield  Joint  Station 

•  •• 

8 

•  •• 

1 

... 

•  •  • 

•  •• 

•  •  • 

•  •« 

1 

1 

•  •• 

•  •• 

Manchester  and  Milf ord  ... 

•  •• 

•  •■ 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

»  •• 

•  *« 

t 

MarTport  and  CarliBle      

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •« 

• 
•••                  ••• 

1 

«■• 

•  •• 

•  •• 

1 

Mersey         

•  •• 

1 

•  •• 

2 

•  •• 

•  ■• 

•  •• 

2 

1 

2 

•  •• 

•  •• 

Metropolitan          

•  •• 

4 

•  •• 

2 

•  •• 

•  •• 

•  •• 

2 

•  •• 

4 

2 

•  •• 

1 

Metropolitan  and  Great  Western 
Joint. 

•  •  • 

•  •• 

*  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

«•• 

... 

•  •• 

..• 

Metropolitan    and    Metropolitan 
District  Joint. 

•  •• 

•  •• 

•  •  • 

*  •• 

•  •■ 

•  •• 

•  •• 

•  •• 

*•• 

«  •• 

... 

•  •• 

••• 

Metropolitan  District       

•  •• 

2 

•  •  • 

1 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

2 

3 

•  •• 

4 

Midland       

•  •• 

220 

•  •• 

69 

•  •• 

33 

•  •• 

112 

*•• 

153 

1 

127 

•  •  • 

86 

Midland  and  Glasgow  and  South- 
western Joint. 

•  •• 

... 

•  «  • 

•  •• 

•  •• 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

••• 

Midland    and    Great     Northern 
Joint. 

•  •• 

13 

•  •  • 

1 

•  •• 

•  •• 

•  •• 

2 

•  •• 

2 

4 

•  •• 

1 

Midland  and  Great  Western  Joint 

•  •• 

1 

•  •• 

... 

•  •  • 

•  •  • 

•  •• 

1 

•  •  • 

•  •• 

1 

•  •* 

2 

Midland     and     Lancashire    and 
Yorkshire  Joint. 

■  •« 

3 

•  •  • 

1 

•  • . 

1 

•  •■ 

1 

•  «  • 

•  •• 

•  •• 

•  •• 

•  •• 

Midland  and  South- Western  Junc- 
tion. 

•  •• 

•  •  • 

•  •• 

i 
•  •• 

•  •• 

1 

•  •• 

1 

•  •• 

•  •  • 

ft 

•  •• 

•  •• 

Neath  and  Brecon 

•  •• 

•  •• 

«•• 

2 

•  •• 

•  ■  • 

•  •  • 

1 

•  •  • 

1 

•  •• 

*  •  • 

•  •• 

Normanton  Joint  Station 

•  •• 

3 

•  •• 

1 

1 

1 
...     , 

•  •  • 

1 

•  •• 

■  •• 

•  ■  • 

•  •• 

•  •• 

•  ■  • 

•  •• 

North  and  South-Westem  Junc- 
tion. 

•  •• 

•  •• 

•  •• 

1 
1 

•  •  • 

•  •  • 

T 

#       i 

■  •  • 

1 

... 

•  •• 

Xorth'Eastem 

1 

76 

•  ■  • 

80  ! 

•  •  t 

20 

•••      k       oiJ         ••• 

84 

60 

•  •  • 

10 

North-Eastern  and   London   and 
North- Western  Joint. 

•  #• 

•  •  • 

•  ■• 

1 

* 
•  •  • 

•  •  • 

•  •• 

•  •  • 

•  • •                   ••  • 

1 

«  •• 

... 

1 

«•  • 

... 

North  London 

•  •  • 

4 

•  •• 

1 
8 

«•  • 

•  •  • 

1 

...     1         1   ;     ... 

1 

0 

1 

•  •• 

1 

North  Staffordshire          

•  •• 

8 

•  •• 

1 
8 

•  •• 

2 

... 

2 

•  •• 

3 

6 

... 

1 

Notting^ham  Joint  Station 

•  •• 

•  •  • 

•  •• 

1 

•  •  • 

•  •  • 

•  •  •          1          •  •  • 

•  •• 

•  •  • 

•••                    ■•• 

.«. 

Oldham.  Ashton-under-Ljne,  and 
Guide  Bridge  Junction. 

•  •• 

4 

•  •  • 

1 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  •• 

1 

.. 

Otley  and  Ilkley  Joint     

•  •• 

•  •  • 

1 
...          ... 

•  «• 

•  •  • 

•  •  • 

•  •  • 

■  •• 

•  •  • 

1 

•  •  •          .          •  •  • 

1 

... 

Rhondda  and  Swansea  Bay 

•  •• 

•  •• 

...          ... 

•  •• 

•  •  • 

1 

1 

•  ••                    • •• 

... 

Rhymney     .•. 

•  •  • 

1 

... 

...     t 

•  •  • 

•  «• 

1 

1 
•••           *           •••           1           ••• 

5 

1  1     ... 

1 

... 

Severn  and  Wye  Joint      

■  •  • 

•  •• 

... 

1  1 

•  •• 

•  •  • 

1              ' 
...           ...           ••• 

1 

•  »• 

. .. 

... 

Sheffield  and  Midland  Joint 

•  •  • 

3 

... 

li 

•  •• 

1 

...      1      ...      '      •»• 

1              J 

■  •• 

3 

... 

•  •• 

Snailbeaoh  ...        ...        ...    ,    ... 

•  •• 

•  •• 

1 

•  •  • 

■  •  • 

•  •• 

1 
...      )      ••.           ••• 

•  •  • 

... 

... 

•  •• 

Somerset  and  Dorset  Joint 

•  •• 

2 

•  •• 

•  •• 
* 

•  •• 

•  •• 

...               ^        ••• 

1 

1 

1 

... 

1 

1 

South-Eastem  and  Chatham       .':. 

1 

•  •  • 

13 

•  •• 

2 

•  ft  • 

2 

1 

...     1         8 

i 

•  •• 

17 

23 

... 

9, 

1 

Staly bridge  Joint  Station .  < . 

•  •  • 

• .. 

•  •  • 

•  •  • 

•  •• 

•  •• 

1         1 

•  •• 

•  •• 

... 

... 

1 

* 

•  Note  —The  term  "  Ridlway  Premisee  "  includes  stations,  permaofint-^ray,  goods  yards,  sidings,  abd  aU  ^'^^^'^F^^  ^^  ^  ^ 
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< 


.H   IH  ACCIDBNTS  TO  TRAINS  OB  BT  THB   MOTBMmiT  OP  RAILWAT  VbHICLBS. 


TABLE  No.  9—contirute(i. 


>MPAiiiBS  to  the  Board  of  Trade  as  having  been  Killed  or  Ihjdrbd  upon  their  Railway  Pbemi; 
Railway  Vbhtclbs,  dorinR  the  Year  ending  Slat  December  1901. 
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Skrvakts  of  the  Companies  and  op  Contractors  Killed  or  Injured  otherwise 


TABLE  No.  9— continued. 


of  Servants  ot  the  Companies  and  of  Contractors  reported  by  the  several  Railway 

otherwise  than  in  ACCIDENTS  to  TRAINS  or  by  the  Movement 


1 

2 

3 

4 

5 

6 

7 

1 

Navb  of  Company. 

Whilst  loading, 

unloading*  or 

sheeting 

Waggons. 

Whilst  moving 

Goods  and 

Luggage  in 

Stations  or 

Sheds. 

Whilst  work- 
ing at  Cranes 
or  Capstans. 

By  the  falling 
of  Waggon 

Doors,  Lamps, 

Bales  of 

Goods,  Ac. 

Whilst 

attending  to 

Engines 

at  rest 

From  falling 
off,  or  when 

getting  on  or 

off  Engines 

or  Vehicles 

at  rest. 

From  falling 

off  Platforms 

on  to  the 

Ballast. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed 

In- 
jured. 

Kined. 

In- 
jured. 

KiUed. 

In- 
jured. 
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Railway  Clearing  House 
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*  Note. — The  term  ''Railway  Premises  **  includes  stations,  permanent- way,  goods  yards,  sidings,  and  all  other  premises  used  for  the 

sheds,  staliles,  hotds,  and 
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THAH  IN  A001DBNT8  TO  Trains  or  by  thb  Movbhbnt  of  Railway  Ybhiclhb. 


TABLE  No.  9^continued. 


Companies  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  their  Railway  Premises* 
of  Railway  Vehicles,  during  the  Year  ending  31st  December  1901. 


8 

9                         10 

11 

12 

IS 

14 

• 

By  the  faUing 

FromfaUin? 
off  lAddera, 
ScAffo]d«,Ac. 

By  ftnnibling 

whilst 

walking  on 

the  Line. 

By  being    * 
tnunpled  on 
and  kicked  by 
Hones  whilst 

engaged  in 
Railway  Work. 

By  being 

struck  by 

Articles 

thrown  from 

passing  Trains. 

of  Ralls. 
Sleepers,  dbo., 

when  at 

Work  on  the 

Line  or  in 

Sidings. 

Otherwise 
Injured  when 
at  work  on 
the  Line  or 
in  Sidings. 

Miscel- 
laneous. 

Total. 

Name  op  Company. 

KlUad 

In- 
jnred. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

* 
1 
1 

i 
t    — 

2 

•  •• 

7 

•  •• 

•  •• 

••• 

9 

•  •• 

4 

.•• 

5 

•  •• 

81 

Taff  Vale. 

... 

a.. 
1 

•  •• 

* 

1 

«*• 

•  •  * 

•  ■• 

•  •• 

*  •• 

... 

.«• 

•  »• 

2 

Tottenham    and    Forenl 
Gate  Joint. 

•••      j     ...  -  . 

•  •• 

•  •« 

•  •• 

•  •• 

•  •« 

1 

•  •• 

. .. 

... 

•  •• 

1 

Tottenham   and    Hamp- 

stead  Joint. 

-•-   ,  ••• 

•  •• 

1 

•  •• 

•  •• 

•  •■ 

... 

•  •* 

... 

1 

•  •• 

e 

West  London  Extension 

i 

1 

Joint. 

1 , 

1        < 

•  •• 

•  •• 

•  ■• 

•  •  • 

•  •• 

•  •  • 

•  •• 

... 

... 

•  •• 

3 

Wigan  Junction. 

1 
1    —   .   ... 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

... 

... 

•  •• 

3 

Wrexham,      Mold,     and 
Connah's  Quay. 

••  •          ... 

•  •• 

2 

«  •  • 

■  •• 

•  «  ■ 

•  •« 

•  •• 

1 

... 

1 

2 

Railway  Glearing  House. 

13        352 

1 

•  •• 

724 

1 

62 

•  •• 

10 

•  •• 

722 

3 

1,0«)2 

13 

1,720 

44 

9,929 

i  Total,  England  and 
)     Wales. 

• 

1 

( 

1 

1 

1 

SCOTLAND. 

1 

11 

•  •• 

11 

•  •• 

2 

•••                    ••• 

•  •  • 

6 

•  •■ 

9 

1 

32 

3 

177 

Caledonian. 

t 

•  •• 

•  •• 

•••                  • •• 

•  •• 

• ••                    ■ •• 

•  •■ 

•  •  • 

•  •• 

•  •  • 

... 

•  •• 

1 

3 

Dumbarton  and  Ballooh 
Joint. 

t 
1   — 

1 

•  *• 

1 
•••                  • •• 

•  ■• 

2 

•  •• 

•  •  • 

•  •« 

•  •« 

... 

•  •* 

... 

15 

Glasgow     and     Paisley 

1 

1 

Joint. 

1 

4 

•  •• 

I 

•  •• 

•  •• 

1 

«•• 

•  •• 

•  •• 

•  •  « 

... 

1 

1 

13 

Glasgow      and      South- 

western. 

■  •  ' 

•  •• 

•  •• 

•  •■ 

•  *• 

»•• 

■  •■ 

•  •• 

•  *• 

•  ■  • 

•  •• 

1 

.•• 

1 

•  •• 

7 

Glasgow,  Barrhead,  and 
Kilmarnock  Joint. 

•  •• 

.  •  • 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

... 

•  •  • 

1 

... 

1 

1 

Great  North  of  Scotland. 

••• 

• . « 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

L    4       ••• 

1 

1 

.•• 

4 

•  •  • 

16 

Highland. 

« «• 

4 

•  •• 

8 

•  •• 

•  •  • 

•  •• 
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North  British. 
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• ••                   • •• 
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Perth  General  Station. 

" 

20 

•  ■• 
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•  •  • 
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•  *■ 
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26 
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5 
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2 
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•  «• 
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1 
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•  •• 
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30 

Belfast    and     Northern 

Counties. 

3 
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•  •■ 

•  •* 

•  •  • 

•  •  • 

... 

•  •• 

•  •• 

•  •• 

2 

1 

8 

Cork,  Bandon,  and  South 
Coast. 

•••       ••• 

... 

•  •• 

•••          '          • •• 

•  •• 

•  •• 

.  •• 

1 

1 

•  •• 

2 

•  •• 

6 

Dundalk,    Newry,     and 

1 

Greenore. 

\    ..•       ••• 

... 

•  •• 

•  •• 

•  •• 

•  •« 

•  •• 

... 

•  •• 

*•• 

•  •• 

2 

•  •• 

2 

Great  Northern. 

'  ...  i  4 

... 

4 

•  «• 

•  •• 

•  •■ 

•  •• 

... 

6 

1 

11 

•  •• 

5 

1 

36 

Great      Southern      and 

'      Western. 

•  •« 

1 

• 

.•• 

2 

•  •• 

•  •• 

•  •• 

■  •• 

... 

•  •• 

... 

•  •• 

•  •• 

3 

... 

13 

Midland  Great  Western. 

1 

1 

.      ...            11 

1 

1 

7 

1 

•  ••                    • •• 

1 

•  •  • 

•  •• 

%-"  ■   ■■■ 

...     1         0 

t 

1 

16 

■  •• 

16 

2 

100 

t 

Total,  Ibbland. 

1    16    88S 

1 

•  •• 

761 

1 

64 

■  •• 

12 

1 

746 

4 

1,043 

16 

1,806 

54 

10,497 

1  Total,  United  Kiko- 

(     DOM. 

porpoee  of  working  the  railway,  but  does  not  inolude  factories,  workshops,  buildings  used  exclusively  for  warehousing  goods,  repairing 
otiier  snnflar  prenusea. 
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Natubk  of  Ordinary  Emplotmbnt  of  Servants  of  thb  Companibs  and  of  Gontraotobs  EhjiBO  or 
Injured  otherwise  than  in  Accidents  to  Trains  or  by  the  Movbmbnt  of  Railway  Ybhiglbs. 


TABLE  No.  10. 


8T4TEMENT  showing  the  number  of  Sbbvavts  of  the  Compaivies  and  of  Contbaotobs  reported  to  the  Boabd  of  TBabb  aa  having  beei 
Killed  or  Injubed  otherwise  than  in  Aooidemts  to  Tbaiks  or  by  the  Movement  of  Railway  Vbhiolbs  dnringr  the  Yeay 
ending  Slat  Pecember,  1901,  classified  aooording  to  the  Natubb  of  the  Emplotuent  and  Age  of  the  Psbsoks  injnxed  and  the  Natitb] 
of  the  Injubies  ;  and  also  the  total  number  of  Pebsonb  employed  in  each  Class  of  Servioe. 


Natdbb  of 
Bmplotmbnt. 


Natubb  of  Injubibs. 


FataL 


1.  Brakesmen.  CJSee 
Goods  Ouards}) 

2.  Capstan-men  and 
Capstan-lads:  (1)  Men 

(2)  Boys 
8.  Carmen  and  Van- 
guards :  (1)  Men 
(2)  Boys 

4.  Carriage-cleaners: 

(1)  Men 

(2)  Boys 

5.  Carriage  and  wag- 
gon examiners. 

6.  Checkers:  (l)Men 

(2)  Boys 

7.  Chockera,  Chain- 
boys,  and  Slip- 
pers :  (1)  Men  ... 

(2)  Boys  ... 

8.  Clerks :  (1)  Men 

(2)  Boys 

9.  Engine-cleaners : 

(1)  Men 

(2)  Boys 

10.  Engine-drivers  ... 

11.  Firemen 

12.  Gatekeepers 

IS.  Greasers:  (l)Men 
(2) Boys 

14.  6ua)-d8      (Goods) 
and  Brakesmen. 

15.  Guards  (Passenger) 

16.  Horse-drivers     ... 

17.  Inspectors: 

(1)  Permanent-way 

(2)  others 

18.  Labourers 

19.  Lamp-men      and 
lamp-lads:  (1)  Men 

(2)  Boys 

20.  Loaders     and 
Sheeters. 

21.  Mechanics:  (1)  Men 

(2)  Boys 

22.  Messengers:  (l)Men 

.     (2)Boys 
28.  Number-takers  : 

(1)  Men 

(2)  Boys 

24.  Permanent  -  way 
Men. 

25.  Pointsmen 

26.  Polioemen 

27.  Porters  :  (1 )  Men 

(2)  Boys 

28.  Shunters... 

29.  Signal  fitters     ... 

30.  S^ignalmen 

31.  Signal-box  lads ... 
82.  Station-masters... 
88.  Ticket-collet5tors 
84.  Watchmen 

36.  Yardsmen 

36.  Miscellaneous  : 

(1)  Adulta    ... 

(2)  Boys 

Total  of  Railway ) 
Servants  ( 

37.  Contractors'  Ser- 
vants :  CO  Men  ... 

(2)  Boys... 

Total  of  Contrac  • ) 
fcors'  Servants     ! 

Total  of  Railway ) 
and  Contractors'  f 
Servants  1 


3 

1 


3 
2 

1 


1 

8 


11 


48 


6 


54 


%•• 


•  •• 

•  •• 

•  •• 


•  •• 

•  ■  • 


•  •• 


•  •  • 


InjiurieH  resulting 
in  loss  of 

Fracture  of 

Dis- 
loca- 
tions. 

9. 

In- 
ternal 

In- 
Juries. 

10. 

Contusions 
of 

Scalds 

Legs 

or 

Feet. 

2. 

Arms 

or 
Hands. 

3. 

Fin- 
gers 

or 
Toes. 

4. 

SkuUa 
6. 

Legs 

or 

Arms. 

6. 

Collar- 
bones 
or 
ribs. 

7. 

other 

Bones. 
8. 

Head 

or 
Body. 

11. 

Limbs. 
12. 

or 
Bums. 

13. 

Spraina 


14. 


Cute 
or 


ra- 
tions. 

16. 


Shock 
to 

Sys- 
tem. 

16. 


MlB- 

cella- 
neous 

In- 
juries. 

17. 


Total 
In- 
jured. 


No.  of 
Person 
ployi 

^     in 
1901. 


•  •a 


... 
•  .. 


I 


12 


•  •• 


... 
... 


2 


11 


I 


9 
3 

6 

i.. 
2 


4 
2 
7 
6 
1 
1 
1 
6 


2 
32 

2 

2 

9 
2 


83 

1 
2 
39 
6 
1 
8 
1 

3 

•  ■  • 

1 


11 

1 


203 


6 
1 


8 
3 
1 


11 


2 
5 


11 


23 

5 
1 
2 
1 
3 
3 


1 

1 


1 
2 
3 

2 


3 
2 

1 

18 

1 

•  «  • 

3 
3 


13 


20 
1 
2 


101     85 


2 
2 


6 

3 
2 


6 


2 
4 


2 

<  •  • 

8 


1 
26 
2 
1 
1 
2 

•  •• 

2 


3 


82 


5 
3 

4 

1 

1 


13 
4 

8 
6 


1 
26 


6 
1 
1 
2 

2 

•  •• 

15 


46 

«  «  • 

2 
1 
4 

•  ■  ■ 

1 
I 


14 


••• 

.•a 

29 
11 

12 
2 
3 

9 


1 
2 

17 

4 

47 

53 

1 

2 

•  •  • 

13 

7 
2 

1 
2 

54 

*• 
o 

2 

7 

24 
3 


1 

•  •  • 

40 


1 

140 

5 

12 
7 
7 
1 
3 
3 
2 
1 

47 
2 


178  i  586 


5 
1 

105 
SO 

19 

2 

11 

50 
1 


1 
1 

7 
5 

70 

19 

115 

184 

4 

4 

3 

73 

31 
10 


11 
498 

2 
4 

58 

94 
6 


3 

4 

443 

2 
4 

735 
22 
32 
15 
23 

2 
10 

3 


108 
6 


2,847 


1 

3 
2 


33 

9 

46 

45 

■  • 

1 
1 


14 


21 

■  • 

1 


17 
2 
2 

•  • 

1 


15 


219 


2 
1 

70 
9 

22 

2 

12 

36 


2 

3 

15 

6 

51 

14 

114 

13T 

8 

3 

• «. 

98 

37 

8 


14 
159 

23 

9 

28 

74 
2 
1 
3 

10 

•  •  • 

173 

o 
8 
418 
12 
52 
10 
58 

•  •  • 

14 
12 

1 

8 

76 
2 


4 

2 

37 
18 

13 

•  a. 

3 


2 
2 
5 

57 
9 

63 

87 
1 
2 
1 

12 

13 
2 


1 

128 

7 

5 

14 

61 
1 

•  •• 

8 


173 

1 

2 

238 

16 

14 

11 

13 

1 

4 

4 


43 

8 


1,806 


1092 


••• 

aaa 


1 
1 

•  a« 
aa. 
.•• 
aa. 


1 
1 
1 


10 

•  •• 

•  •• 

•  •• 

•  •• 

1 

•  •• 
■  •• 

1 


86 


106 
27 

45 

4 

13 

40 
I 


6 

6 

12 

5 

158 

27 

214 

285 

5 

9 

••• 

83 

24 

11 

2 

9 
424 

33 

4 

61 

173 

13 

2 

3 


1 
373 

2 

8 

636 

18 

42 

28 

48 

4 

11 

9 

5 

6 

167 
13 


3,133 


13 


11 


8 

8 

3 

•  •• 

2 

•  •• 

... 

•  •• 

6 

•  •• 

5 

6 

•  •• 

6 

24 

•  •  • 

24 

1 

•  •• 

1 

7 

■  •  • 

7 

16        2 
1 

3 

2 

17 

2 

211 

104 

87 

82 

183 

692 

2,871 

220 

1,813 

1109 

88 

28 


28 


3,161 


18 
4 

370 
107 

132 

12 
49 

145 
2 


10 
II 
40 
25 

413 
90 

633 

762 

18 

22 

6 

290 

117 
37 

4 

40 
1,383 

79 

25 

179 

479 

28 

4 

20 

21 

5 

1,290 

11 

21 

2,347 

83 

165 
78 

160 
10 
fil 
35 
10 
27 

493 
32 


10,393 


103 
2 


104 


1,05S 

16,81i 

6,711 

5.084 

297 

3,451 


7.7^2 
179 


96 

.640 

48,245 

13,565 

15.250 

3,993 

25,556 

24.083 

3.507 

964 

841 

15.708 

7,291 
2,272 

1,071 

6,701 

53,282 

1.813 

472 

4,430 

70,928 

10,5^ 

652 

2.613 

745 
66.621 

773 
1,998 

50.IS< 
6,142 

lu.841 
3.S43 

27.723 
2.079 
8,103 
3.642 
993 
1.717 

32,7i3 
2,8:'-'* 


575,83^ 


. 


10,497 
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AOOIDKNTS  TO  TBAIHS,  ROLLING  STOOK  AND  PBRMANKNT  WaT. 


TABLE  No.  IL 


Summary  Statbhbnt  of  the  Number  of  Aocidbkts  to  Trains,  Rolling  Stock,  Pbrmanbnt 
Way,  &e.j  reported  to  the  Board  of  Tradb  as  having  occurred  on  the  Railways  in  each 
Division  of  the  United  Kingdom  during  the  Year  ending  31  st  December  1901,  classified 
according  to  the  NATURE  of  the  AOOIDBNT ;  with  corresponding  figures  for  the  UNITED 
Kingdom  for  the  year  1900. 


1901, 

1900. 

Natitbb  op  Aooidsvt. 

Bnoland 

IJnitbd 

IJnitbd 

AND 

SOOTLAND. 

IBXLAND. 

Walbs. 

1 

Kingdom. 

Kingdom. 

<A) — ^AOOIDSNTS  TO  TSAINB  :-^ 

■ 

1.  Collisions  between  passenger  trains  or  parts  of 

41 

10 

♦•• 

51 

42 

passenger  trains. 

3.  Collisions  between  passensrer  trains  and  goods  or 

45 

8 

2 

55 

72 

mineral  trains  or  light-engines. 

8.  Collisions  between  goods  trains  or  parts  of  goods 

41 

9 

••• 

50 

51 

trains  and  light-engines. 

4.  Collisions  between  trains  and  Tehioles  standing 

5 

2 

«*• 

7 

1 

f  onl  of  the  line. 

■5.  Collisions   between    trains    and    buffer-stops   or 

▼ehioles  standing  against  baffer-stops  :^~ 

(a)  From  «train8  running    into    stations   or 

18 

••• 

2 

15 

13 

sidings  at  too  high  a  speed. 

(If)  From  other  causes 

18 

1 

••• 

14 

19 

a.  Trains  coming  in  contact  with  projections  from 

2 

••• 

••• 

2 

2 

other  trains  running  on  parallel  lines. 

f 

7.  Passenger   trains  or  parte   of   passenger   trains 

50 

13 

2 

6ft 

76 

leaving  the  rails. 

8.  Goods  trains  or  parte  of  goods  trains,  light-engines, 

13 

4 

••• 

17 

24 

k.o.j  leaving  the  rails. 

.9.  Trains  running  through  gates  at  level-oroeeings 

157 

48 

6 

211 

199 

or  into  other  obstacles. 

10.  Fires  in  trains  ...        ... 

4 

18 

•  •• 

17 

16 

11.  Miscellaneous 

2 

••9 

•  •• 

2 

4 

(B)~ACGID£NT8  TO  OB  FaILUBK  OP  ROLLING  STOOK 

AKD  Pbrmanbnt  Wat:— 

12.  The  bursting  of  boilers  or  tubes,  &o.,  of  engines... 

5 

«•• 

1 

6 

5 

13.  The  failure  of  machinery,  springs,  ^.,  of  engines 

4 

1 

... 

5 

4 

14.  The  failure  of  tyres 

195 

4 

••• 

199 

234 

XO.           f,                     „                     „            W  Xlvdo  . . .                       a*.                       •••                      .••                      ... 

2 

.•• 

... 

1 

2 

1 

Xw.      ,]            „            „      AjUCb      ...             ••.             ...             •«.             ... 

129 

41 

s 

i         175 

1 

168 

.    17.    „        „        n    brake  apparatus*     

... 

••• 

i 

1 

1 

•  •• 

... 

18.    „        „        „    couplings       

11 

••• 

1 

12 

15 

19.    „        „        „    ropes  used  in  working  inclines     ... 

•.. 

••• 

... 

... 

».. 

20.  „        „        „    tunnels,  bridges,  viaducte,  culverts, 

&c. 

21.  Broken  rails      

! 

... 

••• 

,*•• 

1 

7 

245 

44 

35 

324 

317 

22.  The  flooding  of  portions  of  permanent-way  of 

16 

2 

1 

19 

21 

such  a  nature  as  to  involve  danger. 

-    23.  Slips  in  cuttings  orembankmente  of  such  a  nature 

7 

2 

1                 i 

10 

28 

as  to  involve  danger. 

1 

,    24.  Fires  at  stations  or  involving  injury  to  bridges  or 

8 

3 

11 

13 

viaducte. 

;    26.  Miscellaneous 

1 

... 

•  •• 

• «. 

•  •• 

- 

•  •• 

<    # 


A  Return  is  published  half-yearly  setting  out  in  detail  all  the  oases  in  which  brake  apparatus  has  failed  to  act  properly. 
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Accidents  to  Trains,  Rolukp, 


TABLE  No.  12. 


NuMBKR  of  Accidents  of  Each  Class,  to  Trains,  Rolling  Stock,  Permanbnt  Wat,  Ac.,  reported  ti 

Yearendin; 


namb  of  oompant. 


A. 


1. 


Collisions 

between 

Passenger 

Trains  or 

Parts  of 
PoBsen^r 

Trains. 


ENGLAND  AND  WALES. 

Barry  ... 

Basinestoke     and      Alton 

Light. 
Breoon  and  Merthjrr 

Cambrian     ... 

Carlisle  G^>od8  Traffic  Com- 
mittee. 
Cheshire  Lines       

Cleator     and   Workinfcton 

Junction. 
Cookermonth,        Keewick, 

and  Penrith. 
Colne  Valley  and  Qalstead 

East  Coast  Joint  Stock     ... 

Festiniog     ... 

Fnrness 

Great  Central 

Great  Eastern 

Great  Northern 

Great  Northern  and  Lon- 
don and  North-Westem 
Joint 

Great  Western       

Hall,  Bamsley,  and  West 
Riding  Junction. 

Isle  of  Wight  Central 

Lancashire  and  Yorkshire 

Lancashire  and  Yorkshire 
and  London  and  North- 
Westem  Joint. 

Lancashire,  Derbyshire  and 
East  Coast. 

Liyerpool  Overhead 

London  and  North-Westem 

London  and  North-Westem 
and  Great  Western  Joint. 

London  and  North-Westem 
and  Midland  Joint. 

London  and  South -Western 

London  and  South- Western 
and  London,  Brighton 
and  South  Coast  Joint. 

London,  Brighton,  and 
South  Coast. 


London^  Tilbury  and  South-  ! 
end. 


3. 

Collisions 

between 

Passenger 

Trains 

and 

Goods  or 

Mineral 

Trains  or 

Light 
Engines. 


3 

8 


2 
1 


1 
7 


Collisions 

between 

Goods 

Trains  or 

Parts  of 

Goods 

Trains 

and  Light 

Engines. 


2 

4 
6 


4. 


Collisions 
between 

Trains 

and 
Vehicles 
standing 

foul  of 
the  Line. 


5. 

Collisions  between 

Trains  and  Buffer 

Stops  or  Vehidee 

standing  against 

Buffer  Stops. 


FromTrains 

running 

In  testations 

or  Sidings 

at  too  high 

aspeed. 


(b,) 

From 

other 

Causes. 


1 
2 


8 


6 


»•• 


6. 

Trains 
coming  in 
Contact 
with  Pro- 
jections 
from 
other 
Trains 
running 

on 

Parallel 

lines. 


7. 


Pas- 
senger 
Trainsor 
Parts  of 
Pas- 
senger 
Tndns 
leaying 
the  Bails. 


1 

1 


8. 

Goods 

TYainsor 

Parts  of 

Goods 

Trains, 

Light 

Engines, 

leavin 
the 


vmff 


9. 


Trains 
running 
through 
Gates  at 

Level 

Oroasings 

or  Into 

other 

obstacles. 


10. 


Fires 

in 
Traina 


1 
2 


I 
8 
1 


2 

I 


1 


28 
11 


27 


2 


13 


10 


Hiiofil- 

IsoeofB. 


... 

•«« 

.  ■. 

••• 

... 

... 

... 

.M 

... 

.•• 

... 

•  *• 

.*• 

... 

..• 

.M 

«•« 

M« 

... 

... 

... 

«•• 

... 

*•• 

... 

•  M 

2 

.M 

•.. 

... 

... 

... 

... 

... 

•  *• 

... 

... 

1 

... 

... 

.M 

... 

•  M 

>•* 

... 

1 

»— 

... 

... 

... 

... 

.•• 

NoTE.^In  this  Table  accidents  under  A  are  entered  against  the  Company  on  whoet  line  they  ooeur,  but  tiioit 
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9T0CK,  AND  Permanent  Way. 


TABLE  No.  12. 


the  BOABD  of  Tradb  as  having  ooonrred  on  the  several  RAILWAYS  in  the  United  Kingdom,  daring  the 
Slst  December  1901. 


B. 


12. 

The 
of 


Ae^of 


IS. 


The 
failiireof 
Kftchin- 

ery, 

Bnglnefl. 


Failure  of  Pailnre  of 


14. 


The 
ilarc 
Tyrea 


16. 


The 

ilnre 

Wheels. 


16. 


The 

Failure  of 

Axles. 


The 
Fafloreof 

Brake 
Apparatn& 


17. 


18. 


The 
Failure  of 
OonpUngs. 


19. 


The 
Failure  of 

BODOB 

naedin 

working 

InoUnes. 


20. 


The 

Failure  of 

Tunnels, 

Bridges, 

Viaducts, 

Oulverts, 

Ac 


2L 


Broken 
Bails. 


oo 


The 
Flooding 

of 
Portions 
of  the 
Perma- 
nent Way, 
involvinjpr 
Danger. 


23. 


Slips  in 
Cuttings 

or 
Embank- 
ments of 
such  a 
Nature  as 
to  involve 
Danger. 


34. 


Fires  at 
Stations 

or 

involving 

Injury  to 

Bridges 

or 
Viaducts. 


26 


Miscel* 
laneous. 


1     ... 


3 


•••       I 


1 
1 
3 
2 


36 


1 


1 
3 
6 


17 
1 


20 


8 


3 


2 
11 
11 
11 

1 

28 


16 


10 
12 

1 

18 


2 


13 


Oder  B  an  entered  against  the  Companj  to  whioh  the  rolling-stock  or  permanent- way  belongs. 
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AOOIDBNTB  TO  TBAINB,  ROLUIG 


TABLE  No.  1%-Hxmtinued. 


Number  of  AociDBirrs  of  Each  Class,  to  Trains,  Rolling  Stock,  Permanent  Way,  &c.,  reported  to 

Year  ending 


nahb  of  Oomfant. 


1. 


Collisions 
between 
Passenger 
Trains  or 

Parts  of 
Passenger 

Trains. 


ENGLAND  AND  WALES 

Manohester  and  Milford  ... 

Manchester,    Sonth    Junc- 
tion, and  Altrincham. 

Marjport  and  Carlisle 

MmXXvnj  .*•  ...  ... 

Mersey  and  Wirral  Joint ... 

Metropolitan  

Metropolitan     and     Great 
Western  Joint. 

Metropolitan    and    Metro* 
politan  District  Joint. 

Metropolitan  District 

Midland       


Midland         and 
Northern  Joint. 


Great 


Midland   and  Great  West- 
em  Joint. 

Midland  and  South- Western 
Junction. 

Neath  and  Brecon 

Normanton  Joint  Station... 

North -Eastern        

North  Staffordshire 

North  Wales  Narrow  Gauge 

Rhondda  and  Swansea  Bay 

Rhymney 

Rhymney  and  Great  West- 
em  Joint. 

Rother  Valley        

Somerset  and  Dorset  Joint 

South-Eastern    and    Chat- 
ham. 

South  Wales  Mineral 

X air  V  aie     ...        ...        ••• 

Tottenham  and  Hampstead 
Joint. 

West  Coast  Joint  Stock    ... 

West    London     Extension 
Joint. 


2. 

Collisions 

between 

Passenger 

Trains 

and 

Goods  or 

Mineral 

Trains  or 

Liffht 
Engines. 


1 


6 


8. 


Collisions 

between 

Goods 

Trains  or 

Parts  of 

Goods 

Trains 

and  Light 

Engines. 


4. 


Collisions 
between 

Trains 

and 
Vehicles 
standing 

fonlof 
the  Line. 


5 
1 


1 


1 


6. 

CoUisionB  between 

Trains  and  Buffer 

Stops  or  Vehicles 

standing  against 

Buffer  Stops. 


FromTrains 

running 

intoStations 

or  Sidings 

at  too  high 

aspeed. 


(ft.) 

From 

other 

Causes. 


6. 

Trains 
oomingin 
Contact 
with  Pro- 
jections 
from 
other 
Trains 
running 

on 

Parallel 

Lines. 


7. 


senger 
Trains  or 
Parts  of 
Pas- 
senger 
Trains 
leaving 
the  Bails. 


8. 

Goods 

Trains  or 

Parts  of 

Goods 

Trains, 

Light 

Engines, 

leavini 
the 


▼mg 
Raik 


9. 


Trains 
running 
througn 
Gates  at 

Level 
Crossings 

or  into 

other 
obstacles. 


1 


1 


••• 


2 


1 


I 


•  «• 


6 


2 


1 


10. 


Fires 

in 
Tralnii. 


10 


2 


S 


24 


1 
2 


IL 


Hiicel- 
laneooB. 


NoTB.— In  this  Table  accidents  under  A  are  entered  against  the  Company  on  whose  line  they  occur,  but  thoie 
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8took«  and  Pbbmanbkt  Wat. 


TABLE  No.  IS-^-continued. 


Board  of  Tradb  as  haYing  ooonrred  on  the  several  Railways  in  the  Ukitbd  Kikodom,  daring  the 
3lBt  December  1901. 


I- 


B. 


13. 


of 


ot 


IS. 


The 
taXkanot 
JCfichlii- 


BogUMC 


14. 


The 

FkUnreof 

Tyres. 


11 


The 

Shot 

Wheela 


FftiliiFe  of  PUldre  of 


16w 


The 

kUdre 
Aziee. 


The 
n^Unreof 

Brake 
AppatAtiUL 


17. 


18. 


The 
FaOnreof 
OoapUngg. 


19. 


The 

Failure  of 

Bopee 

nMdin 

working 

Inolinei. 


ao. 


The 

Failure  of 

Tunnela, 

Bridget. 

YiAdnotfl, 

OolYflarli» 


SL 


Broken 
Bailn 


tt. 


The 

Flooding 

of 

Tlll^  i  !■■■  ■ 

of  the 


nentWay, 

involTlng 

Danger. 


as. 


SUpein 
Oouinga 

or 
Bmbank- 
menteof 

•ncha 
NaMreae 
to  involve 

Danger. 


ai 


Fires  at 
Stations 

or 

involving 

Injnryto 

Bridges 

or 
'^adnetsi 


Missel- 


••• 


S 


••• 


8 


8 
2 


•  •• 


1     "• 


••• 


••• 


\ 


\*»i 


\ 


I 


••• 


20 


2 

8 
1 


••• 


2 


•»• 


9 


46 


1 


••• 


••• 


87 


^  \     MuW  B       entered  agmiagt  the  Company  to  which  the  roUixMr-ftock  or  permanent  waj  belongs. 
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AOOIDBNTS  TO  TBUNS,  BOLLIKG 


TABLE  No.  12-Hxmtinued. 


Number  of  Accidents  of  Each  Glass,  to  Trains,  Rolling  Stock,  Permanent  Way,  &c.,  reported  to 

Year  ending 


N  \acE  OF  Company. 


A. 


I. 


Collisions 

between 

Passenger 

Trains  or 

Partaof 

Passenger 

Trains. 


ENGLAND  AND   WALES 

— font. 
Wigan  Junction     

PriTate  Owners      

Total,  England  f 
AND  Wales.       [ 


SCOTLAND. 

Caledonian 

Dnmbarton    and    Ballooh 

Joint. 
Dundee  and  Arbroath  Joint 

Glasgow      .and      South  • 

Weetem. 
Glasffow,     Barrhead,    and 

Kilmarnock  Joint. 
Glasgow  District  Subway... 

Great  North  of  Scotland  ... 

Highland     ...        

North  British         

Perth  General  Station 

Porlpatriok  and  Wigtown- 
shire Joint. 
Prirate  Owners      

Total,  Scotland     ... 


IRELAND. 

Belfast  and  County  Down 

Belfast      and       Northern 

Counties. 
Cavan  and  Leitrim 

Cork,  Bandon  and  South 
Coast. 

DubUn,  Wicklow  and  Wex- 
ford. 

Chreat  Northern      

Great        Southern        and 

Western. 
West  Clare 

Total,  Ibelakd 


Total,  Unitbd  Kimqdom 


2. 

Collisions 

between 

Passenger 

Trains 

and 
Goods  or 

Mineral 
Trains  or 

Light 


Am 
igii 


Engines. 


41 


8 


10 


51 


8. 


Collisions 

between 

Goods 

Trains  or 

Farts  of 

Goods 

Trains 

and  Light 

Engines. 


Collisions 
between 

Trains 

and 

Vehicles 

standing 

foul  of 
the  Line. 


Collisions  between 

IVains  and  Buffer 

Stops  or  Vehioles 

standing  against 

Buffer  Stops. 


(0.) 

FromTrains 
running 

intoStations 
or  Sidings 

at  too  high 
a  speed. 


(6.) 

From 

other 

Causes. 


Trains 
coming  in 
Contact 
with  Pro- 
jections 
from 
other 
Trains 
running 

on 

PaiaUel 

Lines. 


1 


7. 


senger 

Trains  or 

Parts  of 

Pas- 
senger 
Trains 
leaving 
the  Bails. 


8. 

Goods 

Trains  or 

Parts  of 

'Goods 

Trains, 

Light 
Engines, 

Ac., 

leaving 

the  Baus. 


9. 


Trains 
running 
through 
Gates  at 

Level 
Crossings 

or  into 

oth^r 
obstacles. 


10. 


IL 


Fires 

in 
Trains 


MiKccl- 
laneous. 


46 


41 


13 


13 


60 


•  •• 

•  •• 

•  •• 

•  •• 

... 
... 

15 

167 

4 

1 


2 


1 
3 


8 


6 


2 
1 


2 


9 


3 


2 


1 


13 


18 


1 

3 

26 


13 


48 


13 


1 
1 


2 


• 

... 

1 

1 

2 

2 

2 

3 
1 


6 


S5 


50 


15 


14 


66 


17 


211 


17 


^OTE.— In  thii  Table  Moidenti  nnder  A  are  entered  againit  the  Company  on  whoae  line  they  oocor,  bat  tho«e 
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Stock,  and  Pbbhanbnt  Way. 


TABLE  No.  IZ— continued 


tlie  Board  of  Tbadb  as  haying  occurred  on  the  several  Railways  in  the  Unitbd  Kingdom,  daring  the 
3J  St  December  1901. 

1 


I 

B. 

IX 

u. 

14. 

15, 

16. 

17. 

18. 

19. 

20a 

n. 

23. 

as. 

34. 

35. 

1 

1 

«tf 

The 

MAchln- 
ei7. 

The 

FVdlnreof 

The 

Failure  of 

The 
Failure  of 

The 
Failnreof 

Brake 
Apparatus. 

The 
Failnreof 

The 

Failnre  of 

Ropes 

nsedin 

working 

Inclines. 

The 

Failnre  of 

Tnnnels, 

Bridges, 

Broken 
Bails. 

The 
Flooding 

of 

Portions 

of  the 

Slips  in 
Onttings 

or 
Emhank- 
ments  of 

Fires  at 
Stations 

or 

involving 

Injury  to 

Bridges 

or 
Viadnots. 

MiMsel- 
laneons. 

<VTllbM. 
AQL.Of 

^X2T 

Types. 

Wheels. 

Axles. 

Couplings. 

Viadnots. 
Onlverts, 

nent  Way, 

snch  a 
Natnreas 

1 
J 

BngtDet. 

ACa 

involying 
Danger. 

to  iDYolye 
Danger. 

1     I 

1 

1 

••• 

•  •• 

.«• 

••• 

... 

... 

.•• 

»•» 

»a» 

aaa 

a»m 

•»• 

••• 

■ 

^         L 
1 

•  •  • 

«•• 

136 

«•• 

17 

... 

... 

... 

.aa 

..a 

a*. 

•  •• 

•  •m 

•  aa 

5              4 

'Its 

3 

139 

.*• 

11 

••• 

aaa 

246 

16 

1 

8 

•  aa 

•  >• 

1 

•  •• 

8 

... 

•  .a 

•  * 

•  aa 

88 

•»• 

»•• 

••• 

... 

•  •• 

••• 

•  «• 

... 

.•• 

•  •• 

... 

a  «• 

•  •• 

»»• 

•  a. 

•  aa 

mm* 

•  •• 

••• 

•  •• 

... 

.•• 

••• 

••• 

a. a 

•  •• 

aaa 

..a 

aaa 

.  •  . 

••• 

1 

•  •• 

6 

••• 

•  •• 

... 

aaa 

2 

aaa 

aaa 

•  »• 

.aa 

■  *• 

.*• 

•  •• 

••• 

.*• 

... 

••• 

•  •» 

1 

.aa 

aaa 

•  •9 

aaa 

•  •• 

«•• 

•  •  • 

«•• 

... 

... 

.•• 

..a 

••• 

f» 

aaa 

•  •• 

aa* 

•••                                   ••• 

2 

•  •• 

.«• 

... 

... 

.*• 

.a 

••• 

aaa 

aaa 

aaa 

..• 

•  ••             1                ••• 

••• 

•  •• 

2 

... 

... 

..• 

a.* 

aaa 

1 

1 

1 

.a* 

,     ...              1 

••• 

•  •• 

19 

••• 

... 

•  a. 

•  •» 

s 

1 

•  •• 

2 

aaa 

•  •• 

••• 

••• 

•  •• 

•«• 

... 

... 

... 

•  •» 

... 

.aa 

•  •• 

■  •• 

.  .a 

**• 

••• 

•«• 

•  •• 

... 

.•• 

... 

•  .a 

a.a 

... 

•  •a 

1 

•  •• 

.  •. 

\ 

*•• 

••• 

... 

•  •• 

7 

•.• 

.•• 

•  •a 
aa* 

... 

... 

..a 

•  •« 

— 

... 

•  •» 

1 

4 

•  •• 

41 

••• 

... 

.aa 

44 

2 

2 

1              8 

1 

1 

1               ... 

1 

1 

t 

1 

1 

•  •• 

* 

••• 

•  •• 

\ 

•  •• 

•  •• 

i 

••• 

... 

..a 

.aa 

6 

•  •• 

1 

... 

1 

1 

•  •  • 

•  •• 

«•• 

•  •• 

•  •• 

•  •• 

... 

... 

..a 

..a 

1 

•  •• 

... 

... 

•  •• 

«•• 

••• 

•  •• 

•  •• 

•  •• 

t 

1 

... 

»•» 

«.•• 

2 

•  •• 

..a 

••• 

•  •• 

1 

••• 

•  •• 

•  •  • 

•  •• 

1 

*•• 

... 

..a 

..a 

•  •• 

... 

... 

•  •• 

m  •• 

••• 

•  *  ■ 

•  •• 

•  •• 

•  •  • 

... 

... 

..a 

6 

1 

»•• 

... 

... 

1 

••■ 

•  •• 

1 

•  •• 

2 

•  •• 

... 

aaa 

m»» 

7 

aa. 

aaa 

... 

aaa 

1 

••• 

•  •• 

■  •• 

2 

•  •• 

1 

... 

aaa 

18 

a»» 

... 

... 

..  • 

*•• 

••• 

1 

1      •" 

•  •• 

1 

1 

•  •• 

•  •• 

... 

•  a. 

aaa 

»•• 

m»* 

... 

... 

1 

••• 

••• 

1 
1 

5 

•  •• 

I 

1 

\ 

... 

36 

1 

1 

•  mm 

a*. 

6 

5 

199 

2 

175 

•  ••r 

12 

..a 

a»» 

324 

19 

10 

11 

aa* 

'^yiitiT  B  are  entered  against  the  Company  to  which  the  rolling-stock  or  permanent-way  belongSa 

Board  of  Trade,  FRANCIS  j!  S.  HOPWOOD. 

24th  April,  1902. 

IIMC  F  2 
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APPENDIX   A. 


REPORTS  TO  THE  BOARD  OF  TRADE  BY  INSPECTING  OFFICERS  OP 
THE  RAILWAY  DEPARTMENT  UPON  CERTAIN  ACCIDENTS  WHICH 
HAVE  BEEN  INQUIRED  INTO. 


FESTiNioa  : 

Major  Braitt's  report  on  the  accident  whioh 
occnrred  on  the  4th  October  to  a  passenger 
train  which  left  the  rails  near  Dduallt  Station. 


Obeat  Eastbbn  : 

Lientenant-Colonel  von  Donop*a  report  on  the 
collision  which  occnrred  on  t^e  28th  December 
between  a  pasnenger  train  and  the  bnffer-stops 
at  Cromer  Station. 


6&SAT  Nobthekn: 

Major  Dmitt's  report  on  the  collision  which 
oocnrred  on  the  28th  December  between  a 
passenfi^er  train  and  a  goods  train  at  KiDg*s 
Cross  Station. 


Lakcashibe  and  Yobkshibe  : 

M!ajor  Draitt's  report  on  the  collisions  which 
occurred  on  the  24th  October  between  two 
goods  trains,  and  between  a  passenger  train 
and  a  goods  train  at  Bowling  Tunnel,  near 
Bradford. 

Major  Druitt's  report  on  the  collision  which 
occurred  on  the  4th  Xovember  between  a 
passenger  train  and  a  pilot  engine  at  Tod- 
morden. 

Major  Druitt*b  report  on  the  collision  which 
occurred  on  the  6th  November  between  a 
passenger  train  and  a  goods  train  at  Tod- 
morden. 

Major  Druitt's  report  on  the  collision  which 
ooourred  on  the  5th  November  between  two 
passenger  trains  at  Windsor  Bridge,  near 
Salford. 

Major  Druitt's  report  on  the  collision  which 
ooourred  on  the  14th  December  between  a 
passenger  train  and  a  coal  train  at  Chew  Moor, 
Westhonghton. 


LI7BBPO0L  OVBBHEAD  ELEGTBIG  RAILWAY  : 

Lientenant-Colonel  Yorke's  report  on  the 
accident  which  occurred  on  the  23rd  Decem- 
ber to  a  passenger  train,  which  was  destroyed 
bj  fire,  near  Dingle  Station. 


Page. 


47 


49 


53 


58 


63 


69 


73 


79 


86 


London  and  South  Westbbn  Railway  : 

Major  Pringle's  report  on  the  collision  which 
occurred  on  the  2l9t  October  between  an 
empty  carriage  train  and  a  pa«enger  train  at 
Gnnnersbury  Station. 

Major  Pringle*s  report  on  the  collision  which 
occurred  on  the  6th  November  between  two 
passenger  trains  at  Tumham  Green  Station. 

Major  Pringle's  report  on  the  collision  which 
occurred  on  the  23rd  November  between  a 
passenger  train  and  a  goods  train  near  Maiden 
Station. 


NoBTH  Eastebn  Railway: 

Lieutenant-Colonel  von  Donop*s  report  on  the 
collision  which  occurred  on  the  24th  Novem- 
ber between  a  special  passenger  train  and  an 
empty  passenger  train  near  Castleford. 

Lientenant-Colonel  von  Donop's  report  on  the 
accident  which  occurred  on  the  3rd  December 
to  a  passenger  train,  a  portion  of  which  left 
the  rails,  near  Bardsey. 

Lieutenant-Colonel  von  Donop*s  report  on  the 
collision  which  occurred  on  the  2l8t  Decem- 
ber between  two  passenger  trains  at  Neville 
Hill,  Leeds. 

Lieutenant-Colonel  von  Donop's  report  on  the 
collision  which  occurrci  on  the  27th  Decem- 
ber between  a  i)a8senger  train  and  the  buffer- 
stops  at  Newcastle  Station* 


South  Eastebn  and  Chatham  Railways  : 

Major  Pringle*8  report  on  the  collision  which 
occurred  on  the  16th  November  between  two 
passenger  trains  at  Shepherd's  Lane  Junction, 
betwQ^n  Clapham  Road  and  Brixton  Stations. 


West  London  Extension  Railway  : 

Major  Pringle's  report  on  the  collision  which 
occurred  on  the  23rd  December  between  a 
passenger  train  and  a  goods  train  near  Chelsea 
Station. 


Page. 


96 


99 


103 


109 


116 


124 


130 


133 


189 


For  other  Reports  of  Inquiries  into  Accidents  which  have  occurred  during 
the  twelve  months,  see  [Cd.  774],  [Cd.  775],  and  [Cd.  949], 
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FESTINIOG  RAILWAY. 

Board  of  Trade,  Railway  Departmenti 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  22nd  October,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  11th  October,  1901,  the  result  of  my  inquiry  into  the 
causes  of  the  accident  which  occurred  on  the  4th  October  to  a  passenger  train  which  left 
the  rails  near  Dduallt  Station  on  the  Festiniog  Railway. 

In  this  case,  as  the  6.15  p.m.  passenger  train  from  DufFws  (Festiniog)  to  Portmadoc 
was  running  between  Dduallt  and  Tan-y-bwlch  Stations,  the  whole  train  was  derailed, 
and  ran  along  the  ballast  for  about  60  yards  before  it  was  brought  to  a  stand. 

No  passengers  complained  of  injury,  and  the  driver  and  fireman  were  also  unhurt. 
The  train  consisted  of  a  double  bogie  engine,  bogie  van,  two  bogie  composite  carriages, 
and  two  four-wheeled  carriages  in  the  order  named.  The  engine  was  fitted  with  the 
steam  brake  working  blocks  on  the  four  centre  wheels,  and  the  vehicles  were  fitted 
throughout  with  the  automatic  vacuum  brake  with  blocks  on  all  the  wheels.  Both 
brakes  are  controlled  by  the  same  lever  on  the  engine,  and  both  are  stated  to  have  been 
in  good  order. 

The  wheel  guard  of  the  inside  front  wheel  of  front  bogie  of  the  engine  was  bent 
and  a  spring  of  one  carriage  was  broken.  The  rails  were  dislodged  fi*om  the  chairs  for  a 
distance  of  about  60  yards,  and  79  chairs  were  broken,  and  a  few  sleepers  damaged. 

The  accident  occurred  at  6.35  p.m. 

Description. 

This  line  was  originally  constructed  for  slate  truflic  only,  but  for  the  last  30  years  or 
so  it  has  been  authorised  as  a  passenger  line.  It  has  nominally  a  gauge  of  2  ft.,  but  the 
actual  gauge  is  1  ft.  11 J  ins.  on  the  straight  and  1  ft.  11^  ins.  on  the  curves,  and  there  is 
practically  a  uniform  gradient  of  1  in  82  from  end  to  end  falling  firom  Festiniog  to 
Portmadoc. 

The  permanent  way  at  the  place  where  the  accident  occurred  was  laid  with  double- 
headed  steel  rails  weighing  50  lbs.  to  the  yard,  and  24  ft.  long,  resting  in  cast-iron  chairs 
weighing  18^  lbs.,  fastened  by  two  spikes  (4^  ins.  by  |  in.)  to  half-round  uncreosoted 
larch  sleepers,  of  which  there  were  nine  to  each  length  of  rail.  The  ballast  consists  t)f 
river  gravel  and  shingle,  but  a  good  deal  of  earthy  matter  is  contained  in  it. 

The  train  was  running  at  the  time  of  the  accident  on  a  left-handed  curve  of  4  chains 
radius,  and  with  3  ins.  of  super-elevation  of  the  outer  rail.  The  inside  wheels  of 
the  leading  bogie  dropped  into  the  2-foot  space,  the  outside  wheels  remaining  on 
the  rails.  The  inside  bogie  wheels  then  spread  out  the  inside  rails  breaking  the  chairs  as 
they  ran  over  them,  and  so  all  the  vehicles  of  the  train  were  derailed,  the  last  vehicle 
coming  to  rest  2  or  3  yards  beyond  the  point  where  the  engine  left  the  rails. 


Evidence, 


Samuel  Farkinsy  driver,  states  :  I  have  been  30 
years  in  the  Company's  employment,  all  the  time 
as  engine  driver.  I  came  on  duty  on  4th  October 
at  7.30  a.m.  to  work  to  7.30  p.m.  I  was  booked 
oflE  from  2  p.m.  to  4.30  p.m.  at  Portmadoc,  where 
I  live.  These  are  my  usual  hours.  On  4th  Octo- 
ber I  was  the  driver  of  the  engine  of  the  6.15  p.m. 
passenger  train  from  Duffws  to  Portmadoc.  My 
engine  was  a  double  bogie  engine  fitted  with 
steam  brakes  on  the  four  centre  wheels,  and 
working  automatic  vacuum  brakes  on  the  vehicles. 
The  two  brakes  are  controlled  by  the  same  handle. 
On  the  day  in  question  everything  went  right  till 
just  as  the  accident  occurred,  when  I  noticed  the 
engine  jump  a  little  as  if  it  were  going  over  some 
ballast,  and  then  I  felt  a  knock  as  if  the  engine 
had  dropped  on  to  a  chair,  and  then  I  applied 
the  brakes.  I  was  running  from  10  to  12  miles 
an  hour  at  the  time  on  a  curve.  I  stopped  the 
train  in  about  its  own  length.     I  got  off  my 


engine  and  found  all  the  wheels  of  it  on  the  right 
hand  side  on  the  rails,  and  the  leading  wheel  of 
the  leading  bogie  and  the  leading  wheel  of  the 
trailing  bogie  inside  the  rails.  As  far  as  I  could 
see  all  the  carriages  were  derailed  with  all  wheels. 
My  engine  was  in  good  running  order  at  the 
time,  and  I  have  no  idea  as  to  the  cause  of  the 
accident. 

T,  J.  Thoinas,  fireman,  states  :  I  have  been 
about  14  years  in  the  Company's  employment,  of 
which  I  have  been  eight  years  a  fireman.  I  work 
the  same  hours  as  Driver  Parkins.  1  have  heard 
his  statement  read  over  to  me  and  1  agree  with  it 
except  as  regards  the  number  of  wheels  derailed. 
I  saw  both  inside  wheels  of  the  leading  bogie 
inside  the  mils,  and  the  leading  wheel  of  the 
trailing  bogie  was  very  nearly  off.  I  have  no 
idea  as  to  the  cause  of  the  derailment. 
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CJuxrtes  Beresford^  guard,  states  :  I  have  been 
38  years  in  the  Company^s  employment,  all  the 
time  as  guard.  On  4th  October  I  came  on  duty 
at  8.15  a.m.  to  work  till  7.15  p.m.,  which  is  my 
normal  tour  of  duty.  On  4th  October  I  was  guard 
in  charge  of  the  6.15  p.m.  down  train,  Dufl^ws  to 
Portmadoc,  which  consisted  of — engine  ;  bogie 
van,  eight  wheels  ;  two  bogie  composite  carriages, 
eight  wheels,  and  two  four-wheeled  carriages  in 
the  order  named.  The  train  was  fitted  through- 
out with  the  vacuum  brake — working  blocks  on 
all  the  wheels — which  was  in  good  order.  I  was 
riding  in  the  brake  van  next  the  engine.  Every- 
thing went  right  till  just  before  the  accident 
occurred,  when  I  heard  a  noise  as  though  we 
were  running  over  some  ballast  on  the  rfiils,  and 
just  afterwards  the  van  gave  a  lurch  and  I  felt 
we  were  off  the  line.  I  at  once  looked  to  the 
brake,  but  it  was  already  on,  and  the  train  came 
to  a  stop  in  about  its  own  length,  i.e.,  60  yards. 
1  at  once  got  out,  and  when  the  passengers  were 
out  of  the  train  1  looked  round  to  see  if  1  could 
see  anything  under  the  train.  It  was  about 
6.30  p.m.  and,  being  a  dull  day,  was  dark  at  the 
time.  I  could  discover  nothing  to  cause  the 
accident.    No  passenger  complained  of  injury. 

Griffith  Jones^  platelayer,  states  :  I  have  been 
18  years  a  platelayer  in  the  Company's  service. 
I  am  in  charge  of  about  5  miles  of  the  line, 
including  the  place  where  the  accident  happened. 
I  was  last  over  the  part  where  the  accident 
occurred,  on  September  30th,  four  days  before 
the  accident.  1  examined  the  curve  both  as  to 
gauge  and  cant ;  the  gauge  is  1  foot  11^  inches 
and  the  cant  3  inches.  It  was  then  in  good 
order.  1  do  not  know  how  long  the  sleepers  have 
been  in  use  on  this  curve,  having  been  in  charge 
of  it  only  seven  or  eight  months.  1  did  not  come 
to  the  place  where  the  accident  occurred  till  the 


next  morning  about  6  a.m.  The  sleepers  where . 
the  accident  occurred  were  of  half-round  larch^ 
but  were  replaced  after  the  accident  by 
rectangalar  creosoted  fir  sleepers.  The  half- 
round  sleepers  were  pretty  good,  but  nothing  like 
equal  to  new.  Where  the  line  was  spread  the 
chairs  were  torn  from  the  sleepers  and  the  spikes 
bent  over.  I  saw  nothing  to  account  for  the 
accident  and  no  marks  on  the  rails. 

J,  H.  Hovenderiy  general  inspector,  states  :  I 
have  been  40  years  in  the  Company's  service,  the 
last  17  years  as  general  inspector.  I  live  exactly 
opposite  where  the  accident  occurred  and  was  on 
the  spot  at  once.  I  looked  round  after  the  acci- 
dent and  found  all  the  inner  chairs  torn  away 
from  the  sleepers  and  the  rails  dislodged.  The 
chairs  were  all  broken.  A  few  of  the  chairs  of 
the  outer  rail  were  broken  by  the  carriage  wheels 
and  the  chair  spikes  torn  out  in  some  cases.  All 
the  wheels  were  off  the  rails  except  two  w^heels 
of  the  last  bogie  carriage.  The  wheels  of  the 
bogies  were  all  between  the  rails  which  had  been 
spread  out.  The  first  marks  of  derailment  ivere 
two  or  three  yards  behind  the  train  when  it  had 
stopped,  and  the  first  mark  was  a  broken  chair  on 
the  inner  rail,  the  next  chair  to  that  on  the  inner 
rail  was  not  broken  t)r  marked,  from  that  on- 
wards the  chairs  were  all  broken  and  appeared  to 
have  been  forced  outwards.  The  first  broken 
chair  was  one  next  to  a  rail  joint.  There  was  no 
damage  to  the  outer  rail  until  some  yards  further 
on.  There  was  no  mark  on  the  rails  where  the 
first  chair  was  broken,  and  nothing  to  be  seen 
where  the  first  chair  was  broken  that  could  have 
caused  the  derailment.  I  remember  the  sleepers 
being  put  down  round  this  curve,  and  it  was  quite 
five  years  ago.  I  have  no  idea  what  caused  the 
accident.  A  train  passed  over  the  spot  in  the 
same  direction  only  twenty  minutes  before. 


Conclusion. 

Although  there  is  no  (Jirect  evidence  as  to  the  cause  of  this  accident,  yet  fix)m 
inspection  of  the  line  between  the  scene  of  the  accident  and  Tan-y-bwlch  station,  a  mile 
and  a  quarter  in  length,  and  of  the  sleepers  that  were  removed  from  the  curve  after  the 
accident,  I  have  little  doubt  but  that  the  derailment  was  due  to  the  faulty  condition  of 
the  permanent  way  at  the  spot,  and  to  the  excess  of  super-elevation  of  the  outer  rail. 
The  authorised  running  speed  on  the  line  is  17  miles  an  hour,  which  is  reduced  to 
12  miles  round  curves,  ai^d  a  super-elevation  of  3  inches  on  the  outer  rail  of  a  4-chain 
curve  for  a  speed  of  only  12  miles  an  hour  would  tend  to  bring  too  great  a  thrust  on  the 
inner  rail,  and  to  spread  it  outwards,  as  happened  in  this  case.  Fortunately  no  one  was 
injured,  but  the  derailment  might  have  been  attended  with  most  serious  results  owing  to 
the  nature  of  the  country  at  the  place ;  had  the  engine  turned  to  the  left  it  would 
have  gone  over  a  retaining  wall  and  fallen  a  distance  of  quite  20  feet. 

There  is  no  reason  to  suppose  that  the  train  was  running  at  more  than  the 
authorised  speed  of  about  12  miles  an  hour  at  the  time  of  the  accident,  and  feeling  his 
engine  drop  off  the  rail  the  driver  at  once  applied  his  brakes  and  brought  the  train  to  a 
stand  in  a  space  of  about  60  yards.  No  blame,  therefore,  attaches  to  Driver  Parkins 
in  any  way. 

This  mishap  will,  it  is  hoped,  cause  those  responsible  for  the  condition  of  the  line 
to  take  immediate  steps  to  place  the  permanent  way  in  the  most  perfect  condition  possible, 
this  being  necessary  not  only  on  account  of  the  unusual  risks  due  to  the  steep  gradient 
and  precipitous  nature  of  tne  country,  but  also  because  the  narrowness  of  the  gauge 
reduces  the  bearing  area  of  the  sleepers  on  the  ballast.  Also  additional  superintendence 
of  the  platelayers  seems  most  necessary. 

I  have  been  informed  by  the  general  manager  that  he  had  decided  before  the 
accident  occurred  to  carry  out  the  following  improvements,  viz.  : — 

1.  Relay  the  whole  line  with  rectangular  creosoted  sleepers  of  Baltic  red  timber 
in  lieu  of  the  half-round  uncreosoted  larch  sleepers.  A  portion  of  the  line 
has  already  been  so  relaid, 
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2.  Provide  the  sharpest  curves  with  longer  sleepers  and  guard  rails. 

3.  Provide  broken  stone  ballast  for  the  sharp  curves,  and  where  the  drainage  is 

difficult. 

4.  Improve  the  drainage 'wherever  possible. 

5.  Provide  compressed  oak  wedges  in  lieu  of  uncompressed  pitch  pine  wedges. 

6.  Provide   new   fishplates   where  required.      Also   to  appoint   a  new   foreman 

platelayer  to  carry  out  the  above,  and  to  look  after  the  platelayers  generally, 
and  repairs  to  the  pennanent  way. 
I  trust  that  no  time  will  be  lost  in  carrying  out  the  above,  as,  judging  by  what  I  saw, 
they  are  most  necessary  for  the  safe  working  of  the  line. 

I  have,  &c., 

E.  Druitt, 

Major ^  R.E. 
The  Assistant  Secretary, 

Railway  Department, 

Board  of  Trade. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  15th  November. 


Sir, 


GREAT  EASTERN  RAILWAY.     . 

Board  of  Trade,  Railway  Department, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 

17th  January,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  2nd  January,  the  result  of  my  enquiry  into  the 
circumstances  under  which  a  collision  occurred  at  about  7.48  p.m.,  on  the  28th  December, 
between  a  passenger  train  and  the  buffer-stops  at  Cromer  Station  on  the  Great  Eastern 
ttailway. 

In  this  case,  as  the  6.45  p.m.  train  from  Norwich  to  Cromer,  consisting  of  an  engine, 
tender,  and  seven  vehicles,  was  entering  Cromer  Station,  the  driver  failed  to  bring  it  to  a 
stand  before  it  came  into  collision  with  the  buffer-stops  at  the  termination  of  the  arrival 
platform  line. 

The  speed  at  the  time  of  the  collision  must  have  been  small,  as  the  damage-  sustained 
by  the  engine  and  train  was  but  slight,  and  only  two  wheels  of  the  train,  viz.,  those  of 
the  third  vehicle  from  the  engine,  were  derailed. 

Seven  passengers  are  reported  to  have  received  slight  personal  injuries,  but  none  of 
these  have  made  any  complaints  to  the  Company  on  the  subject. 

The  engine  of  the  train  was  a  four- wheels-coupled  tender  engine,  fitted  with  the 
Westinghouse  brake,  working  blocks  on  the  four  coupled  wheels  and  on  the  six  tender 
wheels,  and  with  a  hand  brake  working  the  blocks  on  the  tender  wheels. 

The  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  t\e  order 
given : — 

Wheels. 
1  3rd -class  carriage  ...         ...         ...         ...         ...         ...         6 


1  Ist-class  carriage 

1  composite 

1  Srd-class  carriage 

1  brake  van 

1  brake  van 

1  3rd -class  carriage 


. . . 


... 


... 


.  •  • 


« •  • 


.  • « 


... 


.  • 


•  • 


.  • 


•  •  • 


... 


•  • « 


•  •  • 


.  •  • 


•  •  • 


6 
6 
8 
6 
A 
6 


The  train  was  fitted  with  the  Westinghouse  automatic  brake,  working  blocks  on 
four  wheels  of  each  of  the  six-wheeled  vehicles  and  on  all  the  wheels  of  the  eight- 
wheeled  vehicle. 

All  the  brakes  are  reported  to  have  been  in  excellent  order. 

The  damage  to  rolling  stock  is  given  in  the  Appendix  ;  that  to  the  permanent  way 
consisted  in  the  destruction  of  the  bufifer- stops. 
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Description. 

Cromer  Station,  where  this  collision  occurred,  is  the  terminal  station  on  the  Norwich- 
Cromer  branch  of  the  Great  Eastern  Railway.  The  station  is  provided  with  arrival  and 
departure  lines,  which  run  into  the  station  in  a  direction  which  is  approximately  east  and 
west,  the  arrival  line,  on  which  this  accident  occurred,  being  on  the  north  side.  The 
line  terminates  in  buflfer-stops  at  the  east  end  of  the  station,  and  the  arrival  platform 
extends  to  a  distance  of  190  yards  from  these  stops. 

The  signal  box  is  on  the  south  side  of  the  line  about  20  yards  to  the  westward  of 
the  end  of  the  arrival  platform. 

The  arrival  line  is  provided  with  distant  and  home  signals,  and  the  following  are  the 
distances  from  the  buffer- stops  to  the  various  points  referred  to  in  this  enquiry  : — 


From  buffer  stops  to  end  of  arrival  platform  . . . 

From  buffer  stops  to  signal  box 

From  buffer  stops  to  underbridge 

From  buffer  stops  to  home  signal 

From  buffer  stops  to  overbridge 

From  buffer  stops  to  distant  signal 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


Yards 

190 
210 
260 
310 
400 
1,114 


The  next  station  to  Cromer  is  Gunton,  distant  4^  miles.  The*  gradient  for  a  train 
approaching  Cromer  is  a  rising  one  from  Gunton  Station  up  to  a  point  distant  1,483  yards 
from  Cromer.  *  At  this  point  it  changes  to  a  falling  gradient  of  1  in  455,  which  continues 
for  a  distance  of  800  yards  ;  the  gradient  then  changes  first  to  a  falling  one  of  1  in  200 
for  256  yards,  then  to  a  falling  one  of  1  in  154  for  352  yards,  and  finally  to  a  falling  one 
of  1  in  861  tor  75  yards  up  to  the  buffer-stops.  The  gradient  into  the  station  is  thus  a 
foiling  one  varying  from  1  in  861  to  1  in  154  for  the  last  1,483  yards  of  the  approach  to 
the  station. 

The  approach  to  the  station  is  round  a  curve,  so  that  the  driver's  view  of  the  station 
itself  is  somewhat  restricted,  but  he  obtains  an  excellent  view  of  his  signals  as  he 
approaches  them. 

Th^  night  on  which  this  accident  occurred  is  reported  to  have  been  a  dark  dirty 
night,  and  rain  was  falling  at  the  time  of  the  collision. 

The  train  to  which  the  accident  occurred  is  timed  to  leave  Gunton  at  7.32  p.m.,  and 
to  arrive  at  Cromer  at  7.42  p.m.,  thus  accomplishing  the  distance  of  4J  miles  in 
10  minutes,  /.e'.,  at  a  speed  of  about  25  miles  an  hour. 


Evidence, 


Thomas  Harwood,  driver,  states  :  I  have  been 
40  years  in  the  servkie  of  the  Company,  during 
33  of  which  T  have  been  a  driver.  On  the  28tQ 
December  I  was  driving  the  6.45  p.m  train  from 
Norwich  to  Cromer.  I  came  on  duty  on  that  day 
at  2  p.m.  to  work  till  11.20  p.m.  On  the  27th  I 
came  off  duty  at  9.10  p.m.  My  engine  was  a 
four-wheel s-coupled  tender  engine  fitted  with 
the  Westinghouse  brake,  working  blocks  on  the 
four  coupled  wheels,  and  on  the  six  tender 
wheels,  and  with  a  hand-brake  working  blocks 
on  the  tender  wheels.  My  brake  was  in  good 
order,  and  I  tested  it  before  leaving  Norwich. 
We  left  Norwich  At  6.50  p.m.,  which  was  five 
minutes  late.  Nothinc:  unusual  happened  on  the 
journey.  We  stopped  at  all  stations  between 
Norwich  and  Oomer.  At  every  station  I  made 
use  of  my  brakes.  My  brakes  were  in  very  good 
order,  and  they  acted  well..  It  was  a  very  wet 
and  dark  night,  and  the  rails  were  very  greasy 
for  most  of  the  Wcay,  and  I  knew  that  they  were 
greasy.  We  arrived  at  Gunton,  which  w-as  the 
last  station  before  reaching  Cromer,  six  minutes 
late.  As  far  as  I  know  we  ran  at  the  usual  speed 
from  Gunton  to  Cromer,  i,e.,  a  little  over  25  miles 
per  hour.  I  arrived  at  Cromer  at  7.48  p.m., 
having  taken  just  ten  minutes  on  the  journey 
from  Gunton.  When  I  passed  the  distant  signal 
I  shut  off  steam  and  I  never  applied  steam  again 
at  all.     I  made  a  miscalculation  of  50  yards,  and 


did  not  apply  the  brake  until  I  was  50  yards 
further  than  1  thought  I  was.  1  first  applied  the 
brake  when  we  were  just  passing  the  overhead 
bridge.  I  generally  make  a  practice  of  applying 
the  brake  about  50  yards  before  I  come  to  the 
bridge,  but  on  account  of  the  night  being  dark  1 
misjudged  a  few  yards  on  this  occasion,  and  did 
not  apply  my  brake  soon  enough.  I  estimato  my 
speed  on  passing  under  the  bridge  at  25  miles 
per  hour.  Just  as  we  passed  the  home  signal  the 
tender  wheels  skidded,  and  on  passing  the  signal- 
box  the  driving  and  trailing  wheels  of  the  engine 
skidded  also.  After  that  my  engine  and  tender 
skidded  the  whole  length  of  the  platform,  result- 
ing in  our  running  into  the  buffer-stops  at  a 
speed  which  I  estimate  from  one-and-a-half  to 
two  miles  per  hour.  The  rails  were  very  greasy 
and  slippery  the  whole  way  into  the  station.  All 
the  way  down  into  the  station  my  mate  wa** 
applying  the  sand.  I  had  a  plentiful  supply 
of  it.  Passing  the  signal  -  box  I  reversed  the 
engine  and  gave  her  steam,  but  it  did  not  seem 
to  have  any  effect.  I  did  not  release  my  brakes 
at  all,  because  I  was  afraid  of  doing  so  for  fear  I 
should  go  still  further.  I  was  not  at  all  injured 
by  the  collision.  My  engine  was  only  slightly 
damaged.  I  admit  I  am  to  blame  in  the  matter 
for  not  having  the  train  under  sufficient  control 
when  entering  the  station.  I  estimate  my  speed 
on   passing  the  home  signal  at  about  15  miles 
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per  hour,  and  at  the  signal-box  at  from  ten  to 

12  miles  per  hour.  At  the  time  we  passed  the 
signal-box  my  mate,  who  usually  gives  up  the 
tablet,  was  enga&red  in  sanding.  He  did  not 
make  any  attempt  to  hang  the  tablet  on  the  catch. 
I  think  that  in  another  three  or  four  yards  I 
should  have  brought  my  train  to  a  stand.  1  am 
accustomed  to  running  on  the  line  between 
Norwich  and  Cromer,  and  am  acquainted  with 
the  gradients  leading  into  Cromer  Station.  1 
applied  my  brakes  gently  when  passing  under 
the  overbridge,  and  shortly  afterwards  applied 
them  fully,  i.e.^  before  we  reached  the  home 
signal. 

George  Harboardy  fireman,  states  :  I  have  been 

13  years  in  the  service  of  the  Company,  during 
6^  of  which  I  have  been  a  firShian.  On  the  28th 
December  I  was  fireman  on  the  6.45  p.m.  train 
from  Norwich  to  Cromer.  I  worked  the  same 
hours  on  that  day,  and  the  previous  day,  as 
Driver  Harwood.  When  travelling  between 
Norwich  and  Cromer  the  brakes  on  my  train 
appeared  to  act  well.  The  driver  turned  off  steam 
at  the  usual  place,  viz.,  the  distant  signal,  and  he 
did  not  turn  it  on  again  before  the  collision 
occurred.  I  believe  the  brakes  were  first  applied 
near  the  overhead  bridge.  I  estimate  our  speed 
when  passing  under  the  bridge  at  about  25  miles 
per  hour.  I  cannot  say  whether  the  brakes  were 
applied  fully  there  or  not.  They  appeared  to  act 
and  check  the  speed  of  the  train.  I  noticed  when 
we  were  passing  under  the  overhead  bridge  that 
we  were  travelling  a  bit  too  quick.  I  mentioned 
to  the  driver  that  I  thought  we  were  going  too 
^t.  I  applied  my  hand-brake  and  also  opened 
the  Sanders.  I  cannot  say  whether  the  driver 
had  the  automatic  brakes  applied  at  the  time  at 
which  I  applied  my  hand-brake.  Between  the 
bridge  and  the  box  I  noticed  the  wheels  began  to 
skid.  I  continued  to  work  the  sand  frequently. 
I  noticed  that  the  driver  reversed  the  engine,  and 
I  believe  he  gave  her  back  steam.  1  estimate  our 
speed  when  passing  the  sjgual  box  about  15  miles 
per  hour.  When  I  passed  »the  signal  box  I  did 
not  attempt  to  give  up  the  tablet  as  I  was  too 
busy  working  the  sanders.  I  cannot  say  what 
our  speed  was  at  the  time  of  the  collision,  but 
we  should  have  stopped  in  a  very  short  distance. 
I  know  the  line  well  and  am  accustomed  to 
running  on  it.  Up  to  the  time  we  reached  the 
overhead  bridge  I  did  not  notice  there  was  any- 
thing unusual  in  the  speed  of  the  train.  It  was  a 
dark  night  with  a  drizzly  rain.  The  rails  were 
in  a  very  greasy  condition  the  whole  way  from 
Norwich,  but  we  had  had  no  difficulty  in  pulling 
up  at  any  of  the  intermediate  stations. 

Fi^ederick  CliarleH  Brett,  guard,  states  :  I  have 

been   15   years  in  the  service  of  the  Company, 

during  6i  of  which  I  have  been  acting  guard. 

On    the  *28th    December    1   was    guard   of  the 

r».45  p.m.  train  from  Norwich  to  Cromer.     I  came 

on  duty  on  the  28th  at  8.46  a.m.  to  work  till  9.12  p.m. 

I  came  off  duty  on  the  27th  at  6.30  p.m.     My  train 

consisted  of  seven  vehicles  attached  to  the  engine 

in  the  order  given  : — 

Wheels. 


One  third-class 
One  first-class 
One  composite 
One  third-class 
One  brake-van 
One  brake-van 
One  third-class 


6 
6 
8 
6 
6 
6 


My  train  was  fitted  with  the  Westinghouse  auto- 
matic brake  working  blocks  on  four  wheels  of 
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each  six- wheeled  carriage,  and  on  the  eight 
wheels  of  the,  bogie  carriage.  The  brakes  were 
in  good  order.  Nothing  unusual  happened 
between  Norwich  and  Gunton.  The  train  went 
at  about  the  usual  speed.  No  difficulty  was 
experienced  in  stopping  atany  of  the  intermediate 
stations,  and  the  brakes  acted  well.  On  approach- 
ing Cromer  station,  I  noticed  that  inside  the 
distant  signal  the  train  was  travelling  rather 
faster  than  usual,  /.^.,  between  the  distant  signal 
and  the  overbridge.  I  cannot  estimate  its  speed. 
Some  distance  before  we  reached  the  overbridge 
I  applied  my  hand-brake.  I  did  not  apply  the 
Westinghouse  brake  because  I  did  not  consider 
it  necessary.  Just  as  we  reached  the  overhead 
bridge  I  looked  out  of  the  window  to  see  where 
we  were,  and  I  saw  we  were  at  the  bridge.  I  at 
once  went  to  the  tap  to  apply  the  Westinghouse 
brake,  but  before  I  could  do  so  I  saw  that  the 
driver  had  done  so.  It  was  fully  applied.  I  can- 
not estimate  our  speed  at  this  point.  The  brakes 
appeared  to  act  and  reduce  the  speed  of  the  train, 
bat  I  noticed  that  the  wheels  skidded.  I  screwed 
my  brake  on  tighter,  but  took  no  further  steps. 
I  saw  that  a  collision  was  going  to  take  place  and 
I  jumped  out  of  my  van  on  to  the  permanent 
way,  just  before  the  collision  took  p]ace.  I  esti- 
mate the  speed  of  the  train  at  the  time  of  the 
collision  at  from  10  to  15  miles  per  hour.  I  ran 
when  I  jumped  off  so  did  not  tumble  down.. 
The  train  was  not  much  damaged,  but  two  wheels- 
of  the  fourth  vehicle  from  the  engine  were  off  the 
line.  I  myself  was  riding  in  the  brake-van  which 
was  the  fifth  vehicle  from  the  engine.  It  was 
raining  at  the  time.  Between  Norwich  and 
Cromer  I  knew  that  the  rails  were  greasy,  but  no 
difficulty  had  been  experienced  in  stopping  the 
train.  I  am  accustomed  to  running  into  Cromer 
Station,  and  I  am  of  opinion  that  the  speed  when 
passing  the  distant  signal  was  higher  than  usuaL 
I  did  not  receive  any  complaints  of  injuries  from 
any  passengers.  The  reason  I  tightened  my 
brakes  was,  that  I  was  afraid  the  driver  might 
release  his  Westinghouse  brake  and  release  mine. 
It  never  occurred  to  me  to  release  my  brake  and 
put  it  on  again.  I  think  that  the  engine  wa& 
about  a  carriage-length  from  the  buffer  stops  when 
I  jumped  out.  I  jumped  out  on  to  the  permanent 
way  as  I  thought  it  was  the  safer  side.  Our  time 
of  leaving  Gunton  Station  was  7.41  p.m.  The 
time  at  which  the  collision  occurred  was  7.48  p.m. 
I  took  the  time  directly  the  accident  happened. 

Cfiarle8  Bradbrook^  signalman,  states :  I  have 
been  17^  years  in  the  service  of  the  Company,, 
during  about  11  of  which  I  have  been  a  signal- 
man. I  am  stationed  at  Cromer  and  was  on  duty 
in  the  signal-box  at  Cromer  Station  on  the  even- 
ing of  the  28th  December.  1  came  on  duty  on 
the  28th  at  10.30  a.m.  to  work  till  10.30  p.m.  I 
had  come  off  duty  on  the  27th  at  l().!iO  p.m.  I 
remember  the  6.45  p.m.  train  from  Norwich  to 
Cromer  arriving  at  my  station.  I  first  noticed  it 
when  it  was  close  to  the  home  signal.  The 
moment  I  saw  it,  it  struck  me  it  was  going  toa 
fast  to  stop  at  the  proper  place.  When  it  passed 
my  box  I  should  say  its  speed  was  about  30  miles 
per  hour.  I  cannot  say  whether  steam  was  turned 
on,  or  whether  the  brakes  were  applied  at  that 
time.  It  did  not  seem  to  check  speed  when  it 
passed  my  box,  but  when  approaching  the  buffer- 
stops  it  did  seem  to  do  so.  I  watched  the  train 
up  to  the  time  the  collision  actually  occurred.  I 
cannot  estimate  the  speed  at  the  time  of  the  col- 
lision. I  did  not  notice  what  the  driver  and  fire- 
man were  doing  at  the  time  they  passed  my  box. 
After  the  train  had  passed  I  went  down  to  take 
the  tablet  off  the  receiving  apparatus,  but  the 
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tablet  was  not  there,  I  did  not  notice  whether 
either  the  driver  or  fireman  tried  to  put  the  tablet 
on  the  receiving  apparatus.  I  am  distinctly  of 
opinion  that  the  speed  of  the  train  when  passing 
my  box  was  much  greater  than  usual.  It  was  a 
very  dirty  night ;  rain  and  mist ;  and  I  should 
say  the  rails  were  very  wet.  A  train  had  arrived 
from  Norwich  about  7  p.m.,  and  had  drawn 
up  at  the  same  platform  as  the  6.45  p.m.  train. 
As  far  as  I  know,  it  had  experienced  no  difficulty 
in  stopping,  but  it  passed  my  box  at  a  distinctly 
more  moderate  rate  of  speed  than  the  6.45  p.m. 
train.  The  time  the  train  passed  my  box  was 
7.48  p.m. 

Herbert  Qriffen^  porter,  states :  I  have  been 
10\  years  in  the  service  of  the  Company,  during 
the  whole  of  which  time  I  have  been  a  porter.  I  was 
on  duty  at  Cromer  Station  on  the  night  of  the 
28th  December,  and  I  saw  the  6.45  p.m.  train 
from  Norwich  run  into  the  station.  I  was 
standing    on    the    ballast    opposite   the   end    of 


the  arrival  platform.  1  saw  the  train  pass  the 
home  signal,  and  I  noticed  she  was  coming  extra- 
ordinarily quick.  She  did  not  appear  to  check 
speed  whilst  approaching  me.  I  was  standing  in 
the  same  place  when  the  train  passed  me,  and  I 
estimate  her  speed  when  passing  me  at  from  25 
to  30  miles  per  hour.  I  noticed  that  when  the 
train  came  over  the  bridge  the  brakes  were  on, 
but  whether  they  had  been  applied  previously  or 
not  I  cannot  say.  I  watched  the  train  up  to  the 
time  the  collision  occurred.  I  estimate  the  speed 
of  the  train  when  it  struck  the  buffer-stope 
at  15  miles  per  hour.  It  was  a  dirty  night  and 
very  dark,  and  the  rails  were  very  wet.  I  have 
been  employed  about  three-and-a-half  years  at 
Cromer.  I  have  never  seen  a  train  run  into 
Cromer  Station  at  the  speed  which  this  train  did. 
When  the  train  passed  nae  it  did  not  occur  to  me 
that  it  would  not  be  able  to  stop  at  the  buffer- 
stops.  I  did  not  see  the  guard  jump  out  of  the 
train.  I  did  not  notice  what  the  driver  and  fire- 
man were  doing  when  they  passed  me. 


Conclusion. 

Driver  Harwood,  who  was  in  charge  of  the  engine  of  the  train,  candidly  admits  that 
the  collision  was  due  to  his  not  having  nis  train  sufficiently  under  control  when  entering 
Cromer  Station.  He  states  that  he  misjudged  his  distance  when  approaching  the  station, 
and  consequently  did  not  apply  his  brakes  soon  enoucjh. 

The  train  left  Norwich  at  6.50  p.m.,  which  was  five  minutes  late.  Nothing  unusual 
occurred  during  the  run  fi'om  Norwich  to  Gunton  ;  the  train  stopped  at  all  intermediate 
stations,  and  both  the  driver  and  guard  concur  in  stating  that  the  brakes  acted 
excellently,  and  that  no  difficulty  was  experienced  in  bringing  it  to  a  standstill  at  any  of 
those  points. 

Driver  Harwood  states  that  the  train  left  Guntonat  7.38  p.m.,  but  Guard  Brett  states 
that  the  time  was  7.41  p.m.  The  register  book  in  the  signal  box  at  Gunton  gives 
7.43  p.m.  as  the  time  at  which  the  train  passed  that  box,  and  the  book  in  the  Cromer 
box  gives  7.43  p.m.  as  the  time  at  which  the  "  Train  entering  section "  signal  was 
received  at  that  box  from  Gunton.  Under  these  circumstances  it  may,  I  think,  be 
accepted  that  7.42  p.m.  was  about  the  time  at  which  it  left  Gunton. 

As  regards  the  time  of  reaching  Cromer,  Signalman  Bradbrook,  who  was  on  duty  in 
the  Cromer  box,  states  that  the  train  passed  his  box  at  7.48  p.m.,  and  both  the  driver  and 
guard  give  this  as  the  time  at  which  the  collision  occurred. 

It  appears,  therefore,  that  the  distance  between  Gunton  and  Cromer — 4^  miles — wat^ 
accomplished  in  about  6  minutes,  instead  of  the  booked  time  of  10  minutes.  Even 
making  an  allowance  for  the  times  recorded  not  being  quite  accurate,  it  is  evident  that 
the  speed  of  the  train  over  that  section  was  considerably  over  its  authorized  amount. 

Driver  Harwood  states  that  at  the  distant  signal  he  turned  off  steam,  and  that  when 
passing  under  the  overbridge,  distant  400  yards  from  the  buffer-stops,  he  applied  his 
automatic  brake.  He  admits  that  he  usually  applies  his  brake  before  reaching  this  point, 
but  he  states  that  on  this  occasion,  owing  to  the  darkness  of  the  night,  he  did  not  realize 
how  far  his  train  had  travelled.  The  wheels  then  skidded,  and,  though  Harwood 
reversed  his  engine  and  gave  it  steam,  he  was  unable  to  stop  it  before  it  came  into 
collision  with  the  stops. 

There  appears,  therefore,  to  be  no  doubt  that,  as  admitted  by  Driver  Harwood,  he  had 
not  got  his  train  sufficiently  under  control  when  approaching  Cromer  Station,  and  it 
seems  probable  that  this  result  was  due  to  his  having  allowed  his  train  to  trav^el  at  too 
high  a  rate  of  speed  from  Gunton.  The  responsibility  for  tliis  collision  must,  therefore, 
rest  solely  on  him.  The  Company  give  him  a  good  character,  and  he  had  been  on  duty 
six  hours  at  the  time  of  the  accident. 

I  have,  &c.. 
The  Assistant  Secretary,  P.  G.  von  Doxop, 

Railway  Department,  Board  of  Trade.  fd^-Col.^  R.E. 
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APPENDIX. 


Damagh  to  Rolling  Stock. 


Engine,  No.  490. — Buffer  socket  broken. 

Third-class,  No.  1,019,  Great  Eastern  Railway. — 
1  headstock  broken. 

Brake  van.  No.  406,  Great  Eastern  Railway. — 
1  headstock  broken ;  1  buffer  rod  bent ;  4  axle- 
box  bottoms  broken. 

Brake  van,  No.  44,  Great  Eastern  Railway. — 
1  headstock  broken  ;  2  end  panels,  end  pillars 
and  end  rail  broken';  3  buffer  rods  bent ;  1  axle- 
box  bottom  broken. 


Lavatory  third-class.  No.  1,770,  Great  Eastern 
Railway. — 1  headstock  and  1  door- window  broken ; 
3  buffer  rods  bent. 

Bogie  composite.  No.  590,  Great  Eastern  Rail- 
way.— Lavatory  door  fastenings  broken  :  2  buffer 
rods  bent. 

First- class,  No.  488,  Great  Eastern  Railway. — 
Buffer  packing  and  headstock  damaged. 

lavatory  third-class.  No.  1,677,  Great  Eastern 
Railway. — 2  beadstocks  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  15th  February,  1902. 


GREAT  ^^ORTHERN  RAILWAY. 


Sir, 


Board  of  Trade  (Railway  Department), 

8,  Richmond  Terrace,  Whitehall,  London,  S.W.. 

28th  January,  1902. 
I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in  compli- 
ance with  your  Order  of  the  2nd  January,  the  result  of  my  inquiry  into  the  causes  of  the 
collision  which  occurred  on  the  28th  December,  1901,  between  a  passenger  train  and  a 
goods  train  at  King's  Cross  Station,  on  the  Great  Northern  Railway. 

In  this  case,  just  as  the  3.48  p.m.  passenger  train  had  started  from  platform  line  E, 
it  was  run  into  by  the  3.39  p.m.  goods  train  from  Farringdon  Street. 

The  passenger  train  consisted  of  a  four- wheels-coupled  engine  with  leading  axle,  and 
six-wheeled  tender,  fitted  with  the  automatic  vacuum  brake  on  the  four  coupled  wheels  of 
the  engine  and  six  tender  wheels,  and  with  hand  brakes  on  the  six  tender  wheels,  and  of 

the  following  vehicles  : — 

Wheels. 

1  cLLL      •••       •••       •••       •••       «•.       •••       •••       \J 


Composite  carriage 

Third 

First 

Third 

1  IxSL  •  •  •  •  •  • 

Composite  carriage 
Third  carriage  brake 
Covered  truck    . . . 
Horse  box 


•  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


8 
6 
6 
6 
6 
8 
8 
4 
4 


fitted  with  the  automatic  vacuum  brake  on  the  four  outside  wheels  of  all  vehicles  except 
the  truck  and  horse  box,  which  were  not  fitted  with  brake  blocks. 

The  goods  train  consisted  of  a  four-wheels-coupled  tank  engine  with  traiUng  bogie, 
fitted  with  the  automatic  vacuum  brake  on  the  four  coupled  wheels,  and  of  15  loaded 
waggons  and  a  20 -ton  brake. 

The  three  rear  passenger  vehicles  of  the  passenger  train,  and  the  two  waggons  next 
the  engine  of  the  goods  train  were  derailed. 

Five  passengers  complained  of  injury. 

The  accident  occurred  at  3.49  p.m. 

Details  of  damage  to  rolling  stock  and  permanent  way  are  given  in  the  Appendix. 

Description. 

The  various  lines  out  of  King's  Cross  Station  run  approximately  from  south  to  north, 
the  suburban  lines  being  to  the  west  of  the  platform  lines. 

The  two  lines  concerned  in  this  case,  are  platform  line  E,  and  suburban  line  B. 

The  platform  line  E  connects  with  the  down  main  No.  1  and  the  down  main  No.  2, 
and  the  suburban  line  B  with  the  down  main  No.  2  and  the  down  slow. 


t 


54 

The  starting  signals  for  each  are  near  the  north  end  of  the  respective  platforms^ 
situated  under  a  rather  low  over-bridge,  those  for  the  suburban  line  being  suspended  from 
the  underside  of  the  bridot. 

The  points  leading  from  the  suburban  line  B  lie  normally  for  the  down  main  No.  !5, 
uiid  are  locked  in  either  position  by  the  home  signal  for  the  west  box  as  well  as  by  the 
starting  signals. 

The  distant  signal  is  led  only  r)y  the  home  signal,  and  not  by  the  starting  signals  as 
well,  as,  owinir  to  the  steep  gradient,  a  train  could  not  be  brought  to  a  stand  at  the  home 
signal  without  danger  of  getting  off  the  rails  at  the  catch  points  when  starting  again. 
A  train  is  never  accepted  by  west  box  until  the  section  is  clear  to  the  starting  signal,  and 
the  block  instrument  is  locked  by  a  treadle  in  front  of  the  box,  so  that  a  second  train 
cannot  be  accepted  by  west  box  until  the  previous  train  has  passed  over  the  treadle. 

The  fouling  point  of  trains  approaching  the  down  main  No.  2  from  suburban  line 
B  and  platform  line  E  simultaneously,  is  about  00  yards  ahead  of  the  suburban  line 
starting  signals. 

The  signals  for,  and  the  connections  between,  the  platform  line  E  and  the  down  main 
lines  Nos.  1  and  2,  and  between  the  suburban  line  B  and  the  down  main  No.  2  and  the  down 
slow  lines,  are  worked  from  the  west  signal  box  which  is  on  the  east  side  of  the  departure 
lines,  a  short  distance  beyond  the  platform,  and  the  points  concerned  lie  nearly  opix)site 
this  signal  box. 

The  wires  from  the  west  signal  box  to  the  suburban  line  B  starting  signals,  are 
carried  under  the  rails  of  the  departure  lines  and  supported  by  pulleys  to  the  far  side  of 
the  line  from  the  signal  box,  and  then  alone*  the  base  of  a  wall  where  they  are  8upix)rted 
by  hanging  pulleys  secured  to  the  trestles  carrying  the  trunking  boards. 

There  are  several  wires  running  parallel  to  each  other,  but  every  wire  is  carried  on  a 
separate  pulley. 

Evidence. 


Edward  William  Lordy  passenger  guard,  states  : 
I  have  been  in  the  Company's  service  17  years 
and  a  passenger  guard  10.  On  Saturday, 
28th  December,  I  came  on  duty  at  3.20  p.m.  and 
should  have  booked  off  at  11.38.  Previous  to 
coming  on  duty  T  had  eight  hours  rest.  I  was  in 
charge  of  the  3.48  p.m.  train  from  King's  Cross  to 

Peterboro',  which  consisted  of  : — 

Wheels. 
Main  line  van  ...         ...         ...        G 

Composite  carriage 8 

X UliCl  •••  ••«  »••  •••  •••  t) 

Ml    IXDvvaa  •••  ■••  •»•  *••  \.w 

A.  JLL^  &  L^     ••■  ••  ••■  •••  ••■  1' 

Firflt  H 

X   Al  Dl<...  •*.  •••  ...  •••  \l 

Composite  carriage  ...         ...         ...  S 

Third  carriage  brake  ...         ...  8 

Covered  truck  J  London,  Brighton  \  , 
Horse  box          |    and  South  Coast    1 

and  I  rode  in  the  rear  brake,  the  last  two  men- 
tioned vehicles  being  behind  it.  The  train  was 
fairiy  well  filled.  We  left  King's  Cross  "E" 
platform  right  lime.  After  getting  a  signal  from 
the  inspector  to  stirt  I  saw  that  No.  2  main  line 
signal  was  off  for  my  train  to  go  right  away. 
After  the  train  start eH  I  exchanged  signals  with 
the  front  guard  on  the  platform  side,  then  went 
to  the  opposite  side  to  look  out,  but  before  I 
could  get  the -window  open  I  felt  my  brake  rock. 
The  train  came  to  a  stand  before  I  could  apply 
the  brake,  but  I  heard  the  vacuum  brake  going 
on  just  as  we  stopped.  I  found  my  brake  van  off 
the  road  and  leaninjr  very  much  over  to  the  right 
nearly  on  its  side.  The  carriage  in  front  of  my 
brake  was  oft*  the  road  and  leaning  over  to  the 
right  and  the  carriage  in  front  of  that  was  also  off 
the  road,  but  stanrling  upright  across  the  road. 
As  soon  as  I  saw  there  was  no  other  train  coming 
I  help*^d  the  j)assenger8  to  alight.  I  should  say 
there  were  from  30  to  40  passengers  in  the  three 
vehicles  which  were  off  the  road.  I  saw  nothing 
of  the  goods  train  with  which  we  came  into 
collision  until  after  the  accident,  nor  did  I  see 


anything  of  the  signals  controlling  trains  startinsr 
from  the  suburban  platform  until  after  the 
mishap.  I  then  looked  at  the  suburban  station 
signals  and  saw  that  one  was  off,  but  cannot  now 
say  which.  I  could  not  tell  at  first  where  the 
goods  train  had  come  from.  A  new  train  was 
made  up  and  I  worked  it  forward  to  Peterboro', 
attaching  the  front  van  from  the  original  train  in 
which  the  luggage  had  been  loaded  up.  This 
train  left  King's  Cross  at  4.16.  No  complaint 
was  made  to  me  by  any  passenger  of  personal 
injury. 

« 

Arthur  Henry  Paine,  passenger  guard,  states : 
I  have  been  in  the  Company's  service  four  years 
and  a  passenger  guard  seven  months.  On  Satur- 
day, 28th  December,  I  booked  on  duty  at 
9.20  a.m.  and  should  have  left  duty  at  9.13  p.m. 
Previous  to  coming  on  duty  I  bad  12  hours  rest. 
I  was  front  guard  of  the  ;^.48  p.m.  train  from 
King's  Cross,  which  was  fitted  throughout  witli 
automatic  vacuum  brake  in  perfect  working 
order.  We  left  King's  Cross  ("E"  platform) 
right  time,  and  before  starting  I  saw  the  signal 
at  the  tunnel  mouth  off  for  No.  2  road.  After 
starting  I  exchanged  signals  with  the  rear  guard, 
and  was  putting  up  mj'  w^indow  when  I  felt  a 
jerk.  I  opened  the  window  again  to  see  what 
had  happened,  when  we  came  to  a  stand.  We 
did  not  run  more  than  two  coach-lengths  after 
I  first  felt  the  shock,  and  the  train  stopped  with 
my  brake  just  in  the  tunnel.  Directly  I  felt  the 
jerk  I  looked  at  the  vacuum  indicator  and  saw 
that  the  brake  was  on.  I  found  that  my  brake 
and  the  three  carriages  next  to  it  had  broken 
away  from  the  rest  of  the  train,  and  that  a  goods 
train  had  run  into  the  rear  portion.  The  vehicla«? 
which  had  broken  awav  had  not  left  the  road. 
I  got  out  on  the  wall  side,  and  went  back  to  the 
rear  to  meet  my  mate!  Some  of  the  passengers 
wer<^  getting  out  and  asked  us  what  was  the 
matter,  and  1  requested  them  to  keep  their  seats. 
I  remained  with  the  front  portion  of  my  train  on 
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instractions  from  the  King's  Cross  inspector,  and 
the  three  vehicles  were  shunted  back  into  No.  2 
road  on  to  a  fresh  train  which  was  being  formed 
to  go  forward  to  Peterboro'  I  should  think 
there  were  between  60  and  70  passengers  in  the 
front  portion  of  the  train,  but  I  am  unable  to  say 
how  many  there  were  in  the  three  vehicles  which 
left  the  road.  I  did  not  see  the  signals  ccm- 
trolling  trains  from  the  suburban  station  either 
before  or  after  the  accident. 

William  Franklin^  engine  driver,  states :  I 
have  been  in  the  Company's  service  40  years  and 
a  driver  35.  On  Saturday,  28th  December,  I 
booked  on  duty  at  10.15  a.m.,  and  should  have 
booked  off  at  8.40  p.m.  Previous  to  coming  on 
duty  I  had  11^  hours  rest.  I  was  driver  of  the 
3.39  p.m.  goons  train  from  Farringdon  Street 
which  consisted  of  15  waggons  and  a  5^0-ton  brake, 
and  my  engine  (No.  821)  was  a  four-wheels- 
^oupled  tank  eusiine,  with  bogie  at  trailing  end, 
running  chimney  first,  and  fitted  with  automatic 
vacuum  brake,  with  blocks  on  all  the  wheels 
with  the  exception  of  the  bogie.  We  left  Far- 
ringdon Street  a  few  minutes  late  waiting  signals, 
but  had  a  clear  run  past  Granville,  King's 
Cross  Metropolitan  and  Midland  Junction,  all 
^gnals  being  off,  including  the  starting  signal 
from  the  suburban  to  slow.  On  running  through 
the  suburban  station  I  saw  the  left  hand  signal, 
i.e^  the  one  applying  to  the  slow  road,  off. 
I  first  sighted  this  signal  when  my  engine  was 
about  half-way  up  the  platform,  and  it  was  then 
distinctly  off.  I  was  about  40  to  50  yards  away 
from  it.  I  was  preparing  to  stou  had  it  been  on. 
As  soon  as  1  saw  the  signal  off,  1  touched  my 
whistle  three  times  to  let  the  signalman  know 
that  I  wanted  to  go  to  Clarence  Yard,  but  1 
cannot  say  whether  1  gave  a  single  whistle  as 
acknovrledgment  that  the  signal  was  off, 
^thougirh  it  is  my  practice  to  do  so.'  I  did  not 
notice  the  position  of  the  points  at  the  north  end 
of  the  suburban  station  as  there  was  a  lot  of 
steam  about,  and  did  not  find  that  we  had  not 
gone  on  the  slow  road  until  we  were  just  on  the 
point  of  coming  into  collision  with  a  passenger 
train  out  of  the  local  station.  I  had  barely  time 
lo  apply  the  vacuum  brake  and  reverse  the 
engme  before  the  collision  took  place.  The 
effect  of  the  collision  was  to  throw  two  of 
the  passenger  carriages  partly  over,  and  the  two 
waggons  next  my  engine  off  the  road,  the  second 
vehicle  being  on  its  side  across  the  metals.  The 
buffer  plank  and  step  of  my  engine  were  also 
broken  off.  In  drawing  up  to  the  starting  signal 
at  the  suburban  station,  1  asked  my  fireman  if 
it  -was  off,  and  he  said  it  was.  1  also  looked 
m3r8elf  and  found  it  was  off.  It  is  our  practice 
to  look  out  for  this  signal  on  emerging  from  the 
tunnel,  and  to  ask  the  fireman  if  it  is  off  as  he 
is  in  a  better  position  to  see  it.  1  am  positive 
that  the  signal  was  off  before  the  accident,  and 
remained  off  for  sotne  considerable  time  after- 
wards. It  was  very  thick  under  the  bridge  just 
at  the  time,  owing  to  the  steam  from  the  passen- 
ger train  blowing  on  to  my  engine,  and  I  did  not 
Bee  the  signal  at  the  tunnel  mouth.  I  was  not 
hurt  at  all  by  the  collision.  I  should  say  the 
passenger  train  pulled  my  train  a  short  distance. 

Henry  Salps,  fireman,  states  :  I  have  been  in 
the  Company's  service  eight  years,  and  a  fireman 
four.  On  Saturday,  28th  December,  I  came  on 
duty  at  10.15  a.m.  and  should  have  booked  off 
At  about  K.40  p.m.  Previous  to  coming  on  duty 
I  had  11 J  hours  rest.  1  was  fireman  with  driver 
Franklin  with  the  3.39  p.m.  goods  train  from 
Farringdon  Street.    We  left  Farringdon   Street 


two  or  three  minutes  late,  but  I  think  the  signals 
,  were  off  for  us  at  Granville,  King's  Cross  Metro- 
politan and  Midland  Junction.  On  approaching 
the  suburban  station  I  wiw  looking  out  for  the 
starting  signal  at  the  north  end  of  the  platform, 
and  when  the  engine  was  about  half-way  up  the 
platform,  I  saw  tLat  the  slow  road  signal  was  off. 
I  believe  I  told  my  m  ite  that  the  signal  was  off, 
but  cannot  say  whether  he  touched  his  whistle 
when  he  knew  that  the  signal  was  otf,  although 
it  is  the  practice  to  do  this.  He  did  give  three 
whistles  to  indicate  to  the  signalman  that  the 
destination  of  the  train  was  Clarence  Yard.  Both 
the  driver  and  myself  were  looking  out  for  the 
starting  signal,  and  both  of  us  saw  it  was  ofi*. 
Our  speed  before  we  sighted  the  signal  would  bo 
that  of  a  sharp  walking  pace,  and  we  were  pre- 
paring to  stop  at  the  signal  had  it  been  on.  We 
were  looking  out  for  the  signal  at  the  tunnel 
mouth,  but  it  was  very  difficult  to  see  it  on 
account  of  smoke  and  steam.  I  was  not  aware  thHt 
we  had  been  tu'^ned  on  to  the  main  line  until  we 
were  just  on  the  point  of  colliding  with  the 
passenger  train.  We  just  had  time  to  apply  the 
vacuum  and  hand  braked.  The  driver  applied 
the  former  and  I  the  latter.  The  driver  had 
shut  off  steam,  and  reversed  the  engine  when  we 
were  within  a  few  feet  of  the  passenger  train. 
After  the  accident  I  noticed  that  the  signal  was 
still  off.  The  driver  did  not  ask  me  whether  the 
signal  was  off  when  approaching  the  suburban 
station,  but  1  told  him  myself  that  it  was.  This 
is  the  left-hand  signal  of  the  two. 

William  Nealf  signalman,  states  :  1  have  been 
in  the  Company's  service  30  years,  a  signalman 
27,  and  at  the  West  box  20  years.  On  Saturday, 
28th  December,  I  was  on  duty  from  2  p.m.  to  10 
p.m.,  and  previous  to  coming  on  duty  had  16 
hours  rest.  1  had  two  assistants  on  this  occasion, 
and  a  booking  boy,  and  was  in  charge.  A  passen- 
ger train  from  the  city  passed  off  the  suburban 
station  by  the  slow  line  at  3.43  p.m.,  and  after 
this  train  had  passed  1  put  the  signal  lever  back 
in  the  frame,  and  reversed  the  points  from  slo^ 
to  main  in  the  usual  way,  but  did  not  see  whether 
the  arm  responded  on  account  of  the  smoke.  Th^ 
lever  remained  in  that  position  when  the  goods 
train  was  offered  and  accepted  by  me  from  the 
Metropolitan  Junction  at  3.46  p.m.,  and  1  booked 
this  train  as  arriving  at  my  starting  signals  ac 
3.49  p.m.  by  hearing  the  one  pop  on  the  whistle. 
I  could  not  see  the  engine  on  account  of  the 
steam.  1  had  pulled  off  the  distant  and  tunnel 
mouth  stop  signals  for  it  to  proceed,  but  ke]>t  the 
starting  signal  at  danger.  The  reason  for  keep- 
ing the  latter  signal  against  the  goods  train  was 
that  two  engines,  which  left  '*  C "  platform  at 
3.48p.tn.,had  passed  from  fast  to  slow  and  were  not 
clear.  There  was  a  lot  of  steam  under  the  bridge 
at  this  time,  v/hich  had  come  from  the  engine 
of  the  3.48  p.m.  passenger  train,  which  was  then 
standing  attached  to  its  train,  and  1  did  not  see 
the  goods  train  coming  up  the  Suburban  Station, 
but  heard  what  I  took  to  be  the  engine  give  one 
short  whistle,  I  pulled  oft*  the  distant  because  it 
is  the  usual  practice  to  do  so,  as  there  is  a  steep 
bank  up  and  trains  might  stick  and  get  off  at  the 
catch  points.  The  distant  signal  is  led  only  by 
the  home,  and  not  by  the  starter  as  well.  A  train 
is  never  accepted  from  the  Hole-in-the-Wall  box 
until  the  section  is  clear  to  the  starting  signal, 
and  the  block  instrument  is  locked  by  a  treadle 
in  front  of  mj'  box,  so  that  I  cannot  accept  a 
second  train  until  the  previous  one  has  passed 
my  box.  I  lowered  the  starting  signal  for  the 
3.48  p.m.  train  to  leave  *'  E  "  platform  exactly  to 
time,  the  train  having  previously  been  accepted 
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by  Belle  Isle,  and  I  saw  that  the  signal  was  off 
by  the  indicator  in  the  box.  I  could  not  see  the 
tniin  until  it  was  passing  the  box,  and  then  I  saw 
the  goods  train  coming  towards  it,  and  the  engine 
of  the  latter  running  into  the  passenger  train. 
When  1  saw  that  an  accident  must  happen  I 
looked  to  see  the  position  of  the  starting  signal 
lever,  and  it  was  back  in  the  frame.  I  could  not 
see  the  arm  of  th^  signal  itself,  but  almost 
directly  the  engine  of  the  goods  train  struck  the 
passenger  train,  I  noticed  it  was  off.  After  the 
collision  I  called  the  attention  of  my  assistants  to 
the  position  of  the  starting  signal.  I  did  not 
touch  the  lever  after  the  accident,  but  the  signal 
remained  off  nearly  an  hour.  I  called  the  atten- 
tion of  the  telephone  linesman  at  once  to  the 
position  of  the  arm,  and  asked  him  to  go  for  the 
signal-fitter,  and  also  pointed  it  out  to  Inspector 
Brittain  when  he  came  about  half  an  hour  later. 
The  driver  of  the  goods  train  did  not  whistle 
three  times  just  before  the  accident,  but  only  gave 
a  short  whistle,  which  I  took  to  be  an  acknow- 
ledgment of  the  signal  being  off.  So  far  as  I 
know,  this  signal  has  never  failed  before,  nor 
have  I  had  any  complaints  from  any  driver  about 
it.  I  have  not  heard  that  my  mates  have  had  it 
fail.  It  has  always  responded  to  the  lever.  On 
this  occasion  the  lever  was  put  back  in  the  frame 
in  the  usual  way,  and  I  cannot  give  any  explana- 
tion as  to  why  the  signal  arm  remained  off.  The 
speed  of  the  goods  train  at  the  time  of  the  colli- 
sion was  considerable. 

John  Robert  Charter,  goods  guard,  states :  I 
have  been  in  the  service  nine  years,  and  a  goods 
guard  four.  On  Saturday,  28th  December,  I 
came  on  duty  at  10  a.m.,  and  should  have  finished 
at  8.15  p.m.  Previous  to  coming  on  duty  I  had 
13  hours  rest.  I  was  guard  of  the  3.39  p.m.  goods 
train  from  Farringdon  Street,  and  the  train  con- 
sisted of  15  loaded  waggons,  and  a  20-ton  brake. 
We  left  Farringdon  Street  at  3.42 — three  minutes 
late  waiting  signal — but  had  a  clear  run  past 
Qranville,  King's  Cross  M^ropolitan  and  Mid- 
land Junction.  As  we  ran  into  King's  Cross 
Suburban  Station,  I  was  looking  out  of  the 
window  of  my  brake  on  the  platform  side  for  the 
starting  signal  and  saw  that  the  slow  road  signal 
was  off,  just  as  my  brake  van  was  passing  the 
inspector's  oifice.  I  saw  both  the  arm  and  the 
light,  the  former  was  off,  a  good  signal,  and  the 
light  showed  all  green.  This  was  before  anything 
irregular  had  taken  place.  I  was  unable  to  see 
the  signal  any  sooner  on  account  of  the  steam  and 
smoke  from  the  tunnel.  I  am  positive  that  the 
sismal  was  off.  I  was  standing  with  my  hand  on 
the  brake  looking  for  the  signal  and  ready  to 
apply  the  brake  should  it  be  on.  We  are  very 
careful  to  apply  the  brake  when  trains  are  brought 
to  a  stand  at  the  signal  in  order  to  prevent  any 
running  back.  Our  speed  through  the  suburban 
station  was  not  more  than  five  or  six  miles  an 
hour.  When  my  van  was  opposite  the  northern 
end  of  the  buildings  on  the  suburban  platform,  I 
felt  that  something  was  wrong,  the  waggons  of 
my  train  being  buffered  up  whilst  I  was  jerked 
baick  in  the  brake.  I  was  somewhat  bruised,  but 
otherwise  unhurt.  I  put  my  brake  on  and  went 
forward  to  see  what  had  happened,  and  found 
that  we  had  collided  with  the  3.48  p.m.  passenger 
train  from  the  local  station.  I  thought  it  strange 
that  we  should  have  the  slow  road  signal  off,  and 
yet  take  the  main  line  points,  and  after  the 
accident  I  told  the  driver  that  the  "  board  Avas  off 
for  the  slow  road  before  the  collision  occurred, 
and  was  still  off  after  the  accident."  The  waggon 
next  to  the  engine  of  my  train  was  off  the  road, 
and    across    the  metals,    the   second    (a    Great 


Northern  refrigerator  van)  was  off  the  road  and 
on  its  side,  the  third  vehicle  was  another  refri- 
gerator van,  but  this  w^as  not  off  the  road.  The 
next  four  were  North-Eastem  refrigerator  vans, 
and  were  not  damaged,  but  the  eighth  waggon 
was  locked,  buffered  with  the  one  behind  it,  and 
the  buff<»r  broken.  As  my  train  ran  through  the 
suburban  station  I  did  not  hear  a  whistle  from 
the  driver,  either  as  an  acknowledgment  that 
the  signal  was  off,  or  as  an  intimation  to  the 
signalman  as  to  our  destination.  So  far  as  I  know^ 
the  driver  saw  the  starting  signal  as  soon  as  he 
got  to  th^  suburban  station,  and  there  was  no 
necessity  for  him  to  shut  off  steam. 

Inspector  Hartnell  states  :  I  have  been  in  the 
Company's  service  35  years  and  an  inspector  26. 
On  Saturday,  28th  December,  I  was  in  charge  of 
the  suburban  station,  and  was  on  the  platform 
when  the  3.39  p.m.  goods  train  from  Farringdon 
Street  passed  through.  I  noticed  the  driver  was 
drawing  up  verj'  steadily  and  watched,  because 
of  the  gradient,  but  cannot  say  whether  there 
was  any  whistle  or  not  from  the  driver.  I  saw 
that  the  slow  road  signal  was  off  when  the  engine 
was  close  to  it.  The  engine  may  have  been 
passing  it  at  the  time.  I  cannot  say  if  I  saw  the 
arm,  but  I  did  see  the  light  quite  plainly  ;  it  was 
showing  a  fair  green  light.  After  the  whole  of 
the  train  had  passed  I  heard  a  noise,  and  thought 
the  train  had  probably  broken  loose,  and  ran  up 
to  the  front  part  to  see  what  really  was  the 
matter.  I  then  found  that  the  goods  train  had 
taken  the  main  line  and  collided  with  the 
3.48  p.m.  passenger  train.  I  looked  at  the  slow 
road  signal  again  after  the  accident  and  saw  that 
it  was  still  off.  I  afterwards  assisted  the  pas- 
sengers out  of  the  carriages  which  were  off  the 
road,  but  there  were  not  more  than  a  dozen 
passengers  in  the  carriages  when  I  reached  them^ 
as  some  had  got  out  before.  I  have  not  the 
slightest  doubt  that  the  slow  road  signal  was  off 
before  the  mishap.  I  have  never  known  this 
signal  to  fail  before,  and  have  had  no  complaint. 

Thomas  Joy,  engine  driver,  states  :  I  have  been 
in  the  service  30  years  and  a  driver  19.  On 
Saturday,  28th  December,  I  came  on  duty  at 
9.35  a.m.,  and  should  have  worked  until  8.30  p.ni. 
Previous  to  coming  on  duty  I  had  21  hours  rest. 
I  worked  the  3.48  passenger  train  from  King's 
Cross  with  engine  894,  which  was  a  four-wheels- 
coupled  engine  with  leading  axle,  running 
chiikiney  first,  and  a  six-wheeled  tender.  We 
left  King's  Cross  right  time,  and  as  my  engine 
was  entering  Oas  Works  Tunnel  I  felt  a  sudden 
jerk  and  the  brake  being  applied  from  the  rear. 
I  put  on  steam  again,  but  immediately  shut  it  off 
and  applied  the  brake,  thinking  the  rear  portion 
of  the  train  was  off  the  road.  When  we  came  to 
a  stand  my  engine,  the  first  coach,  and  part  of 
the  second  were  inside  the  tunnel.  After  we  had 
stood  a  few  minutes  I  got  off  the  engine  and 
walked  back  a  short  distance  when  I  saw  a  lot  of 
people  on  the  ballast  and  some  of  the  coaches  of 
my  train  off  the  road.  I  then  went  back  to  my 
engine  and  shortly  afterwards  an  inspector  came 
and  told  me  what  had  happened,  at  the  same 
time  instructing  me  to  draw  ahead  over  the  points 
and  set  back  to  No.  2  departure  platform.  A 
fresh  train  was  afterwards  formed  in  place  of  the 
one  originally  intended  for  the  3.48,  and  I  worked 
this  to  Peterboro'.  I  could  see  all  my  signals 
plainly,  but  did  not  notice  the  suburban  slgnala 
when  I  was  starting  from  King's  Cross* 

George  Botterill,  fireman,  states  :  I  have  been 
in  the  service  12  years  and  a  fireman  six.     On 


57 


Saturday,  28th  December,'  I  came  on  duty  at 
9.35  a.m.  and  should  have  worked  until  8.30  p.m. 
Previoufl  to  coming  on  duty  I  had  21  hours  rest. 
I  was  fireman  with  driver  Joy  on  the  3.48  p.m. 
train  from  King^s  Gross.  After  leaving  King's 
Cross,  and  as  we  were  entering  Gas  Works 
Tunnel,  I  felt  the  brake  give  a  sharp  jerk.  My 
driver  opened  the  regulator,  but  immediately 
after,  thinking  that  part  of  our  train  was  off  the 
road,  shut  it  again.  I  did  not  notice  the  suburban 
line  signals  as  we  were  starting  from  King's 
Cross,  but  heard  an  engine  whistle  two  or  three 
times,  apparently  from  the  suburban  line.  Our 
speed  on  entering  the  tunnel  would  be  about  six 
miles  an  hour. 

Thomas  Brittatn^  signal  inspector,  states  :  I 
am  inspector  of  the  south  section  of  the  southern 
division  of  the  Great  Northern  Railway.  I  was 
sent  for  at  4.3  p.m.  on  Saturday,  28th  December, 
and  arrived  at  the  West  signal  box.  King's  Gross, 


at  4.20  p.m.  I  asked  signalman  Neal  how  the 
accident  happened,  and  he  replied  No.  14  signal 
stuck  off.  I  looked  at  the  signal  and  saw  it  was 
off,  although  the  lever  was  back  in  the  frame. 
I  then  went  over  to  the  lever  plate,  at  the  font 
of  the  wall,  and  I  saw  that  the  lever  of  No.  14 
signal  was  up.  I  put  my  foot  on  it,  and  it  would 
not  go  down.  I  then  stamped  on  it,  and  it  went 
down,  and  the  signal  went  to  danger.  I  subse- 
quently examined  the  wires  leading  from  the 
signal  box  to  the  lever  plate,  and  found  nothing 
to  account  for  the  signal  sticking  off.  The 
derailed  carriages  did  not  stand  on  the  signal 
wires  at  all.  The  sisrnal.  after  I  forced  the  lever 
down,  and  before  the  boxing  was  removed, 
worked  quite  well,  and  nothing  has  been  done 
to  it  since.  I  have  never  heard  of  that  particular 
signal  sticking  off  before,  and  I  have  no  iUea  what 
caused  it  to  stick  this  time.  There  are  no  de- 
tectors at  Nb.  16  facing  points.  The  reason  there 
are  no  detectors  is  on  account  of  want  of  room. 


Conclusion. 

The  events  leading  up  to  this  collision  were  as  follows  : — 

A  down  passenger  train  left  the  suburban  line  station  and  passed  on  to  the  down 
8lo^v  line  at  3.43  p.m.,  and  after  this  train  had  passed  the  west  box,  signalman  Neal  states 
that  he  put  back  the  lever  working  the  starting  signal  for  the  down  slow  line,  and 
reversed  the  points  so  as  to  lead  to  the  down  main  No.  2  in  the  usual  way,  but  owing  to 
the  amount  of  smoke  and  steam  hanging  about  under  the  bridge  in  which  the  signal  arm 
is  placed,  he  could  not  see  whether  the  arm  responded  to  the  lever,  and,  by  some  means, 
the  signal  arm  stuck  and  remained  off. 

At  3.46  p.m.,  Neal  accepted  the  Farringdon  Street  goods  train  fi'om  Metropolitan 
Junction,  the  signal  box  in  rear  on  the  suburban  line,  and  pulled  off  his  distant  and  home 
signals  for  it,  but  states  he  did  not  pull  over  the  lever  working  his  starting  signal,  which 
should  thus  have  been  at  danger. 

At  3.48  p.m.,  two  engines  followed  the  passenger  train  on  the  down  slow  line. 

At  3.48  p.m.,  Neal  lowered  the  signal  for  the-passenger  train  to  start  from  platform 
line  E,  which  it  did,  almost  to  time,  and  went  on  to  the  down  main  No.  2  line. 

When  the  driver  of  the  goods  train  was  running  slowly  through  the  suburban 
station,  he  saw  that  the  starting  signal  for  the  slow  line  (on  which  he  had  to  go),  was  off 
for  him,  accordingly  he  proceeded,  and  as  the  points  were  set  to  lead  on  to  the  down  main 
No.  2,  his  train  took  that  road,  and  he  did  not  discover  it  until  just  as  he  was  coming 
into  collision  with  the  passenger  train.  He  had  barely  time  to  apply  his  brakes  when  the 
collision  occurred. 

When  the  wire  leading  to  the  down  slow  line  starting  signal  was  examined  imme- 
diately after  the  accident  by  the  signal  inspector,  no  cause  could  be  found  for  the  arm 
being  off,  while  the  lever  was  back  in  the  frame,  and  it  was  not  due  to  any  of  the  derailed 
carriages  pressing  against  the  wire  where  it  was  carried  under  the  rails.  When  the 
signal  inspector  went  to  the  lever-plate  fixed  to  the  foot  of  the  wall  alongside  the  starting 
signal  in  question,  he  found  the  lever  up,  and  put  his  foot  on  it,  but  it  did  not  go  down. 
He  then  stamped  on  it  and  it  went  down,  and  the  arm  went  to  danger.  The  signal  then 
was  found  to  be  in  good  working  order,  and  nothing  further  was  done  to  it.  The  wire 
was  found  to  be  in  good  order  and  no  strand  was  found  broken  or  anything  to  cause  the 
wire  to  be  hung  up. 

Owing  to  the  wires  to  the  starting  signals  crossing  under  the  rails  just  ahead  of  the 
starting  signals  of  all  the  lines,  a  large  quantity  of  ashes  and  sand  is  dropped  by  engines 
along  flie  rails  over  the  wires,  which  finds  its  way  through  the  joints  of  the  trunking  pro- 
tecting them,  and  I  think  that  some  cinder  must  have  caused  the  wire  to  jam  in  one  of  its 
supports.  It  is  impossible  to  inspect  these  wires  except  when  there  is  no  traflSc,  but  for 
the  reasons  given  they  should  be  inspected  fi:*equently  and  the  supports  kept  as  clean  as 
possible.  As  the  starting  signals  for  the  suburban  line  are  frequently  obscured  by  smoke 
and  steam  from  an  engine  standing  at  the  starting  signals  of  an  adjoining  line,  [  think 
the  Company  should  consider  the  advisability  of  fitting  repeaters  for  them  in  the  signal- 
box,  so  that  the  signalman  may  see  at  a  glance,  under  any  conditions,  whether  the  sema- 
phore arm  responds  to  the  lever  working  it. 

The  attention  of  the  Company  should  be  drawn  to  the  fact  that  the  marshalling  of  the 
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passenger  train,  whereby  there  were  two  vehicles  at  the  rear  not  fitted  with  the  continuous 
Drake,  appears  to  be  contrary  to  the  Orders  of  the  Board  of  Trade,  made  under  the 
Regulation  of  Railways  Act,  1889. 

I  have,  &c.. 
The  Assistant  Secretary,  E.  Dbuitt, 

Railway  Department,  Board  of  Trade.  Major ^  B.E. 


APPENDIX. 


Damagb  to  Rolling  Stock. 


•  Great  Northern  first-class,  No.  2,413. — Derailed, 

3  pairs  of  wheels ;  1  axle  bent ;  axle  box,  axle 
guard,  corner  pillar,  5  end  and  I  side  panels, 
bottom  side  rail,  vacuum  pipe,  step-iron,  2  step- 
boards  and  1  ascending  step  broken  ;  8  step-irons 
damaged  ;  2  drawbars  and  2  buffers  bent. 

Great  Northern  composite.  No.  1,850. — Derailed, 

4  pairs  of  wheels ;  bottom  side  rail,  end  bottom 
rail,  corner  pillar  and  3  step-boards  broken ; 
2  drawbars,  4  buffers,  1  axle  guard  and  10  step- 
irons  bent. 

Gieat  Northern  third-class  brake.  No.  719. — 
Derailed,  4  pairs  of  wheels  ;  bottom  side  rail  and 
moulding  damaged ;  side  panel,  3  step-boards, 
1  axle  box  and  axle  guard  broken ;  8  step-irons 
and  2  drawbars  bent. 

Great  Northern  third-class,  No.  2,217. — 2  draw- 
bars and  2  side  chains  broken ;  2  buffers  and 
brakework  bent. 

Lancashire  and  Yorkshire  open  goods  waggon, 
No.  7,212. — Derailed,  1  pair  of  wheels ;  1  head- 
stock  and  buffer  packing  broken  ;  3  buffers  bent ; 

5  end  boards  broken ;    2   end   pillars  cut   and 

1  headstock  split. 

Lancashire  and  Yorkshire  covered  goods  wag- 
gon, No.  26,436. — 2  end  boards  broken ;  2  end 
pillars  cut  and  1  headstock  split. 

Great  Northern  open  goods  waggon,  No.  13,873. 
^^Derailed,  2  pairs  of   wheels  ;   4  end   boards, 

2  end  pillars,  and  1  door  stop  broken,  and  2  axle 
guards  bent. 

Great  Northern  refrigerator  van,  No.  38,378. — 
Derailed,  2  pairs  of  wheels ;  2  end  pillars,  step- 
iron,  4  step-boards  and  side  chain  broken  ;  2  end 


pillars  grazed ;    3  hand  rails,  4  step-irons  and 
1  buffer  bent. 

Great  Northern  refrigerator  van,  No.  30,134. — 
Slightly  damaged. 

Great  Northern  engine,  No.  821. — Leading  buffer 
beam  and  front  plate  broken ;  all  bolts  broken ; 
back  plate  bent ;  leading  buffers  bent  and  springs 
damaged ;  engine  outside  frame  and  foot  plate 
bent  right  side  ;  outside  frame  bulged  left  back 
corner ;  both  foot  steps  bent  right  side  ;  right 
side  and  front  automatic  pipes  broken  ;  flap  plate 
hinge  broken ;  front  lamp  irons  bent ;  condense 
shaft  bent;  condense  elbow  casting  broken  and 
valve  spindle  bent ;  condense  pipe  sprung,  under 
engine ;  both  leading  brake  hangers  bent ;  lead- 
ing brake  cross*stay  and  coupling  rods  bent ;  right 
back  guard-iron  bent  and  back  buffer-beam  cap 
torn  off. 

Damage  to  Pennafient  Way. 

1  check  rail  broken ;  2  12-feet  switch  tongues 
bent ;  9  switch  chairs  broken ;  10  intermediate 
chairs  broken. 

Damage  to  Signal  and  Point  Connections. 

'  2  4-f  eet  rods  broken  ;  1  4-f eet  rod  bent ;  4  lock 
rods  broken ;  3  lock  rod  castings  broken ;  5 
cranks  broken  ;  4  single  roller  boxes  broken ; 
1  rocking  shaft  bent ;  1  21-feet  lock-bar  bent ; 
3  15-feet  lengths  point  rod  broken ;  6  15-feet 
lengths  point  rod  bent;  about  600  feet  run 
trunking  more  or  less  broken  up. 


PHnted  copies  of  the  above  Report  were  sent  to  the  Company  on  the  25th  February,  1902. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

« 

Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W. 
Sir,  November  16th,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade, 
in  compliance  with  your  Order  of  the  1st  November,  the  result  of  my  enquiry 
into  the  causes  of  the  two  collisions  which  occurred  on  the  24th  October,  in  Bowling 
Tunnel  near  Bradford,  on  the  Lancashire  and  Yorkshire  Railway. 

In  this  case,  as  the  6.10  p.m.  down  goods  train  from  Low  Moor  to  Leeds,  consisting 
of  engine,  29  waggons,  and  a  brake  van,  was  passing  through  BowUng  Tunnel,  the  rear 
16  waggons  and  brake  van  broke  loose,  and  remaining  in  the  tunnel  were  run  into  from 
behind  oy  the  9.5  p.m.  down  goods  train  from  Low  Moor  to  Laisterdyke,  consisting 
of  engine,  4  waggons,  and  brake  van,  which  was  following  on  the  same  line. 

This  collision  caused  two  of  the  waggons-  of  the  6.10  p.m.  trJiin  to  foul  the  up  line, 
over  which  the  9  p.m.  passenger  train  from  Leeds  to  Manchester  was  just  about  to  pass, 
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with  the  result  that  the  en^ne  and  some  of  the  carriages  of  this  train  were  damaged. 
The  passenger  train  consisted  of  10-wheeled  passenger  engine  with  6-wheeled  tender, 
and  SIX  bogie  carriages  fitted  with  the  usual  automatic  vacuum  brakes. 

The  shock  to  the  passenger  train  was  slight,  and  no  one  complained  of  injury. 

The  guard  of  the  6.10  p.m.  goods  train  was  shaken  by  the  first  collision.  Both 
collisions  occurred  at  about  9.20  p.m. 

Details  of  damage  to  rolling  stock  and  permanent  way  are  given  in  the  Appendix. 

Description. 

• 

The  lines  through  Bowling  Tunnel,  which  is  1,648  yards  in  length,  run  fi'om  south 
to  north,  the  down  line  being  on  the  west  of  the  up  line.  The  passage  of  trains  through 
the  tunnel  is  controlled  from  two  signal-boxes,  \\z.^  Low  Moor,  No.  4,  situated  about 
400  yards  to  the  south  of  that  end,  and  Bowling  Junction,  172  yards  to  the  north  of  the 
north  end,  just  alongside  the  down  line. 

The  down  starting  signal  for  Low  Moor,  No.  4,  is  220  yards  north  of  that  box  and 
180  yards  from  the  mouth  of  the  tunnel.  The  down  distant  signals  for  Bowling  Junction 
are  about  25  yards  from  the  south  end  of  the  tunnel,  and  there  is  also  a  disc  distant  signal 
in  the  tunnel  for  the  down  line  about  420  yards  from  the  north  end. 

The  down  home  signals  for  Bowling  Junction  box  are  116  yards  beyond  the  north 
end  of  the  tunnel  and,  therefore,  56  yards  south  of  the  box,  exactly  opposite  which  are 
the  points  of  the  double  junction  with  the  Great  Northern  line  to  Leeds,  the  Lancashire 
and  Yorkshire  line  going  on  to  Bradford. 

The  down  starting  signal  for  Bowling  Junction  box  on  the  Great  Northern  line  is 
451  yards  past  the  junction  and  box,  and  Hall  Lane  signal -box,  the  next  in  advance  on 
that  line,  is  1,033  yards  from  Bowling  Junction  box. 

The  gradient  through  the  tunnel  is  1  in  424,  falling  from  south  to  north. 

The  point  of  colhsion  was  640  yards  inside  the  tunnel  from  the  south  end. 

Evidencs. 


Joshua  Parkinson^  signalman,  states :  I  am 
58  years  of  age.  I  have  been  43  years  in  the  ser- 
vice— 29  years  a  signalman,  and  have  been 
23  years  at  Bowling  Junction.  I  came  on  duty  ait 
2  p.m.  on  the  24th  inst.  for  eight  hours.  On  the 
previous  day  I  worked  from  6  a.m.  to  2  p.m.  I 
received  the  "Is  line  clear"  for  the  6.10  p.m. 
down  goods  train,  Low  Moor  to  Leeds,  at  9.8  from 
Low  Moor  No.  4,  which  I  acknowledged,  and 
**  Train  entering  section  "  signal  was  given  at  the 
same  time.  The  train  passed  at  9.16.  As  the  train 
was  passing  me  the  eignalman  at  Low  Moor  No.  4 
called  up  on  the  telephone  and  asked  if  he  was 
clear,  and  I  replied  '*  He  is  passing  now,"  and 
turned  round  to  the  frame.  The  cutting  was  full 
of  smoke,  and  I  thought  1  saw  the  shadow  of  the 
tail  light.  I  gave  "Train  out  of  section  "  at  9.16, 
and  immediately  afterwards  "  Is  line  clear  "  for 
the  9.5  p.m.  down  goods.  Low  Moor  to  Laister- 
dyke,  was  offered  to  me,  which  1  accepted,  and 
received  "  Train  entering  section  "  at  the  same 
time.  About  9.26,  the  signalman  at  Hall  Lane 
box,  Great  Northern  line,  the  next  boy.  in 
advance,  called  me  up  on  the  telephone  and  said 
that  only  a  part  of  the  goods  train  had  arrived. 
I  replied  *'  He  must  have  left  the  remainder  in 
the  tunnel."  I  at  once  asked  the  signalman  at 
Low  Moor  No.  4  if  anyone  had  come  out  of  the 
tunnel  at  that  end  and  he  said  "  No."  He  after- 
wards called  me  up  and  told  me  the  driver  of  the 
9  p.m.  passenger  train,  Leeds  to  Manchester,  had 
reported  that  he  had  struck  something  in  the 
tunnel.  About  9.35,  the  fireman  of  the  Laister- 
dyke  goods  came  to  me  and  said  they  had  collided 
with  something  in  the  tunnel,  but  could  not  say 
what  it  was,  and  could  not  say  if  the  up  road  was 
blocked  or  clear.  The  guard  of  the  first  goods 
train  followed  and  informed  me  the  Laisterdyke 
goods  train  had  run  into  his  train  ;  one  waggon 
was  smashed  up  and  some  bar  iron  had  gone 
through  the  end  of  his  van,  and  he  did  not  know 
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whether  the  up  line  was  blocked  or  not.  He  said 
he  was  badly  shaken.  I  at  once  telephoned  to- 
Low  Moor  engine  shed  that  there  had  been  a 
collision  in  the  tunnel,  and  to  send  the  break- 
down gang  on  the  up  road.  The  driver  of  the- 
second  goods  train  came  out  next,  and  he  told 
me  the  up  line  was  blocked  and  that  a  waggon 
was  broken  up.  I  received  "Is  line  clear"  for 
the  9  p.m  passenger  train  from  Leeds  to  M<an- 
chester  at  9.13  from  Hall  Lane  signal-box.  I 
acknowledged  it  at  the  same  time  and  received 
"  Train  entering  section"  at  9.17,  and  the  train 
passed  me  at  9.18.  I  omitted  to  give  "  Obstruction 
danger  "  signal  in  either  direction.  I  was  very 
much  upset  and  forgot  to  do  so. 

Francis   Cody^  acting  driver,  states  :    I   have 
been  in  the  service  18  years,  and  have  been  a 
booked  fireman  nearly  12  years,  and  spare  driver 
for    2   years  before   that.     I   was  working    the 
6.10  p.m.  goods.  Low  Moor  to  Leeds,  on  the  24th 
inst.     We  left  Low  Moor  at  about  9.10  p.m.  virith 
29  waggons  and  brake  van.     The  distant  signal 
for  Bowling  Junction  at  the  Low  Moor  end  of 
the  tunnel  was  at  danger  when   I  entered  the 
tunnel,  and  when  I  saw  the  other  distant  in  the 
tunnel  it  was  off.     I  was  running  without  steam 
at  about  12  miles  an  hour  when  I  sighted  the 
distant  in  the  tunnel,  but  on  seeing  it  oft*  I  gave 
the  engine  steam  cautiously,  and  passed  Bowling 
Junction  box  at  about  20  miles  an  hour.    After 
passing  Bowling  Junction  I  asked  my  mate  to 
look  round  and  see  if  the  whole  of  the  train  was 
following,  and  he  said  he  thought  it  was  ;  but  I 
looked  back  and  could  n  t  see  the  lights  of  the 
brake.     I  looked  back  several  times.    There  was 
too  much  smoke  hanging  about  the  tunnel  to  see 
if  the  brake  van  was  following  until  after  I  had 
crossed  the  junction  to  the  Great  Northern  line 
I  was  just  passing  Bowling  Junction  advance  sig- 
nal when  I  saw  the  brake  was  not  following.    I 
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then  gradnally  bronght  my  train  to  a  stand, 
eventually  stopping  between  Bowling  Juuction 
advance  signal  and  Hall  Lane  home  signal,  and 
sent  my  mate  back  an  I  he  found  that  the  draw- 
bar on  the  thirteenth  wag<,'on  from  the  engine 
had  given  way  and  the  rest  of  the  train  was 
not  in  sight.  I  then  proceeded  cautiously  to 
the  home  signal  with  the  fireman  on  the  rear 
vehicle,  :ind  was  put  into  the  siding  at  Hall 
Lane  "by  the  signalman  on  duty  there.  We  re- 
mained at  that  place  until  single  line  working 
was  brought  into  force.  On  arrival  at  Hall  Lane 
I  told  the  signalman  that  we  had  broken  loose, 
but  I  did  not  know  anything  about  the  rear 
portion.  I  did  not  stop  in  Bowling  Tunnel. 
When  I  gave  the  engine  steam  in  the  tunnel  I 
did  not  feel  the  slightest  pluck.  We  had  just 
detected  that  we  had  broken  loose  and  were 
bringing  the  train  to  a  stand  when  the  passenger 
train  from  Leeds  passed  us  on  the  up  line.  I 
had  no  opportunity  to  caution  the  driver  after 
finding  that  we  had  broken  loose,  as  he  passed 
UB  just  as  I  discovered  my  train  was  in  two  parts. 
I  did  not  go  on  straight  to  Hall  Lane  box  be- 
cause I  wanted  to.  see  if  the  rear  waggon  was 
fit  to  travel.  My  engine  was  a  six- wheeled 
coupled  tender  engine  with  vacuum  brake  on 
all  wheels  of  engine  and  tender,  and  with  hand 
brakes  on  the  six  tender  wheels. 


F.  Tate^  fireman,  states :  I  have  been  in  the 
Company's  service  14  years,  nine  ye^irs  as  a  booked 
fireman.  I  was  fireman  to  acting-driver  Cody 
on  the  24th  inst.  I  work  the  same  hours  as  he 
does.  I  corroborate  his  statement.  The  rear 
drawbar  on  the  thirteenth  waggon  was  drawn 
out  and  missing.  The  drawbar  at  the  leading  end 
of  the  waggon  was  also  drawn  out  about  two  feet. 
I  came  on  duty  at  8.30  a.m.  on  the  24th  to  work 
till  8.30  p.m.  I  was  booked  off  from  11.15  to 
1.55  p.m.  at  Leedn,  where  I  live,  and  where  I  can 
go  to  my  home.  I  came  off  duty  on  the  23rd  at 
11.40  p.m. 

A.  Garracky  spare  goods  guard,  states :  I  have 
been  in  the  service  six  years  and  a  spare  guard 
^TQ  years.  I  signed  on  duty  on  October  2Jth  at 
1  p.m.,  after  12  hours  and  10  minutes  rest,  to 
work  till  II  p.m.  I  worked  the  3.15  p.m.  goods 
train  Leeds  to  Low  Moor  and  the  6.10  p.m.  Low 
Moor  to  Leeds.  We  left  Low  Moor  at  9.8  p.m.  and 
I  was  engaged  entering  up  my  road  note  when 
the  train  came  to  a  dead  stand  at  9.12.  I  con- 
cluded that  the  train  had  been  brought  to  a  stand 
by  signals,  and  I  sat  down  on  my  locker.  At 
9.17  I  took  out  my  watch  to  see  the  time.  I 
heard  a  train  approaching  and  got  up  to  see  in 
which  direction  it  was  travelling,  when  I  observed 
two  white  lights  on  the  down  line,  and  I  was 
immediately  knocked  over  by  the  trains  colliding. 
I  was  in  the  inner  portion  of  the  brake  van  at  the 
time,  the  door  of  which  was  knocked  on  the  top 
of  me.  I  scrambled  from  under  the  debris  as 
quickly  as  I  could,  and  on  reaching  the  door  the 
driver  of  the  9.5  p.m.  goods,  Low  Moor  to  Laister- 
dyke,  was  getting  on  to  the  van  step.  The  distant 
signal  at  the  Low  Moor  end  of  the  tunnel  was 
on  when  we  passed  it.  My  train  consisted  of 
29  waggons,  23  loaded  and  6  empty,  and  a 
brake  van.  The  tunnel  was  full  of  smoke  at  the 
time  we  were  passing  through  it,  and  I  should 
think  the  train  came  to  a  stand  about  the  middle 
of  the  tunnel.  I  thought  the  engine  was  standing 
at  the  home  signal  at  Bowling  Junction.  I  felt 
no  pluck  whatever  as  we  were  running  through 
the  tunnel ;  the  train  ran  quite  steady.  My 
brake  was  not  on.    I  should  have  waited  eight  or 


ten  minutes  before  getting  out  of  my  van  to  see 
if  anything  was  wrong. 

Jaynes  Burchall,  driver,  states  :  I  have  been  in 
the  service  20  years,  and  have  been  a  booked 
driver  about  2i  years.  I  was  working  the  9.5  p  m. 
goods  train,  Low  Moor  to  J^isterdyke,  on  the 
24th  inst.  We  started  from  the  goods  siding  at 
9.12,  and  my  train  consisted  of  four  loaded 
waggons  and  brake  van.  We  drew  steadily  up 
to  the  advance  signal,  which  was  at  danger,  and 
stood  there  for  about  two  minutes  ;  it  was  taken 
off  at  about  9.16.  The  distant  signal  for  Bowling 
Junction  at  the  Low  Moor  end  of  the  tunnel  was 
at  danger  when  we  entered  the  tunnel.  It  was 
very  dense  in  the  tunnel,  and  after  travelling 
about  600  yards  we  came  in  contact  with  a  guard's 
brake  van  and  some  waggons  in  front  of  it,  which 
were  standing  in  the  tunnel  on  the  down  line. 
I  did  not  see  the  tail  Ivj^his  of  the  guard's  van. 
I  was  running  from  15  to  20  miles  an  hour 
with  steam  on  at  the  time  of  the  collision,  but 
immediately  shut  it  off,  and  just  as  I  had  done 
so  the  express  passenger  train  passed  on  the  up 
line.  I  then  heard  my  guard  calling  our  names 
and  asking  if  we  were  hurt,  but  on  assuring  him 
that  we  were  not,  he  told  me  to  send  my  mate 
forward  to  Bowling  Junction,  as  he  was  going 
back  towards  Low  Moor  to  protect  that  end  of  the 
train.  After  my  fireman  had  gone  forward  I  saw 
that  my  engine  was  in  proper  order,  and  then 
went  up  to  the  brake  van  into  which  I  had  run, 
and  called  out  to  the  guard,  and  afterwards 
climbed  into  the  brake,  when  I  found  the  guard 
was  in  a  dazed  condition.  I  asked  him  if  his 
train  had  broken  loose,  and  he  replied  he  did  not 
know.  Afterwards  I  received  a  wrong  line  order 
to  set  back  to  No.  4  box.  I  came  on  duty  on 
24th  at  8.15  p.m.  to  work  till  7  or  8  a.m.  next 
morning,  having  previously  come  off  duty  at 
9.10  a.m.  My  engine  was  a  six- wheels-coupled 
tender  engine,  and  six -wheeled  tender,  with 
vacuum  brake  on  all  engine  and  tender  wheels 
and  hand  brake  on  six  tender  wheels. 


Henry  Tomlinsoriy  driver,  states  : — I  have  been 
in  the  service  28  years,  and  have  been  a  booked 
driver  12  years.  I  was  working  the  9  p.m.  Leeds 
to  Low  Moor  passenger  train  on  the  24th  inst., 
and,  except  for  a  slight  check  at  Bramley  and 
Stanningley,  had  a  clear  road  to  Bowling  Tunnel. 
I  had  checked  my  train,  owing  to  permanent  way 
operations  at  Bowling  New  Station,  and  entered 
the  tunnel  at  a  rate  of  about  20  miles  an  hour. 
After  travelling  some  distance  there  was  a  crash^ 
and  something  came  through  the  weather  glass 
on  the  fireman's  side.  I  immediately  shut  off 
steam  and  applied  the  brake,  but  as  I  found  the 
engine  was  on  the  rails  I  allowed  the  train  to 
run  forward  until  we  were  clear  of  the  tunnel, 
as  I  thought  this  was  the  safest  course  to  take. 
I  pulled  up  there,  and  sent  my  fireman  for- 
ward to  No.  4  cabin  to  tell  the  signalman  there 
was  an  obstruction  in  the  tunnel  and  to  ask  him 
to  block  both  roads.  I  got  down  to  examine  my 
engine  the  moment  I  got  outside  the  tunnel,  and 
then  came  forward  to  Low  Moor  and  finished. 
On  examination  of  my  engine  I  found  a  part  of 
a  waggon  (some  ironwork  and  woodwork)  on  the 
front  of  my  engine,  and  there  was  also  a  piece  of 
a  buffer  casting  on  the  footplate  which  had 
apparently  come  through  the  window.  My 
engine  was  a  10-wheeled  express  passenger  engine 
and  six- wheeled  tender,  with  automatic-vacuum 
brake  on  six  of  the  engine  wheels  and  six  tender 
wheels,  and  hand  brake  on  the  six  tender 
wheels. 
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/.  Edwards,  fireman,  states :  I  have  been  in 
the  service  12  years,  and  have  been  a  booked 
fireman  four  years.  I  was  fireman  to  driver 
Tomlinson  on  the  24th  inst.,  and  I  work  the  same 
number  of  hours  as  he  does.  After  entering  the 
tunnel  I  did  not  notice  anything  on  the  down 
line  as  the  tunnel  was  full  of  smoke,  but  just  as 
I  went  to  put  the  left  hand  injector  on  there  was 
a  crash,  and  something  came  through  the  weather 
glass  on  the  right  side  of  the  engine.  After 
striking  the  obstruction  driver  Tomlinson 
slackened  the  speed  of  the  train,  and  allowed  it 
to  run  slowly  out  of  the  tunnel  before  bringing 
it  to  a  stand.  He  then  sent  me  forward  to  No.  4 
box  to  inform  the  signalman  that  there  was  an 
obstruction  in  the  tunnel,  and  to  ask  him  to 
block  both  roads. 

John  Faulkener^  passenger  guard,  states  :  I 
have  been  in  the  service  31  years,  and  have  been 
a  guard  21  years.  I  was  in  charge  of  the  9  p.m. 
train  from  Leeds  to  Manchester  on  the  24th  inst. 
We  left  Leeds  to  time,  and  our  train  was  checked 
by  signals  at  Armley  and  Bramley.  My  train 
consisted  of  six  bogies.  As  we  were  passing 
through  the  tunnel  I  felt  my  van  give  a  slight 
jump,  and  I  heard  a  noise  but  was  unable  to  see 
anything.  I  looked  out  of  the  van  window  but 
the  tunnel  was  so  full  of  smoke  that  I  could  not 
see  anything.  I  did  not  see  anyone  in  the  tunnel. 
The  driver  came  to  a  stand  just  outside  the 
tunnel,  and  I  was  getting  out  of  my  van  to  go 
forward  to  the  box,  when  the  driver  took  the 
vacuum  off  and  started  away  again.  I  called  out  to 
the  signalman  at  TiOW  Moor  No.  4,  when  we  were 
passing,  that  there  was  an  obstruction  of  some 
sort  in  the  tunnel.  I  advised  the  staff  immedi- 
ately we  came  to  a  stand  at  the  station  platform. 
No  complaint  was  made  by  the  pi*ssengers. 
1  came  on  duty  on  24th  October  at  12.45  p.m. 
to  work  till  10.30  p.m.,  having  previously  come 
oflF  duty  the  2i^rd  at  10.30.  p.m.  My  train  was 
fitted  throughout  with  the  vacuum  brake,  which 
was  in  good  working  order  at  the  time,  having 
2()  inches  of  vacuum  with  blocks  on  all  whwels 
of  the  train. 

Thomas  Cook,  carriage  inspector,  Bradford, 
states  :  I  have  been  in  the  service  20  years,  seven 
as  inspector.  It  was  about  10.25  p.m.  when  I 
first  heard  of  the  collision,  and  I  proceeded  to 
the  spot  as  quickly  as  possible.  I  examined  the 
whole  of  the  vehicles  in  the  tunnel  and  found 
Low  Moor  Iron  Company's  waggon  No.  161,  which 
was  the  leading  waggon  nearest  to  Bradford, 
with  a  portion  of  the  drawbar  of  another  waggon 
attached  to  it.  The  drawbar  attached  to  this 
waggon  was  in  good  condition  with  the  exception 
that  the  cotter  was  missing.  After  examining 
the  other  vehicles,  and  taking  particulars  of  the 
damages  I  went  to  Hall  Lane  with  part  of  the 
rear  portion  of  the  6.10  p.m.  goods.  Low  Moor 
to  Leeds.  On  arrival  at  Hall  Lane,  I  found  the 
rear  vehicle  of  the  front  portion  of  the  train 
which  was  Liversedge  Coal  Company's  Waggon 
No.  7,  was  without  the  trailing  drawbar  and 
coiiplings,  and  the  front  portion  was  pulled  out 
on  account  of  it  being  a  through  drawbar.  I 
made  a  strict  search  over  the  course  travelled  by 
the  train  up  to  the  point  of  breakloose,  for  the 
missing  cotter,  but  I  have  not  been  able  to  find 
it  The  waggon  was  loaded  at  the  L'versedge 
colliery  about  four  miles  from  J*ow  Moor.  Private 


owners'  waggons  are  minutely  examined  at  ex- 
change stations  when  passing  from  one  Com- 
pany's line  to  another,  and  in  yards  when  oppor- 
tunity offers,  but  the  owners  are  responsible  for 
turning  them  out  in  good  condition. 

James  Towns,  signalman,  states  :  I  am  59  years 
of  age.  I  have  been  in  th«  service  28^  years, 
and  have  been  a  signalman  28  years,  at  No.  4 
Low  Moor  about  24  years.  I  came  on  duty  on 
October  24th  at  2  p.m.  for  eight  hours.  I  worked 
the  same  hours  the  previous  day.  I  received  the 
"  Is  line  clear"  for  the  6.10  p.m.  goods  Low  Moor 
to  Leeds  from  No.  3  Low  Moor,  at  9.6.  I  accepted 
it,  and  received  ''  Train  entering  section  "  at  the 
same  time.  The  train  arrived  at  my  box  at  9.6.  On 
offering  the  train  forward  to  Bowling  Junction  at 

9.9,  after  I  had  received  **  Train  out  of  section  " 
for  the  passenger  train  which  passed  me  at  9.7, 
it  was  accepted,  and  I  gave  ^' Train  entering 
section"  at  9.9.  I  received  *' Train  out  of  sec- 
tion "  for  it  at  9.16,  when  I  offered  the  9.5  p.m. 
goods  train  Low  Moor  to  Laisterdyke,  which  was 
accepted,  and  the  train  left  my  box  at  9.16.  I 
received  "  Is  line  clear "  signal  for  the  9.5  p.m, 
up  passenger  train  from  Bradford  to  Low  Moor  at 

9.10.  I  accepted  it  at  the  same  time  and  received 
"  Train  entering  section  "  signal  at  9.11 .  The  train 
passed  me  at  9.14,  and  1  gave  "  Train  out  of  section  " 
for  it  at  the  same  time.  I  received  the  ^^  Is  line 
clear  "  signal  for  the  9  p.m.  up  passenger  train  from 
Leeds  to  Manchester  at  9.14  which  I  accepted, 
and  **  Train  entering  section  "  was  given  for  it  at 
9.18.  At  about  9.22  p.m.  the  fireman  of  the 
Leeds  train  came  to  my  box,  and  said  there  was 
something  wrong  in  the  tunnel,  and  their  engine 
had  been  damaged  on  the  six-foot  side,  but  he 
did  not  know  what  it  was.  At  this  time  the 
driver  arrived  with  the  train  at  my  box,  and  he  re- 
peated what  his  fireman  had  told  me.  I  telephoned 
at  once  to  No.  2  west  box,  to  inform  the  station 
staff  that  something  was  wrong  in  the  tunnel,  and 
that  the  engine  of  the  passenger  train  then  approach- 
ing the  station  had  been  damaged  by  coming  into 
contact  with  some  obstruction,  and  to  tell  the  sta- 
tion staff  to  send  someone  down  into  the  tunnel  to 
see  what  was  wrong,  as  I  should  not  clear 
the  up  road  till  I  knew  what  was  wrong. 
About  10  minutes  after  the  Leeds  passenger 
train  had  passed,  the  guard  of  the  Laisterdyke 
goods  train  came  back  to  my  box  and  said  there 
was  something  wrong  in  the  tunnel,  and  his 
train  was  standing  in  the  tunnel.  I  asked  him 
if  they  had  run  into  anything  but  he  could  not 
tell  me.  1  then  instructed  him  to  go  back  to 
ascertain  what  had  occurred,  and  if  the  line  was 
clear  to  let  me  know  immediately  they  arrived  at 
Bowling  Junction.  I  omitted  ,to  give  the  "  Ob- 
struction danger"  signal  in  either  direction 
immediately  the  fireman  came  to  my  box,  as  it 
entirely  escaped  my  memory  to  do  so.  I  did  not 
receive  the  "  Obstruction "  signal  from  Bowling 
Junction.  At  9.24,  when  the  Leeds  train  was 
standing  at  my  box,  the  signalman  at  Bowling 
Junction  called  me  up  on  the  telephone,  and 
asked  me  it*  the  I^eeds  express  had  arrived.  I 
replied  "  He  is  now  standing  at  my  box,  and  the 
driver  says  he  has  struck  something  in  the 
tunnel."  I  then  asked  him  if  the  Laisterdyke 
goods  had  arrived  and  he  said  "  No."  I  had  not 
any  more  conversation  with  him  before  I  left 
duty  at  10  p.m.,  and  I  was  not  aware  that  a  col- 
lision had  occurred  until  next  day. 


ConcliLsion. 

It  will  be  seen  from  the  above  evidence  that  the  causes  of  these  two  collisions  are 
quite  clear. 


6S 

Signalman  Joshua  Parkinson,  at  Bowling  Junction  box,  accepted  the  H.IO  p.m.  down 
goods  train  from  the  box  in  rear,  Low  Moor  No.  4,  at  9,8  p.m.  After  travelling 
through  the  tunnel  between  the  two  boxes  the  engine  and  first  13  waggons  passed 
Bowling  Junction  box  at  9.16  p.m.,  but  Parkinson  miled  to  observe  that  there  was  no 
tail  lamp  on  the  last  vehicle,  and  so  gave  the  "  Train  out  of  section  "  signal  for  the 
train  to  Low  Moor  No.  4,  the  box  in  rear,  while  the  remaining  16  waggons  and 
brake  van  were  still  in  the  tunnel,  these  having  broken  loose  from  the  front  portion, 
owing  to  a  defective  drawbar  on  the  thirteenth  waggon.  Parkinson  was  then  offered 
the  second  train,  viz.,  the  9.5  p.m.  down  goods,  and  at  once  accepted  it,  with  the 
result  that  it  ran  into  the  rear  of  the  previous  train  with  considerable  force  and 
caused  two  waggons  of  it  to  foul  the  other  line  of  rails  in  the  tunnel.  Just  at  the 
time  (9.20  p.m.)  the  9  p.m.  passenger  train  from  Leeds  to  Manchester  was  passing 
on  the  up  line,  having  passed  Bowling  Junction  box  at  9.18  p.m.,  and  accordingly 
it  ran  into  the  waggons  that  were  foul  of  the  up  line.  Fortunately,  the  engine  and 
carriages  of  the  passenger  train  kept  the  rails,  and  so  no  harm  resulted  to  it  beyond 
some  damage  to  the  engine  and  carriages. 

The  blame  for  these  two  mishaps  rests  entirely  with  Signalman  Parkinson,  who 
&iled  to  carry  out  the  important  duty  of  ascertaining  if  the  rear  vehicle  of  the  first 
goods  train  had  a  tail  lamp  attached  to  it  when  it  passed  his  box. 

He  states  that  the  cutting  in  which  his  box  stands  was  full  of  smoke,  and  that 
he  thought  he  saw  the  shadow  of  the  tail  light,  but  as  his  box  is  not  high  up  and 
actually  alongside  the  line  on  which  the  train  in  question  was  travelling,  I  cannot 
r^ard  this  as  a  satis&ctory  excuse  for  his  error.  He  also  omitted  to  send  the 
"  Obstruction  danger  signal "  in  either  direction  when  he  knew  of  the  accident.  He 
had  been  on  duty  7  hours  and  20  minutes  at  the  time,  having  previously  been  off 
duty  for  24  hours. 

Driver  Cody,  the  engine-driver  of  the  first  goods  train,  states  that  when  he 
entered  the  south  end  of  the  tunnel  the  down  distant  signal  there  was  against  him, 
but  that  when  he  sighted  the  disc  down  distant  signal  in  the  tunnel  it  was  off,  so 
he  gave  his  engine  steam  cautiously.  He  states  he  felt  no  pluck  when  he  gave  his 
engine  steam,  and  that  there  was  nothing  to  lead  him  to  suppose  that  he  had  a  divided 
train.  There  was  too  much  smoke  hanging  about  the  mouth  of  the  tunnel  for  him  to  see 
if  his  brake  van  was  following  until  he  had  crossed  the  junction  on  to  the  Great  Northern 
line,  and  though  he  looked  back  several  times  he  states  he  had  got  to  the  advance  signal, 
451  yards  past  the  junction,  before  he  saw  that  the  brake  van  was  not  following.  He 
then  brought  his  train  to  a  stand,  and  sent  his  fireman  back  to  see  what  had  gone  wrong, 
and  then  proceeded  to  Hail  l^ane  box.  He  states  he  did  not  go  straight  to  Hall  Lane 
box  without  stopping,  as  he  wanted  to  ascertain  if  the  rear  vehicle  was  fit  to  travel.  If 
he  had  gone  straight  on  he  would  not  have  been  in  time  to  stop  the  passenger  train  as  it 
passed  him  before  he  came  to  a  stop  just  after  he  discovered  his  train  was  divided. 

It  might  have  been  better  judgment  on  his  pan  to  have  gone  straight  on  to  Hall 
Lane  to  give  information  at  once  to  the  signalman,  but  there  was  no  danger  in  his 
stopping  as,  just  past  the  junction,  the  line  is  on  a  rising  gradient  of  1  in  150,  so  the  part 
broken  loose  could  not  have  run  forward  and  collided  with  the  front  part.  He  evidently 
acted  as  he  thought  best,  and  is  not  to  blame  in  any  way,  I  consider. 

Driver  Burchell,  of  the  second  goods  train,  had  no  chance  of  avoiding  the  collision 
as  the  tunnel  was  so  smoky  that  he  could  not  see  the  tail  light  of  the  brake  van  of  the 
first  train.     He  is  not  to  blame  in  any  way. 

It  is  impossible  to  say  what  actually  caused  the  disconnection  of  the  drawbar  of  the 
thirteenth  waggon,  which  was  one  belonging  to  private  owners,  viz..  The  Liversedge 
Coal  Company.  This  drawbar  (1^  inches  in  diameter)  was  in  two  lengths,  one  3  feet 
6  inches  long,  the  other  12  feet  9  inches  long,  and  these  were  imited  by  means  of  a  sleeve 
and  two  cotters.  The  cotters  were  secured  by  iron  rings.  By  some  means  the  cotter 
which  fastened  the  short  length  of  drawbar,  which  was  at  the  leading  end  of  the  waggon, 
must  have  &llen  out,  with  the  result  that  this  short  length  of  drawbar  was  pulled  right 
out  of  the  waggon,  thus  causing  the  break-loose.  Two  cotters  were  subsequently  picked 
up  on  the  line  over  which  the  train  had  travelled,  one  with  a  broken  head  and  the  other 
with  the  securing  ring  missing,  and,  from  their  appearance,  it  is  probable  that  the  one 
with  the  missing  ring  belonged  to  the  waggon  in  question.  From  the  position  of  these 
cotters,  right  underneath  the  body  of  the  waggon,  a  deficient  securing  ring  would  not  be 
noticed  unless  a  minute  examination  of  the  waggon  was  made. 

I  have,  &c.. 
The  Assistant  Secretary,  E.  Druitt, 

Railway  Department,  Board  of  Trade.  Major ^  R.E. 
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APPENDIX. 


Particulars  of  Damagb  to  Enoinbs. 

Engine  No.  1132  of  Second  Goods  Train.— Brick  Engine  No.  718  of  Passenger  Train.— Smoke 
arcli  knocked  down  and  two  tender  buffers  box  bulged  ;  hand  rails  bent ;  right  side  footstep 
damaged.  broken  off ;  cab  shifted  and  spectacles  broken* 


Particulars  of  Damage  to  Coachbs  and  Waggons. 


Passengi 


Lancashire  and  Yorkshire  Bogie  Third  Van, 
Kg.  265. — ^Waist  panels  and  footboards  damaged. 

Lancashire  and  Yorkshire  Bogie  Composite, 
No.  482. — One  short  footboard  broken. 

Lancashire  and  Yorkshire  Bogie  Third,  No.  474. 
—One  waist  panel  and  projection  broken.    . 

Ghoda  Train. 

Lancashire  and  Yorkshire  Waggon,  No.  2371.— 
Two  axle  guards,  nine  axle-guard  bolts,  three 
axle  boxes,  one  headstock,  four  end  planks,  two 
end  posts,  two  capping  irons,  and  one  comer 
plate  broken  ;  one  comer  plate,  two  buffer  rods, 
and  two  buffer  heads  bent ;  one  headstock  and 
<me  end  plank  grazed,  and  wheel  flanges  cut. 

LiTcrsedge  Coal  Company's  Waggon,  No.  7, — 
One  drawbar  cotter  and  face  plate  damaged. 

Lancashire  and  Yorkshire  Goods  Brake  Van, 
No.  6738. — ^Four  end  boards,  one  headstock,  one 


end  light,  one  partition  light,  and  one  partition 
board  broken  ;  one  partition  door  displaced ;  one 
hand  rail  and  one  comer  plate  bent ;  and  one 
side  footboard  broken. 

Brooks  and  Pickup  Waggon,  No.  406. — ^Two 
axle-guard  bolts  broken. 

Great  Central  Railway  Waggon,  No.  8061. — 
One  axle  box,  one  buffer  liner,  and  one  solebar 
broken  ;  one  axle  guard,  two  solebars,  two  buffer 
hoops,  one  brake  guard,  and  one  end  post 
damaged. 

Low  Moor  Iron  Company^s  Waggon,  No.  60.— 
One  bearing-spring  shoe  missing. 

Low  Moor  Iron  Company's  Waggon,  No.  35.-* 
One  bearing-spring  shoe  missing. 

J.  Nicholson  &  Son's  Waggoi^,  No.  1. — One  buf- 
fer head,  one  end  post,  one  end  block,  and  two 
buffer  castings  broken ;  one  buffer  rod  badly 
bent;  one  diagonal  and  one  comer  plate 
damaged. 

Great  Central  Railway  Waggon,  No.  8434.— 
Broken  up. 


Damage  to  Pbbmanknt  Way. 

Eleven  chairs  broken. 


Printed  copies  of  the  aboTO  Report  were  sent  to  the  Company  on  the  17th  December. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department  (Board  of  Trade), 
8,  Richmond  Terrace,  Whitehall,  London,  S. W., 
SD^  November  22nd,  1901. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  your  Order  of  the  11th  November,  the  result  of  my  inquiry  into  the 
caoBes  of  the  collision,  which  occurred  on  the  4th  November,  between  a  passenger  train 
and  a  pilot  engine  at  Todmorden,  on  the  Lancashire  and  Yorkshire  Railway. 

In  this  case  the  3.55  p.m.  passenger  train  from  Manchester  to  York  was  turned 
down  the  branch  line  to  Burnley  at  Todmorden  No.  3  signal-box,  instead  of  proceeding 
along  the  down  main  line,  and  ran  into  a  pilot  engine  which  was  standing  about  130  yards 
along  the  former  line. 

The  passenger  train  consisted  of  a  four- wheels-coupled  express  engine  with  leading 
bogie  and  a  six -wheeled  tender,  with  automatic  vacuum  brake  on  the  four  coupled 
wh^ls  of  engine  and  six  teqder  wheels,  and  hand  brake  on  six  tender  wheels,  and  of 
thrte  bogie  carriages,  viz. : — * 

One  Bogie  Carriage  Brake, 
One  Bogie  Composite, 
One  Bogie  Carriage  Brake, 

fitted  with  the  automatic  vacuum  brake  on  all  wheels,  which  is  stated  to  have  been  in 
very  good  working  order. 
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The  collision  was  a  very  severe  one,  both  engines  being  very  badly  damaged,  the 
leading  bogie  carriage  turned  on  its  right  side  across  the  up  road,  the  middle  one  turned 
over  to  the  left  and  was  held  up  from  falling  down  the  embankment  by  a  telegraph  post, 
and  the  rear  one  was  derailed. 

The  pilot  engine  was  not  derailed,  but  was  driven  along  the  down  branch  line  for  a 
distance  of  over  six  hundred  yards,  and  the  main  frame  was  so  bulged  out  that  it  wa» 
foul  of  the  up  line. 

The  driver  and  fireman  of  the  pilot  engine  w«^re  both  very  severely  injured  ;  the 
driver  and  fireman  of  the  passenger  engine  were  also  both  injured,  and  four  passengers 
complained  of  slight  injuries. 

The  collision  occurred  at  5  p.m.  during  a  dense  fog. 

Details  of  damage  to  rolling  stock  and  permanent  way  are  given  in  the  Appendix. 

Description. 

The  main  lines  through  Todmorden  run  approximately  east  and  west,  the  down  line 
being  to  the  north  of  the  up  line. 

The  signalling  is  controlled  by  means  of  four  boxes,  known  as  Numbers  1,  2,  3^ 
and  4  ;  No.  1  being  the  most  westerly  and  therefore  the  first  one  passed  by  down 
trains. 

The  sections  between  the  signal-boxes  are  very  short,  viz.,  H70  yards  between  Nos.  1 
and  2,  312  yards  between  Nos.  2  and  3,  and  470  yards  between  Nos.  3  and  4. 

Todmorden  Station  is  between  Nos.  1  and  2  boxes,  No.  2  being  at  the  east  end  of 
the  platform,  and  the  down  home  signal  for  it  is  also  the  down  platform  starting  signal 
Todmorden  No.  3  down  distants  are  under  No.  2  down  home. 

Nearly  opposite  No.  3  box  are  the  points  of  the  double  junction  between  the  Burnley 
branch  lines  and  the  main  lines,  but  the  home  signals  for  No.  3  are  110  yards  behind  the 
points,  and  the  distant  signals  for  No.  4  and  for  Stansfield  Hall  box  (the  next  box  on 
the  Burnley  branch  lines,  400  yards  away)  are  underneath  the  home  signals. 

The  Burnley  branch  lines  run  ofi^  sharply  to  the  north  and  north-west  on  a  curve  of 
10  chains  radius,  pro^dded  with  a.  check  rail. 

At  110  yarde  along  the  down  branch  line  are  the  trailing  points  of  a  connection 
from  the  coal  sidings  behind  No.  3  box. 

A  little  fiirther  on  is  a  cross-over  road  between  the  up  and  down  branch  lines  ;  the 
trailing  points  in  the  down  branch  line  being  about  loO  yards  fix)m  No.  3  box. 

Owing  to  the  sections  being  so  short  signalmen  at  Nos.  .1 ,  2,  and  3  boxes  are 
instructed  not  to  lower  their  distant  signals  unless  the  distant  signal  for  the  box  in 
advance  is  lowered. 

The  down  main  line  is  on  a  falling  gradient  of  1  in  177  between  Nos.  2  and  3  boxes. 

The  Burnley  branch  down  line  is  on  a  felling  gradient  of  1  in  177  for  the  first 
oO  yards,  then  falls  1  in  585  for  150  yards,  and  then  is  mostly  on  a  rising  gradient  in 
parts  pretty  steep  for  oOO  yards. 


Evidence. 


James  Hodgson^  signalman,  Todmorden,  No.  2 
box,  states :  I  have  been  in  the  service  since 
1889,  and  a  signalman  since  October,  1892,  and 
have  been  in  Todmorden  No.  2  box  for  2  years 
and  3  months.  On  November  4th  I  came  on 
duty  at  2  p.m.  to  work  until  10  p.m.,  having 
been  off  duty  since  10  p.m.  on  the  2nd  inst.  It 
was  very  toggy  on  the  night  in  question.  The 
Liverpool  portion  of  the  3.55  p.m.  from  Man- 
chester to  York  was  circuited  to  me  at  4.38  from 
Summit  West  box,  and  I  forwarded  the  circuit 
call  to  the  next  circuit  up  to  Hebden  Bridge  with 
the  words,  "Liverpool  portion  of  York  express 
leaving  Rochdale  4.38."  At  4.48  I  received 
circuit  call  for  the  Manchester  portion  of  York 
express  leaving  Rochdale,  and  I  forwarded  this 
circuit  on  at  4.50  p.m.  At  5  p.m.  I  received 
circuit  call  for  the  4.23  p.m.  Rochdale  to  Burnley, 
but  I  did  not  forward  this  circuit  call,  i.e.,  when 
it  leaves  Rochdale,  as  it  is  not  the  practice  with 
these  trains.    The  signalling  of   the  Liverpool 


and  Manchester  portions  of  the  Yorlc  train  is  as 
follows : — 
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When  I  was  acknowledging  the  **  Train  entering 
section "  signal  from  No.  1  box  for  the  Mwi- 
Chester  portion  by  turning  my  needle  to  "  Train 
on  line  '*  the  signalman  at  No.  3  box  gave  me  one 
stroke  on  the  block  bell.  I  gave  him  •'Train 
entering  section  '*  signal,  then  1  gave  him  one  on 
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the  bell  as  an  acknowledgment  to  his  call.  I 
then  received  the  circuit  call  from  Summit  West 
for  the  4.23  p.m.  Rochdale  to  Burnley.  This 
would  be  about  4.59,  and  at  that  moment  the 
Manchester  portion  of  the  York  express  was  jest 
under  my  box.  I  took  the  receiver  off  the 
Hebden  Bridge  circuit  at  the  same  time  as  I  took 
the  receiver  off  the  Littleborough  circuit.  I 
could  not  hear  what  Sunderland  said  to  me.  as 
I  was  attending  the  circuit  from  Littleborough, 
to  which  I  replied  "Aye."  Directly  I  had 
finished  with  the  Littleborough  circuit  1  restored 
the  receiver  to  its  proper  position,  and  I  listened 
on  the  Hebden  Bridge  circuit,  but  could  hear  no 
one  speaking,  so  I  circuited  the  Manchester  por- 
tion of  the  York  train  as  passing  my  box  to 
Hebden  Bridge  at  4.59  p.m.  I  did  not  know 
anything  about  the  Manchester  portion  of  express 
being  turned  on  to  the  Burnley  branch  until 
Sunderland  told  me  about  5.2  p.m.  He  said, 
"  This  express  has  run  on  the  branch."  I  replied, 
"  What  is  it  doing  on  the  branch  ? "  I  had  all 
my  signals  off  for  the  Manchester  portion  of  the 
train  ar  4.56,  and  all  the  slot  indicators  in  my 
cabin  for  the  main  line  were  taken  off  at  the 
same  time  by  No.  3  box.  I  could  see  No.  3 
distant  signals  underneath  my  home  signal,  and 
at  that  time  the  main  line  distant  signal  was  off. 
I  should  think  the  express  passed  my  box  at  the 
rate  of  30  miles  per  hour.  There  was  no  fogman 
at  my  home  signal. 

William  Siifiderland,  Todmorden,  No.  3  box, 
states  :  I  am  53  years  of  age,  and  have  been  in 
the  Company's  service  since  1873.  I  have  been  a 
si^'nalman  28  years,  the  last  18  years  at  Tod- 
morden No.  3  box,  and  10  years  previously  at 
Hebden  Bridge.  On  November  4th  I  came  on 
duty  at  2  p.m.  to  work  until  10  p.m.,  having  gone 
off  duty  the  night  before  at  10  p.m.  I  received 
**  Is  line  clear "  signal  for  an  express  at  4.45, 
acknowledged  it  at  4.45,  received  "Train  entering 
section  '*  at  4.50.  It  passed  me  at  4.50,  and  was 
accepted  by  box  in  advance,  No.  4,  at  4.45. 
"  Train  out  of  section  being  given  by  me  at  4.51, 
and  1  received  **  Train  out  of  section  "  at  4.51 
from  No.  4.  I  received  "  Is  line  clear  "  signal  for 
another  express  train  at  4.56,  acknowledged  it  at 
4.5 1 »,  received  "Train  entering  section"  at  4.59, 
and  it  passed  me  practically  at  the  same  time. 
The.  first  of  these  trains  was  the  Liverpool  to 
York  portion,  which  was  running  independently 
of  the  Manchester  portion,  and  the  second  was 
the  3.55  p.m.  Manchester  to  York  portion.  I  did 
not  know  at  the  time  what  these  trains  were,*  as 
I  had  not  attended  to  the  circuit  calls.  Some- 
times, if  one  is  busy,  one  cannot  get  to  the 
telephone  in  time.  I  am  not  prepared  to  say 
that  the  circuit  calls  were  not  sent.  I  had  all  my 
main  line  signals  off  for  both  express  trains,  and 
the  trains  were  accepted  by  No.  4  box,  the  box  in 
advance.  At  4.41  I  put  a  pilot  engine  in  the 
coal  sidings  at  the  back  of  my  box.  I  had  had 
information  that  a  goods  train,  which  was  coming 
from  Yorkshire  direction  and  going  Burnley  way, 
required  a  bank  engine,  and  I  asked  the  pilot 
driver,  who  was  in  the  coal  sidings,  if  he  required 
water  before  he  banked  the  train.  He  replied 
"Yes,"  and  I  told  him  I  would  turn  him  across 
on  to  the  up  main  line  to  get  water  as  soon  as  the 
express  had  passed.  J  allowed  him  out  of  the 
siding  to  stand  above  the  cross-over  road  on  the 
down  branch  to  Burnley  at  4.58,  It  was  very 
foggy,  and  it  was  well  out  of  sight  of  my  box, 
being  about  150  yards  away.  While  I  was 
talking  to  the  pilot  driver  the  signalman  at 
Btansfield  Hall  called  me  up  on  the  telephone 
and   asked   me  where  the  Burnley  train  was. 
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I  replied,  "  I  do  not  know,  but  I  have  a  train 
warned  down ;  it  might  be  it,  but  I  will  ask." 
1  called  the  man  up  at  No.  2  box  and  said,  "  Is 
this  the  branch  train,  Jim,"  and  he  replied, 
"  Aye."  I  immediately  turned  round  and  put 
my  main  line  signals  ( n  and  reversed  the  junc- 
tion. I  was  just  turning  to  the  telephone  to  ask  • 
him  to  cancel  the  train  1  had  accepted  in  order  to 
get  the  pilot  a  ross  to  the  up  line  when  the 
ex^resi  dashed  by.  [n  order  to  get  the  pilot 
a'^ross  on  to  the  up  line  1  was  b  lund  to  reverse 
my  junction,  and  before  1  could  let  the  branch 
train  go  I  should  have  had  to  remove  the  engine 
off  the  down  line,  and  1  thought  that  the  train 
which  I  had  accepted  as  main  line  train  was  the 
branch  train,  and  would  be  standing  in  the 
station  whilst  this  was  being  done,  and  I  was 
going  to  ask  No.  2  box  to  cancel  the  train  he  had 
signalled  to  me  in  order  to  get  the  pilot  across. 
The  train  was  running  fast  when  it  passed  my 
box.  No  fog  signals  were  exploded  as  the  train 
approached  my  box.  I  do  not  think  the  fograan 
would  have  had  time  to  put  them  on  in  the 
interval  between  reversing  the  signals  and  the 
train  passing.  The  4.23  Rochc^ale  to  Burnley  train 
is  the  only  through  passenger  train  during  the 
day  ;  all  the  other  Burnley  trains  run  into  Tod- 
morden and  back  again.  Both  these  trains  are 
signalled  to  me  as  express  trains,  and  I  did  not 
know  the  York  train  was  running  in  two  parts, 
not  having  attended  to  the  circuit  calls.  When 
1  look  off  my  main  line  signals  for  the  second 
expreso  I  thought  it  was  the  4.25  p.m.  from  Man- 
chester to  Leeds  express,  due  to  stop  at  Tod- 
morden at  4.55  p.m. 

James  Law,  platelayer,  states :  I  was  on  duty 
on  the  night  of  the  accident,  fogging  Todmorden 
No.  3  down  home  signal.  1  remember  the  first 
express  passing  on  the  down  main  line  just 
before  the  accident,  and  the  signals  were  put  to 
danger.  I  went  back  and  put  a  fog  signal  on 
the  line.  Some  little  time  after  this  both  the 
signals  were  lowered  again  for  the  main  line,  and 
I  went  and  took  my  fog  signal  off.  I  came 
back  where  I  could  see  my  signals  plainly,  and 
on  the  train  approaching  I  gave  the  driver  a 
green  light.  The  signals  were  off  when  the 
train,  which  came  into  collision  with  the  engine, 
was  passing  through  the  station,  and  when  I 
gave  the  green  light  my  back  was  to  the  signaL 
I  was  about  IG  or  17  yards  from  the  post.  Direct- 
ly after  the  tra.n  had  passed  1  looked  at  the 
signals  and  they  were  on  again.  At  this  time 
the  accident  had  not  occurred.  There  was  a 
very  short  interval  of  time  between  the  signals- 
being  put  to  danger  and  the  collision.  I  heard 
the  crash  about  two  seconds  after  the  train  had 
passed  me.  Immediately  after  the  accident  I 
put  three  fog  signals  on  the  rails,  turned  my 
lamp  to  danger,  and  put  it  on  the  rail  of  the 
viaduct,  and  went  to  the  signal-box  to  see 
what  was  the  matter.  I  then  went  back  to  my 
post.  The  train  was  running  very  fast  pass- 
ing me. 

Ernest  Moorhmisey  signalman,  states :  On 
4th  November  I  was  signalman  £^t  Stansfield 
Hall  box  which  is  an  eight  hours'  box,  whea 
I  received  information  that  a  goods  train  from 
Yorkshire  direction  for  Burnley  was  approaching 
Tne,  and  required  a  bank  engine.  I  asked  the 
signalman  at  No.  3  box  if  he  knew  where  the 
Burnley  passenger  train  was,  as  it  was  due. 
He  replied  that  he  did  not,  but  he  had  a  train 
warned  to  him,  and  he  would  enquire  if  it  was 
the  Burnley  train.  Immediately  after  this  I  was 
sitting  near  the  cabin  window  getting  my  tea. 
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when  I  saw  a  light  engine  rush  by.  This  was 
the  pilot  engine  with  which  the  express  came 
into  collision,  an4  which  was  knocked  beyond 
my  cabin  at  a  very  quick  rate. 

WUliam  Stejjhenson^  guard,  states :  I  have 
been  in  the  service  26  years,  and  a  guard  20 
years.  On  November  4th  I  came  on  duty  at 
6.40  a.m.  to  work  until  6.6  p.m.  I  worked  the 
same  hours  the  day  before.  I  was  in  charge  of 
the  3.55  p.m.  from  Manchester  to  York,  which 
left  Victoria  at  4.23,  and  Rochdale  at  4.46  p.m. 
We  had  a  clear  road  from  Rochdale  to  Todmorden. 
It  was  clearish  from  Rochdale  to  outside 
Todmorden,  and  we  passed  Todmorden  at  about 
4.58.  Here  I  felt  the  brakes  applied  in  full 
force.  We  had  just  passed  through  th »  station, 
and  I  think  we  were  on  the  viaduct.  I  should 
say  we  were  running  at  40  or  50  miles  an  hour 
through  the  station.  The  first  I  knew  of  the 
accident  was  when  the  train  began  to  jump,  and 
1  was  knocked  from  one  end  of  the  van  to  the 
other.  All  lights  were  out,  and  when  I  picked 
ipyself  up  I  relit  my  hand  lamp.  I  sent  late 
guard  Booth  (now^  station  master's  clerk  of 
Halifax)  back  lo  No.  3  box  to  block  all  roads, 
and  goods  irspecto'r  Simms  of  Wakefield,  wh6 
was  also  in  train,  went  to  Stansfield  Hall  to 
block  all  roads  there.  They  were  both  passen- 
gers of  .this  train.  My  train  consisted  of  three 
bogie  vehicles ;  bogie  carriage  brake,  bogie 
compo,  bogie  carriage  brake.  Rear  third  van 
was  off  the  road,  and  compo  next  to  it  partly  on 
its  side,  leaning  to  the  left  against  a  telegraph 
post ;  the  leading  third  van  was  on  its  side  across 


the  up  road.  We  had  about  40  passengers  in  the 
train.  The  pilot  engine  which  we  struck  was 
driven  beyond  Stansfield  Hall  platform.  Our 
engine  was  wrecked.  All  the  passengers  got 
out  and  only  one  complained  to  me,  and  he  said 
some  of  his  teeth  had  been  knocked  out.  Most 
of  the  passengers  were  removed  to  Stansfield 
Hall  Station.  My  train  was  fitted  throughout 
with  the  vacuum  brake  which  was  in  very  good 
working  order.  The  driver  told  me  after  the 
accident  that  all  the  distants  were  off  for  him. 

Copy  (if  writte^i  statement  of  driver  W.  Clough^ 
tv(frking  3.55  p.m.  MancJiester  to  York^  atvd 
wfu)  ivas  injured  in  o/ccident^  and  unable  to 
attend  enquiry, 

'*  Approaching  Todmordon  Station  about 
4.58  p.m.,  all  the  signals  were  off  as  far  as 
Todmorden  No.  3,  and  these  signals  we  were 
unable  to  see  owing  to  fog,  but  we  got  an  all 
ri^ht  signal  by  fo^i^man.  Soon  after  passing  this 
point  I  found  we  were  turned  on  to  the  branch. 
1  shuf  off  steam  at  once  and  applied  the  brake 
with  its  full  force.  Owing  to  the  sharp  curvo 
we  were  both  thrown  from  our  feet,  and  knew 
nothing  further  until  the  engine  came  to  a  stand 
We  were  very  much  stunned.  As  80«»n  as  I  got 
up  I  gave  information  to  the  pointsman  at 
Whiteplatt's  Junction  and  blocked  both  roads  at 
once,  whilst  my  fireman  stopped  on  the  engine. 
When  T  got  back  my  fireman  had  gone  to  have 
the  cuts  on  his  head  attended  to.  I  was  assisted 
to  Dr.  Elliotts  to  have  cuts,  which  I  had  sustained, 
attended  to,  afterwards  travelling  home  by  pas- 
senger train  leaving  Todmorden  at  9.30  p.m." 


Concltision. 

The  cause  of  this  jollision,  which  might  have  been  attended  with  far  more  seriou*^ 
results,  is  quite  clear,  there  being  no  discrepancy  in  the  evidence  as  regards  the  events 
which  preceded  it. 

On  the  day  in  question  the  Liverpool  and  Manchester  express  to  York,  which  usually 
runs  as  one  train  from  Rochdale,  was  run  in  two  portions,  owing  to  the  Manchester 
portion  being  delayed  through  the  dense  fog  which  was  prevailing  at  the  time. 

On  the  Lancashire  and  Yorkshire  Railway,  information  as  regards  the  running  of 
important  trains  is  conveyed  to  the  various  signal-boxes  concerned  by  telephone-circuit 
calls,  i.e.^  a  certain  number  of  successive  signal-boxes  are  grouped  in  a  circuit,  and  the 
signalman  at  the  first  box  in  a  circuit,  on  the  departure  of  a  train,  calls  up  all  the  boxes 
in  that  circuit  on  the  telephone  simultaneously,  and  after  a  short  pause  gives  the 
information  as  to  the  time  the  train  in  question  leaves  his  station,  which  is  heard 
Bimultaneously  by  all  the  signalmen  in  the  circuit.  The  man  in  the  end  box  of  that 
circuit  then,  if  so  instructed,  forwards  the  message  to  the  next  circuit,  and  also  sends  a 
further  circuit  message  when  the  train  in  question  passes  his  box.  Thus,  Todmorden 
No.  2  box,  one  of  those  concerned  in  the  collision  in  question,  is  the  last  box  in  the 
circuit  Summit  West  box  to  Todmorden  No.  2,  and  the  first  box  in  the  circuit 
Todmorden  No.  2  to  Hebden  Bridge,  as  regards  down  main  line  traing. 

The  Company  attach  great  importance  to  these  circuit  calls,  as  they  enable  signalmen 
to  know  beforehand  how  trains  are  running. 

Signalman  Hodgson  in  Todmorden  No.  2  box,  the  end  box  in  that  circuit,  received 
the  circuit  call  for  the  first  portion  of  the  York  train  at  4.38,  and  he  forwarded  the  circuit 
call  to  the  next  circuit,  in  which  Todmorden  No.  3  is  the  next  box,  at  once,  viz., 
4.38  p.m.,  with  the  words  ''Liverpool  portion  of  York  express  leaving  Rochdale,  4.38." 
At  4.48  p.m.  he  received  the  circuit  call  for  the  Manchester  portion,  which  he  forwarded 
at  4.50  p.m. 

Signalman  Sunderland,  at  Todmorden  No.  o  box,  says  he  had  iiot  attended  to  these 
circuit  calls  as  he  was  busy  shunting,  and  so  was  unable  to  leave  his  work  and  go  to  the 
telephone.  10  receive  the  messages,  and  that  this  pretty  frequently  happens.  Accordingly 
he  was  unaware  that  the  York  train  was  running  in  two  portions. 

The  signalling  of  the  two  portions  of  the  1  ork  train  was  as  follows  : — 

Sunderland  at  No.  3  box  was  offered  the   Liverpool  portion:  at  4.45  p.m.,  which  Jbe 
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acknowledged  at  once  ;  it  passed  his  box  at  4.50  p.m.,  and  he  received  the  "  Train 
out  of  section'*  signal  for  it  from  No.  4  box  at  4.51  p.m.,  and  he  gave  the  "  Tn^ii;i 
out  of  section"  signal  for  it  to  the  box  in  rear,  No.  2,  at  the  same  time. 

Sunderland  received  the  "  Is  line  clear"  signal  for  another  express  train,  i.e.,  four 
strokes  on  the  bell,  at  4.56  pjm.,.  which  he  acknowledged  at  once,  and  which  he  offered 
and  which  was  accepted  by  the  box  in  advance  on  the  .  main  line,  Todmorden  No.  4,  and 
he  accordingly  lowered  all  his  main  line  signals  for  it,  thinking  that  it  was  the  4.25  p.m., 
Manchester  to  Leeds  passenger  express  train,  due  to  stop  at  Todmorden  Station  at 
4.55  p.m.  ti  / 

At  4.58  Sunderland  let  a  pilot  en^ne  out  of  the  coal  sidings  just  behind  his 
box,  on  to  the  down  branch  line  to  Burnley,  the  engine  being  required  to  bank,  a 
goods  train  which  was  coming  from  Hebden  Bridge  to  Burnley,  and  as  it  required 
water  Sunderland  arranged  for  it  to  cross  to  the  up  lineto.  go.  to  th^.  water  colijmp 
as  soon  as  the  express^  which  hes  had.  accepted,  had  passed.  ,  Accordingly, ,  the.  pjilpjt 
♦engine  went  about  1»0  yards  down  the  Burnley  line  to  get  to*  the  cross-over  road 
leading  to  the  up  line. 

As  Sunderland  was  talking  tj  the  driver  of  the  pilot  -engine  he  was  called  on 
the*  tfelephonc^  by  the  sijr  ;-dman  at  Stansfield  Hall  box,  i.e.^  the  next  box  in  advance 
on  "the  Burnley  line,  who  asked  him  where  the  Burnley  train,  due  to  leave 
Todmorden  at  4.4S  p.m.,  was.  Sunderland  replied  "  I  do  not  know,  but  I  have  a 
train  warned  down — it  might  be  it,  but   [  will  ask." 

Sunderland  then  called  up  Hodgson  dt  No;  2  box',  and  says  he  asked  Hodgson  "  Is 
this  the  branch  train,"  and  that  Hodgson  replied  "  Aye."  Hodgson's  account  of  what 
oc'jurred  is  that  at  4.59  yi.m.,  just  as  he  was  acknowledging  the  "  Train  entering  section ^'^ 
signal  for  the  Manchester  portion  of  the  express  from  No.  1  box,  Sunderland  called  him 
by  giving  one  stroke  on  the  block  bell.  Hodgson  says  he  first  gave  Sunderland  the 
"  Train  entering  section  "  signal  for  the  express,  and  then  gave  him  one  stroke  on  thje 
bell  to  acknowledge  his  call. 

At  the  same  time  Hodgson  says  he  received  the  circuit  call  from  Summit  West  box 
for  the  4.2.S  p.m.,  Rochilale  to  Burnley,  train,  and  so  he  took  the  receivers  off  both 
telephones,  which  are  alongside  6ach  other  in  the  signal  cabin,  at  the  same  time.  He 
states  he  did  not  heju*  what  Sunderland  said  to  him  as  he  was  attending  to  the  circuit 
message,  and  to  which  he  replied  "  Aye,"  and  that  then  having  restored  the  receiver  to 
its  prt>per  position  in  the  telephone  to  Summit  West,  he  listened  to  the  Hebden  Bridge 
circuit,  but  could  hear  no  one  speaking.  Unfortunately,  Sunderland  heard  the  word 
"Aye"  intended  for  the  sijrnalman  at  Summit  West,  and,  thinking  the  approaching  train 
was  the  one  for  Burnley,  instantly  put  his  main  line  signals  to  danger  and  reversed  the 
junction  points. 

He  states  he  reversed  his  junction  points  in  order  to  get  the  pilot  engine  across  to 
the  up  line,  as  he  was  bound  to  get  it  off  the  down  line  before  he  could  let  the  Burnley 
train  go,  and  he  then  thought  that  the  train  he  had  accepted  \\as  the  Burnley  branch 
train  and  not  a  main  line  train,  and  that  the  branch  train  would  be  standing  in  the 
station  while  this  was  being  done.  Having  reversed  his  junction  points  he  was  just 
turning  to  the  telephone  to  ask  Hodgson  at  No.  2  box  to  cancel  the  train  he  had  accepted, 
when  the  express  went  by. 

Accordingly,  the  York  train  was  turned  on  to  the  branch  line  and  violently  collided 
with  the  pilot  engine.  The  blow  was  so  great  that  the  pilot  engine  was  driven  by  it  for 
a  distance  of  640  yards  on  an  up  gradient,  and  in  the  words  of  the  signalman  at  the 
Stansfield  Hall  box  (250  yards  ahead),  it  rushed  by  his  box. 

It  was  an  unfortunate  coincidence  that  the  4.23  p.m.,  Rochdale  to  Burnley,  train  is 
the  only  through  train  in  the  day  to  Burnley,  all  others  starting  from  the  bay  line  at 
Todmorden.  Accordingly,  the  4.:f3  p.m.,  which  does  not  stop  between  Todmorden  and 
Burnley,  is  signalled  on  the  block  bell  as  an  express,  2.^.,  four  consecutive  beats,  whereas 
all  others  in  the  day  tor  the  branch  are  signalled  as  ordinary  passenger  trains  by  the 
"three,  pause,  one  signal.  Thus,  Sunderland,  who  had  not  attended  to  the  circuit  call, 
could  not  tell  from  the  bell  signals  whether  the  express  offered  him  was  for  the  main  line 
or  for  the  Burnley  branch. 

The  driver  and  fireman  of -the  York  train  w^Fetoo411  to  attend  ray  inquiry,  but  from 
the  statement  of  the  driver  given  to  the  Company,  and  the  evidence  of  platelayer  James 
Law,  who  was  acting  a^  fogman  at  No.  3  box  home  signals,  there  is  no  doubt  but  that 
the  main  line  signals  were  not  put  to  danger  by  Sunderland  until  just  as  the  train 
was  passing  them  ;  and  Sunderland's  own  statement  bears  this  out. 
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The  driver  could  not  see  the  signals  themselves,  but  saw  the  all-right  signal  from 
the  fogman. 

The  driver  (Clough),  finding  he  was  turned  on  to  the  branch,  shut  off  steam  and 
applied  his  brakes,  and  if  it  had  not  been  for  the  pilot  engine  would  soon  have  stopped 
his  train  without  mishap,  as  it  kept  the  rails  in  spite  of  the  sharp  curve  and  the  high 
speed,  which  in  combination  threw  both  driver  and  fireman  off  their  feet. 

Thus,  neither  the  driver  nor  fireman  of  the  passenger  train  are  to  blajne  in  any  \^'ay. 
Also,  neither  the  driver  nor  fireman  of  the  pilot  engine  are  to  blame  in  any  way  as  they 
were  standing  on  the  down  branch  line  by  orders  of  the  signalman. 

Signalman  Hodgson,  in  No.  2  box,  gave  his  evidence  in  a  very  clear  manner,  and 
cannot  be  blamed,  I  consider,  for  the  unfortunate  accident  by  which  Sund<  rland  took  his 
answer  to  Summit  West  for  the  answer  to  his  own  question  ;  but  to  prevent 
misunderstandings  the  telephones  should  be  placed  further  apart,  and  instructions  given 
that  the  receivers  of  both  telephones  must  never  be  off  their  hooks  at  the  same  time. 

Signalman  Sunderland  is,  I  consider,  alone  to  blame  in  the  matter,  as,  if  in  doubt  of 
what  the  second  express  train  was  by  not  having  attended  to  the  circuit  calls,  he.  should 
have  called  up  No.  2  box  before  accepting  it  in  order  to  ascertain. 

His  getting  the  answer  intended  for  another  man  on  the  telephone  was  a  pure 
accident,  but  after  accepting  the  train  he  should  not  have  reversed  his  junction  points 
until  he  had  got  the  train  cancelled  by  the  box  in  rear,  or  had  brought  it  to  a  stand  at 
his  own  home  signals. 

But  for  the  very  dense  fog  prevailing  at  Todmorden  at  the  time,  the  accident  would 
not  have  happened,  as  Sunderland  stated  that,  when  he  misses  the  circuit  calls,  he  can 
tell  whether  the  trains  are  through  expresses  or  not  by  seeing  whether  they  stop  at 
Todmorden  Station. 

Sunderland  is  a  signalman  of  28  years'  experience,  and  had'  been  18  years  at  No.  3 
cabin.  He  had  been  on  duty  three  hours  at  the  time  of  the  collision,  having  previously 
been  off  duty  for  16  hours. 

I  have,  &c., 
The  Assistant  Secretary,  E.  Druitt, 

Railway  Department,  Board  of  Trade.  Major,  R.  R. 


APPENDIX. 


Damage  to  Coaches  in  Yor/c  Train,   , 

Xo.  260  bogie  third  van. — 2  bogie  frames  badly 
buckled  ;  4  axleboxes,  1  bearing  spring,  2  head- 
stocks,  4  footboards,    1  crossbearer,  1  diagonal, 

2  brakeblocks,  3  buffer  rods,  all  side  lights, 
/?  buffer  castings  and  1  drawbar  broken ;  end 
staved  in  ;  body  shaken  and  panels  broken  ;  roof 
damaged  ;  5  roof  boards  broken  ;  trakework  and 
gasfittings  displaced  and  damaged  ;  heating  pipe 
tap  broken ;  vacuum  train  and  coupling  pipes 
broken ;  2  lamp  irons  broken ;  6  leg  irons 
broken  ;  2  projection  seats  displaced  and  damaged ; 
both  bogies  knocked  from  under ;  centre  casting 
broken. 

No.  640  bogie  carriage. — 2  headstocks,  2  long 
footboards,  5  end  panels,  C  top  side  panels, 
4  bottom  side  panels,  3  door  panels,  2  waist 
panels,  4  door  pillars,  I  quarter  light,  4  axleboxes, 
1   buffer  and    vacuum  train  pipe,  all    broken  ; 

3  buffer  rods  bent ;  roof  damaged  ;  inside  fittings 
displaced  ;  door  completely  broken  ;  body  frame 
I  ails  broken;  body  moved  and  badly  shaken; 
vacuum  coupling  and  heating  coupling  pipes 
broken  ;  brakework  and  gasfittings  damaged. 

No.  503  bogie  third  van. — 1  headstock  badly 
damaged ;  1  headstock  cap  broken ;  1  long  foot- 
board badly  split ;  2  bottom  side  panels  broken  ; 


1  bottom  body  rail  damaged ;  1  end  step  iron 
broken ;  2  waist  panels  damaged ;  roof  damaged 
— one  board  broken ;  one  end  staved  in ;  seats 
displaced  and  trimmings  damaged ;  floor  boards 
displaced  ;  vacuum  pipe  and  4  buffer  rods  bent. 

Datnage  to  Engines, 

Engine  No.  987,  working  the  Manchester  York 
train. — Practically  everything  damaged  except 
boiler  and  firebox,  the  main  frames  being  badly 
bent,  the  cylinders  forced  back  into  the  motion, 
and  all  axles  badly  bent.  The  tender  was  also 
badly  damaged  in  every  part. 

Engine  No.  809  (the  light  engine). — Both  main 
frames  bent ;  coal  bunker,  cab,  brakework,  life 
guards,  sandboxes,  injectors  and  buffer  plate, 
require  renewing.  Reversing  gear,  smokebox, 
splashers,  ashpan  and  valve  spindle  bracket  badly 
damaged. 

Particulars  of  Damage  to  Permanent  Way. 

208  yards  single  rail,  86  lbs.  section,  broken  or 
bent ;  10  No.  B  82  8-in.  chairs  broken  ;  9  No.  B  82 
6-in.  chairs  broken ;  33  crossing  chairs  broken  ; 
125  sleepers  broken  or  damaged  ;  528  iron  spikes 
broken  or  bent ;  528  treenails  broken  ;  389  keys 
(wood)  damaged. 


Printed  copies  of  the^above  Report  were  sent  to  the  Company  on  the  13th  December. 
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LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  November  21st,  190  L 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  your  Order  of  the  11th  November,  the  result  of  my  inquirj' into  the 
causes  of  the  collision  which  occurred  on  the  5th  November  between  a  passenger 
train  and  a  goods  train  at  Todmorden  on  the  Lancashire  and  Yorkshire  Railway. 

In  this  case,  in  consequence  of  the  Burnley  branch  lines  being  blocked,  owing  to  an 
accident,  the  8.13  a.m.  train  from  Preston  to  Todmorden  was  being  brought  into  the 
station  from  No.  4  signal-box  on  the  up  main  line,  and  was  by  accident  turned  into  the 
up  loop  line,  where  it  came  into  collision  with  the  11.45  p.m.  goods  train  from  Rose 
Grove  to  Leeds. 

The  passenger  train  consisted  of  a  pilot  engine,  which  was  a  six- wheeled  coupled 
goods  engine  and  six-wheeled  tender,  fitted  with  the  automatic  vacuum  brake  on  all 
wheels  and  hand  brake  on  six  tender  wheels,  of  the  following  vehicles  in  order  named, 
viz.  : — a  bogie  carriage  van,  a  six- wheeled  third,  a  bogie  composite,  and  a  bogie  carriage 
van,  and  of  the  train  engine  proper,  which  was  a  four-coupled  bogie  passenger  engine 
and   six-wheeled  tender,   fitted   with   the   usual   automatic   vacuum   brakes  and   hand 

brake. 

The  carriages  were  fitted  throughout  with  the  automatic  vacuum  brake,  with  the 
exception  of  the  centre  pair  of  wheels  of  the  six- wheeled  third  carriage. 

The  goods  train  consisted  of  engine  and  46  loaded  waggons  and  a  brake  van.  ' 

Three  passengers  complained  of  injury. 

All  three  engines  were  damaged,  and  the  bogie  carriage  at  the  then  rear  of  the 
passenger  train  next  the  train  engine  was  derailed. 

The  collision  occurred  during  a  thick  fog  at  about  10  a.m. 

Details  of  damage  to  rolling  stock  and  permanent  way  are  given  in  the  Appendix. 


Description. 

The  main  lines  from  Manchester  to  Hebden  Bridge  and  Yorkshire  run  through 
Todmorden  from  west  to  east,  the  down  line  being  to  the  north  of  the  up  line. 

Opposite  Todmorden  No.  \  signal-box  are  the  points  of  the  double  junction  of  the 
main  lines  firom  Burnley  and  Preston  with  the  Yorkshire  main  lines,  tlie  former  run  in 
a  north-westerly  direction,  the  up  line  being  to  the  north  of  the  down  line. 

Thirty-five  yards  west  oi  the  signal-box  are  the  focing  points  leading  from  the  up 
main  to  the  up  loop  line. 

Eighty-three  yards  east  of  the  junction  trailing  points  in  the  down  main  line  there 
are  the  trailing  points  of  a  cross-over  road  between  the  up  and  down  main  lines  to 
Yorkshire. 

The  up  main  line  home  signals  are  a  few  yards  beyond  the  trailing  points  of  the 
cross-over  road,  and  so  are  86  yards  east  of  the  facing  points  to  the  up  loop  and  of  the 
signal-box. 

The  up  main  line  home  signal  from  Preston  is  70  yards  back  from  the  fouling  point 
of  the  junction  of  the  two  main  L'nes. 

There  are  no  set-back  signal«»  for  the  cross-over  road,  and  no  outlet  signal  at  the 
east  end  of  the  up  loop  for  trains  which,  being  shunted  into  the  up  loop,  require  to 
proceed  in  the  down  direction. 

The  gradient  of  the  Yorkshire  main  lines  is  a  falling  one  of  1  in  239  from 
west  to  east. 

Evidence. 

ThomoB  S.  Ber*ry^  signalmaa,  states :   I  have  was  stationed   at   Rochdale   No.  5   box   for   the 

been  in  the  service  20  years,  and  a  sigaalman  sammer,  and    formerly   1    was    at    Todmorden 

about   lli  years.    I  havo   been   in  Todmorden  No.  3.    On   November   5th  I  came  on  duty  at 

No.  4  box  lor  about  five  weeks.    Before  this  I  6  a.m.  to  work  until  2  p.m.     I  had  gone  off  duty 
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the  day  previons  at  2  p.m.,  but  I  had  been  called 
out  again  for  something  less  than  an   hour  at 
7.40  p.m.  to  take  charge  of  Todmorden  No.H  box, 
on  account  of  the  accident   that  had  occurred 
there  on  the  night  of  the  4th.    The  8.13  a.m. 
train,    Preston    to    Todmorden,    owing    to  'the' 
accident  which  had  occurred  at  No.  3  box,  could 
jiot  be  turned    over  the   branch,   therefore   all 
trains  from    East   Lincashire    district  for  Tod- 
'  morden   Station   had   to  be  sent  to  Todmorden 
'No«  4  box,  and  there  reversed  and  drawn  into 
fthe  station.     I  received  **'  Is  line  clear ''i signal  for 
the  8.13  a.m.  from  Preston  to  Todmorden  at  9.28, 
accepted .  it  at  9.33,  received   "  Train    entering 
•section"  same  time,  and  it  arrived 'at  9.36.     I 
'  brought  the  train  to  a  st^nd  at  my  home  isignal, 
olQ^d  I  telephoned  to  ibet  station  <  to  getamanrto 
^poip^duct  the  train  into  the  st^t^oxi^  as.  bus  been 
usual  when  the  trains  have  to  be  taken  into  th** 
station  over  the   East   Fork.     I  tlrew  the  train 
<  down  >  below  t&e  crossing,  and  as  It  was  passing 
I  my  box>I  told,  the  driver  I  would  put  an  engine. 
iQn  to , draw., him  into  the  station.     I  had  a  pUot 
engine  standing  in  the  up  loop,  and  as  soon  as 
Iliad  ascertained  that  a  man  had  come  from  the 
station  to  conduct  the  train  into  it  I  turned  the 
I  piiot  from  the  up  loop  on  to  down  main  line.  lAs 
the  pilot  was  passing  my  box  I  warned  him  that 
he  was  going  to  be  attached  to  a  loaded  passenger 
train  standing  on  the  main  line,  ^nd  that  he  was 
to  be  careful.     It  was  very  foggy  at  the  time. 
The  foreman  porter  asked  me  if  I  had  got  a  road 
for  the  train  into  the  station,  and  I  said  "  No,  not 
yet,  but  I  will  get  one,"  and  I  got  it  accepted  on 
the  main  line  bv  No.  3  box  at  9.56  a.m.    I  looked 
along  my  frame  to  see  if  the  road  was  properly 
set,  and  I  thought  it  was.     I  theu  told  the  fore- 
man*' Right  away  into  the  station,"  and  as  it  .was 
just  passing  my  box  I  saw  that  I  had  lorgotten 
to  reverse  my  up  loop  points  and  that  the  road 
was  set  for  the  up  loop.     I  had  a  Rose  Grove  to 
Leeds  goods   train   shunted  across   into  the  up 
loop,    consisting    of    61    waggons    and     engine, 
according  to  my  information  from  Portsmouth, 
and  it  was  standing  near  to  the  entrance  of  the 
up  loop.     I  then  realized  that  the  passenger  train 
would  run  into  it.     I  mado  every  endeavour  to 
stop  it,  aad  I  got  the  attention  of  the  driver  of  the 
•  train  engine,  which  was  in  the  rear,  but  Ido  not 
know  whether  he  took  any  action  to  ntop  the  train 
or  not     Several  times  daily  I  have  to  shunt  all 
sorts  of  goods  and  empty  carriage  trains  across 
this  cross-over  road  into  the  up  loop  to  clear  the 
main  line,,  and  to  reverse  the  empty  passenger 
trains    from    Burnley    ready    to    return    there. 
There    are   no   bet-back    signals    to    indicate   to 
which  road  the  train  is  travelling,  and  I  have 
therefore  made  it  a  practice  to  instruct  the  men 
in  charge  of  the  train  into  what  road  they  are 
going.     Had  there  been  set-back  signals  at  this 
cross-over  road  they  would  have  been  properly 
locked  with  the  loop  line  points.     The  weather 
was  very  foggy  at  tho  time  and  I  could  not  see 
the  points.    I  attribute  the  mishap  to  my  forget- 
fulnesa  in  not  having    reversed   the   loop  line 
points.     The  facing  points  leading  to  the  down 
branch  were  bolted,  and  I  thought,  from  looking 
'  at  the  levers,  that  the  lever  which  was  over  was 
the  lock-bar  for  the  points  leadi^^g  into  the  loop, 
instead  of  which  it  was  the  point  lever  and  the 
lock  bar  lever  was  back.     These  levers  are  next 
to  each  other,  and  I  did  not  go  close  up  to  make 
sure.     There  is  no  outlet  signal  at  the  east  end 
of  the  loc»p,  and  trains  which  are  shunted  into 
the  up  loop  requiring  to  go  in  the  down  direction 
have  to  be  called  out  by  hand.     I  am  not  insert- 
ing the  train    circuit    calls   in   the  train   book, 
because  we  have  not  time  to  do  it. 


W,  Southworth^  driver,  Lostock  Hall,  states: 
I  was  working  tie  8.13  a.m.  passeager  train, 
Preston  to  Todtnorden,  on  November  5th.  I 
signed  off  duty  on  the  4th  at  6.20  p.m.,  and  on 
again  on  the  5th  at  7.20  a.m.,  expecting  to  finish 
about  6.4()  p.m.  1  was  working  engine  No.  872, 
which  is  a  four-coupled  bogie  passenger  engine 
with  six-wheeled  tender,  fitted  with  automatic 
vacuum  brake  on  all  wheels,  except  the  four 
bogie  wheels,  and  also  hand  brake  on  t^t^der. 
When  I  got  to  Stansfield  Hall  I  got  the  signal 
for  Todmorden  No.  4  box,  and  as  I  knew  there 
had  been  an  accident  I  was  not  astonished..  J 
found  the  home  signal  for  No.  4  box  was  at 
danger,  and  I  came  to  a  stand  at  it,  and  stood 
about  10  minutes  Then  the  signal  was*  do^i^d, 
and  I  drew  down  towards  the  signal  box.  .  3oau»- 
body  opposite  the  bo^  iostructed  m^to  draw  my 
train  down  clear  of  the  cross-over  road, :  nd  he 
wouid  hook  another  engine  on  to  me  and  draw 
us  into  the  station.  After  standing  two  or  three 
minutes  a  pilot  engine  oame  up  to*  the  train  and 
connected  the  vacuum,  the  pilot  engine  blowing 
the  vacuum  brakes  ofif.  The  pilot  engine 
whistled  and  commenced  to  drag  us  across  the 
cross-over  road.  After  we  had  started  a  forenian 
porter  got  on  the  steps  of  my  engine,  and  he  was 
on  all  the  time.  As  my  engine  was  opposite  the 
signal-box  1  heard  somebody  shout  out  *'  Whoa  " 
twice,  and  I  immediately  applieii  my  brake,  but 
I  felt  the  shock  of  the  collision  almost  as  s*Km  as 
the  brake  was  applied.  It  was  very  foggy,  but 
I  could  have  seen  a  big  object  about  40  or  50  feet 
off.  No  one  complained  to  me.  My  train  con- 
sisted of  four  bogie  vehicles  with  van  compart- 
ment at  each  end.  Only  the  tender  buffers  of 
my  engine  sustained  slight  damage.  Okie  pair 
of  wheels  of  the  third  van,  next  to  my  engine, 
was  off  the  road.  I  occupied  myself  keeping  the 
passengers  off  the  down  line,  and  als)  warned 
the  signalman  at  No.  4  to  block  all  roadp. 
My  fireman  worked  the  same  hours,  and  also 
signed  off  the  same  time  the  day  before,  as 
I  did. 

Joi<,  Edmondson^  driver.  Rose  Grove,  stiites: 
On  November  5th  I  was  working  Todmorden 
No.  2  pilot.  I  had  signed  off  duty  at  3.20  a.m. 
on  (he  3rd  aoid  next  came  oniduty  at  12.50  a.m. 
on  the  5th,  expecting  to  finish  about  1  p.m.  1 
entered  the  service  in  1884,  and  have  been  a 
booked  driver  for  about  15  'months.  I  was 
working  engine  No.  944,  which  is  a  six-wheelfl- 
coupled  goods  engine  and  six- wheeled  tender, 
fitted  with  automatic  vacuum  brake,  and  hand 
brake  on  tender.  About  20  minutes  before  the 
accident  happened  I  was  turned  into  the  up  loop 
from  the  down  main  line  at  Todmorden  No.  4 
box.  On  passing  the  >box  the  signalman  told  me 
to  get  clear  inside,  and  to  do  this  I  had  to  buffer 
up  to  the  engine  of  a  goods  train  standing  in  the 
loop.  I  had  been  standing  about  15  minotes, 
when  I  think  it  was  the  foreman  porter  came  up 
and  said,  "  Qo  outside  and  get  hold  of  the  train,  * 
which  was  on  the  down  main  line  just  through 
the  cross-over  road.  The  foreman  travelled  on 
the  step.  My  mate  coupled  up  to  the  passenger 
train  and  connected  the  vacuum  pipes  as  well. 
The  foreman  then  told  me  1  was  right  now. for 
the  station,  and  on  receiving  a  hand  signal  from 
him  I  proceeded.  I  was  on  the  look-out  for  a 
signal  from  the  signalman,  and  he  called  oat 
'•  Right  away,"  and  also  gave  me  a  hand  signal. 
I  then  gave  the  engine  more  steam.  On  passing 
under  the  overbridge  I  noticed  my  engine  was 
not  running  square  with  the  bridge,  and  I  thought 
there  was  something  wrong.  I  was  running  ^ig^t 
to  ten  miles  an  hour  at  the  time.    I  shut  off  steam 
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and  applied  the  brake,  but  I  had  not  time  to  stop 
the  train  before  I  came  into  collision  with  engine 
X«».  1057,  which  was  attached  to  the  goods  train 
IB  the  ap  loop.  I  at  once  noticed  that  a  hole  bad 
been  made  in  my  tender,  and  that  the  water  was 
rashing  ont,  and  told  my  mite  to  pat  out  the  fire. 
I  then  went  back  to  the  signalman  at  No.  4  box, 
and  asked  him  if  he  had  forgotten  that  he  had 
the  points  set  for  the  loop,  and  he  sjiid  at  once  he 
had.  We  were  running  engine  first  at  the  time, 
and  the  hole  in  the  tender  was  made  by  the 
carriage  buffer  piercing  it.  The  right  hand 
bnfer  of  the  engine  was  broken  off  and  the 
baffler  spindle  of  the  left  hand  buffer  was  also 
brok^Uy  and  one  tender  buffer  spindle  as  well. 
There  was  nothing  else  damaged:  I  was  noc  hurt. 
I  do  not  think  we  should  be  going  above  four 
miles  an  hour  when  the  collision  occurred.  I 
shut  off  steam  and  applie  1  the  brakes  before  I 
saw  the  goods  train  in  the  up  loop. 


t  ■* 


Jmhua  Brooksbank^  driver,  Leeds,  states :  I 
have  been  in  the  service  since  1882,  and  a  booked 
driver  about  3^  years.  I  signed  off  duty  on  the 
Snnday  morning  (November  3rd)  at  6.40  a.m.,  at 
Leeds,  and  on  again  at  6.10  p.m.  on  the  4th,  to 
work  a  goods  train  from  Leeds  to  Rose  Grove. 
1  then  worked  the  11.45  p.m.  goods  train.  Rose 
Grove  to  Leeds,  and  on  arrival  at  Todmorden 
No.  4  box  about  6.30  a.m.  I  set  my  train  back 
into  the  up  loop  in  accordance  with  the  instruc* 
tioQ  of  the  signalman.  I  had  wired  for  relief 
from  Rose  Grove  to  Lowmoor.  We  had  been 
delayed  on  account  of  fog  and  accident  at  Tod- 
morden. I  had  46  loaded  waggons  and  a  van 
on  my  train.  I  just  got  inside  the  loop  line  and 
clear  of  the  points  by  about  two  yards.  Some 
time  after  this  a  ^pilot  engine  was  put  in  front 
of  me  and  helped  me  push  my  train  back  so 
that  he  could  bring  his  engine  through  the  loop 
points,  and  he  was  only  just  through  the  points 
when  he  oame  to  rest.  When  he  backed  into  the 
loop  line  my  engine  was  carrying  two  green 
hghts,  and  on  coming  to  a  stand  in  the  loop  my 
firemin  changed  one  of  the  green  lights  to  a 
red  one. 

Frederick  Dixofiy  acting  fireman,  states :  I 
have  been  in  the  service  9  years,  and  an  acting 
fireman  about  5  years.  I  signed  off  duty  at 
4.35  a,m  on  the  3rd,  and  on  again  at  6.10  p.m.  on 
the  4th,  to  act  as  fireman  to  Driver  Brooksbank. 
When  we  came  down  to  Todmorden  we  had  two 
green  lights  on  the  engine,  and  when  the  train 
had  come  to  rest  in  the  up  loop  1  chaaged  one 
of  the  green  head  lights  to  a  red  one.  An  hour 
after  the  accident  l  looked  at  the  lights  and 
foand  them  still  burning.     There   w.is  a  white 


light  on  the  buffer  plank  of  the   pilot  engine 
which  ran  into  us. 

Job.  Newsamy  fbreman  porter,  Todmordeu,' 
states  :  I  have  been  in  the  .  service  12  years,  a^di 
have  be3n  at  Todmorden  4^  years,  all  the  time 
as  foreman.  On  the  morning  in  question,  owing 
to  the  accident  at  No.  3  box  ^nd  the  bran(^ 
being  blocked,  I  had  to  conduct  the  Preston  to 
Todmorden  train,  due  at  7.13  a.m.,  into  the  station, 
and  I  was  sent  for  to  conduct  the  8.13  a.m. 
train,  Preston  to  Todmorden.  It  has  been  the 
practice  at  this  station  to  ooudact  trains  through 
the  cross-over  road  because  the  cross-over  road» 
ar3  not  signalled,  and  also  to  ensure  that  the| 
engines  are  detached  and  attached  properly  before 
they  start.  I  saw  the  cross-over  road  points 
scotched  over  for  the  train,  and  gave  the  driver  a* 
signal  when  ready.  Whilst  the  pilot  was  draw.-* 
ing  the  train  towards  the  station  I  rode  on  the 
step  of  the  rear  engine.  When  we  got  opposite 
No.  4  box  I  saw  the  signalman  conae  out  of  the 
box  and  shout  to  us  to  stop.  The  driver  iinnae- 
d lately  applied  the  brake,  but  the  accident 
occurred  directly  after  this.  I  dropped  off  the 
engine  and  went  round  the  train  and  saw  that 
the  trailing  wheels  of  the  bogie  carriage  next  to 
the  train  engine  were  off  the  road  ivlth  due  pair 
of  wheels.  The  driver  was  keeping  back  th€l 
passengers,  who  had  alighted  from  the  train, ' 
from  getting  on  to  the  down  main  line.  I  went 
back  to  the  signal  bo.'c  to  sets  that  the  signalman 
blocked  the  roads  in  all  directions,  and  I  com- 
menced to  get  single  line  forms  ready,  so  as  to 
open  flingl  •  line  workings  betwe«^n  No.  ^  box 
and  East  woo  J.  The  inspector  then  arrived  and 
took  charge.  The  signalman  told  me  thit  he 
had  forgotten  to  reverse  the  loop  points. 

John  Henry  Burgess,  gnard,  states :  I  entered 
the  Company's  service  in  1888,  and  have  been  a 
passenger  guard  7  years.  I  came  on  duty  at 
8  a.m.  on  5th  November  to  work  till  7.  W  p.m., 
having  previously  coine  off  duty  at  7.30  p.m.  oni 
4th.  1  was  guard  of  the  8.13  a.m.,  Preston 
to  Todmorden,  train  which  consisted  of  engine, 
bogie  carriage  van,  bogie  composite,  six-wheeled 
third,  and  a  bogie  carriage  van,  fitted  throughout 
with  automatic  vacuum  brake,  except  the 
centre  pair  of  wheels  of  the  six- wheeled  third. 
After  the  pilot  had  taken  hold  of  us  and  as  we 
passed  No.  4  signal  box  the  signalman  said 
'*  Right  away."  I  was  riding  in  the  rear  van  of 
the  train,  which  was  then  next  the  pilot  engine. 
It  was  very  foggy,  and  I  could  not  see  the 
driver  and  fireman  on  the  footplate.  There  were 
about  80  passengers  in  the  train.  No  one  com- 
plained to  me  of  injury,  but  complaints  were 
made  at  the  station. 


Conclusion. 

There  is  no  dispite  as  to  the  circumstinces  under  which  this  slight  collision 
occurred.  Owing  to  an  accident  on  the  previous  evening,  which  blocked  the  branch  lines 
from  Bvirijey  to  Toilmorden,  the  8.13  a.m.  up  train  from  Preston  to  Todmorden  could 
not  be  run  over  tha  up  branch  line  which  joins  the  u^)  mun  line  at  N'o.  3  signal-box,  but 
had  to  be  sent  on  to  No.  4  box  on  to  the  down  main  line,  and  there  reversed  and  drawD 
into  the  station  on  the  up  main  line  by  tneaus  of  a  pilot  engine. 

The  train  in  question  was  brought  to  a  stand  at  the  up  home  signal  from  Burnley  a 
9.^i6  a.m.  by  Signalman  Berry  at  No.  4  box,  who  then  telephoned  to  the  station  for  a  man 
to  conduct  the  train  into  the  station,  as  that  is  the  practice  at  the  place.  Berry  then  had 
the  train  drawn  down  below  the  points  of  the  cross -over  road  on  to  the  down  main  line, 
and  told  the  driver  that  an  engine  would  be  put  on  to  the  train  to  draw  it  back  into  the 
station.  
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The  pilot  engine  was  waiting  in  the  up  loop,  where  was  also  the  11.45  p.m.  goods 
train  from  Rose  Grove  to  Leeds,  which  had  been  delayed  by  fog  and  by  the  accident  of 
the  previous  day,  and  had  been  shunted  trom  the  down  main  line  across  into  the  up 
loop. 

The  engine  of  the  goods  train  was  very  near  the  entrance  to  the  loop,  there  being 
just  room  for  the  pilot  engine  ahead  of  it  inside  the  loop  points. 

As  soon  as  the  conductor  for  the  train  had  arrived  Berry  let  the  pilot  engine  out  of 
the  up  loop  and  through  the  cross-over  road  on  to  the  down  main  line,  where  it  was 
attached  to  the  tail  of  the  passenger  train,  and  as  soon  as  the  points  of  the  cross-over  rood 
had  been  scotched  over,  Newsam  the  conductor  gave  Edmondson  the  driver  of  the  pilot 
engine  the  signal  to  start,  which  he  accordingly  did.  Edmondson  also  got  a  hand  signal 
from  Berry  as  he  passed  the  box.  Unfortunately,  Berry  had  forgotten  to  reverse 
the  points  leading  from  the  up  loop  after  the  pilot  came  out  from  it  to  be  attached 
to  the  train,  and  so  the  passenger  train,  instead  of  proceeding  along  the  up  main  line,  was 
taken  into  the  up  loop,  where  it  came  into  collision  with  the  goods  train  standing  just 
inside  the  loop  points.  * 

Edmondson  noticed  that  he  was  not  on  the  up  main  line  when  he  was  under 
an  overbridge,  which  is  22  yards  beyond  the  facing  points  leading  to  the  up  loop, 
and  45  yards  from  where  the  engine  of  the  goods  train  was  standing  in  the  loop. 
He  immediately  shut  off  steam  and  applied  his  brakes,  but  coul  1  not  stop  his  train 
in  time  to  prevent  a  collision,  though  the  shock  was  not  severe. 

Signalman  Berry  is  alone  to  blame  for  the  mishap,  which  he  explains  occurred 
through  mistaking  two  adjacent  levers  in  the  frame  when  he  looked  along  it  to  see 
if  the  road  was  rightly  set  for  the  train  to  be  drawii  into  the  station.  The  fog  was 
so  thick  that  he  could  not  see  the  points  themselves. 

It  was  unfortunate  that  there  were  no  set-back  signals  for  the  cross-over  road  to 
indicate  to  which  road  the  train  was  travelling  ;  had  there  been  these  signals  they  would 
have  been  so  interlocked  with  the  points  of  the  up  loop  that  it  would  have  been  impossible 
to  have  pulled  off  the  signal  for  setting  back  on  to  the  up  main  line  while  the  points  were 
set  for  the  up  loop. 

As  goods  and  empty  carriage  trains  have  to  be  shunted  across  the  cross-over  road 
several  times  a  day  the  Company  would,  I  consider,  be  well  advised  to  add  the  necessary 
signals  for  the  operations  involved.  I  understand  these  would  have  been  erected  before 
now  but  for  the  fact  that  the  box  is  a  very  old  one  and  that  there  is  a  probability  of  large 
alterations  being  undertaken  at  Todmorden. 

I  have,  &c., 
The  Assistant  Secretary,  E.  Dkuitt, 

Railway  Department,  Board  of  Trade.  Major^  B.  E, 


APPENDIX. 


Dama^ge  to  Rolling  Stock. 


Passenger  Train, 

No.  152  T.V. — One  headstock,  one  long  foot- 
board, and  one  quarter  light  broken  ;  two  buffers 
bent ;  elliptical  springs  displaced. 

No.  373  C. — One  diagonal  cross  timber  and  one 
middle-bar  split ;  two  buffer  rods  bent ;  buffer 
packing  split. 

No.  442  C. — One  quarter  light  broken ;  head- 
Btock  and  gasfittings  damaged. 

No.  22  T.V. — One  headstock,  one  footboard, 
one  handrail,  one  headstock  cap,  one  vacuum 
pipe,  one  heating  pipe,  two  end  panels,  four  end 
lining  boards,  all  broken  ;  two  bufftrrs  and  brake- 


work  bent ;  body  moved  ;  waist  panel  and  gas- 
fittings  damaged. 

Engine  No.  872. — Tender  buffers  damaged. 

Oooda   Train. 

No.  8348  Low  Goods. — One  end  plank  and  two 
muntins  broken. 

Engine  No.  1057. — Leading  buffer  plate  and 
framing  bent ;  buffers  broken  off. 

Pilot  Engine. 

No.  944. — Both  tender  buffers  an(f  tender  tank 
end  damaged. 


Damage  to  Permanent  Way. 
One  crossing  chair  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  13th  December. 
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LANCASHIRE  AND  YORKSHIRE  RAILWAY, 

Railway  Department  (Board  of  Trade), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W,, 

November  28th,  1901. 
Sir, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  compliance 
with  your  Order  of  the  11th  November,  the  result  of  my  Inquiry  into  the  causes  of  the 
collision,  which  occurred  on  the  5th  November,  between  two  passenger  trains  at  Windsor 
Brid^  No.  3  signal-box,  Salford,  on  the  Lancashire  and  Yorkshire  Railway. 

In  this  case,  as  the  10.15  p.m.  Lancashire  and  Yorkshire  Companv*s  train  from 
Southport  to  Manchester  was  standing  at  the  home  signals  of  Windsor  Bridge  No.  3  box, 
it  was  ran  into  from  behind  by  the  11.5  p.m.  Midland  Company's  train  from  Blackburn 
to  Manchester. 

The  Southport  train  consisted  of  a  four-coupled  passenger  engine  with  leading  bogie, 
six -wheeled  tender,  a  bogie  van,  two  bogie  composites,  a  bogie  van,  and  a  bogie  third 
carriage,  in  the  order  named,  fitted  throughout  with  the  automatic  vacuum  brakes. 

The  Blackburn  train  consisted  of  a  four-coupled  passenger  side  tank  engine,  with  a 
radial  axle  at  each  end,  a  four-wheeled  van,  a  bogie  composite,  a  bogie-  composite  brake, 
a  six -wheeled  composite,  and  a  six- wheeled  third  carriage,  in  the  order  named,  with  the 
aatomatic  vacuum  brakes  on  all  wheels  except  the  centre  pair  of  the  two  six- wheeled 
coaches. 

The  four  last  compartments  of  the  rear  bo^e  carriage  of  the  Southport  train  were 
telescoped.  Fortunately  these  were  empty,  but  of  three  passengers  in  the  fifth 
compartment,  one  complained  of  being  injured. 

The  collision  occurred  at  12.14  a.m.  during  a  thick  fog. 

Details  of  damage  to  rolling  stock  are  given  in  the  Appendix. 

Description. 

The  main  lines  past  Pendleton  Old  Station  cabin  and  past  Windsor  Bridge  No.  3 
cabin  run  approximately  N.W.  and  S.E.,  the  up  line  which  is  alone  concerned  in  this 
case,  being  on  the  east  side  of  the  down  line. 

The  two  signal-boxes  are  880  yards  apart,  and  the  positions  of  the  various  signals 
concerned  are  as  follows  : —    - 

The  up  home  signals  for  Windsor  Bridge  No.  3  are  150  yards  from  the  cabin 
towards  Pendleton  Old  Cabin,  the  up  inner  distant  signals  are  584  yards  back  from  the  up 
homes  and  are  underneath  the  Pendleton  Old  starting  signal,  which  in  its  turn  is 
170  yards  from  the  up  outer  distant.  This  latter  signal  is  on  the  same  post  as,  and 
ondemeath,  Pendleton  Old  up  inner  home  signal,  which  is  also  the  up  platform  starter 
fiHT  Pendleton  Old  Station. 

Pendleton  Old  up  outer  home  is  210  yards  away  from  the  up  inner  home,  and  the 
up  distant  is  550  yards  further  back. 

Pendleton  Old  signal  box  is  just  ahead  of  the  up  inner  home  signal,  and  Pendleton 
Old  Station  is  between  the  up  inner  and  up  outer  home  signals. 

The  positions  of  the  fogmen's  huts  are  as  follows  : — 

The  one  for  Windsor  Bridge  up  inner  distant  signals  is  27  yards  away  from  it  towards 
Pendleton  Old  Cabin.  The  up  line  is  fogged  by  hand.  There  is  no  fogman  for  the 
Windsor  Bridge  up  outer  distant,  as  this  signal  is  under  the  Pendleton  Old  up  inner . 
home  or  up  platforpi  starting  signal,  and  there  is  no  room  for  a  fogman  between  the  lines 
in  the  station,  there  being  only  4  feet  8^  inches  between  the  two  lines  instead  of  the  usual 
6  feet,  so  there  is  a  fogman  instead  for  the  up  outer  home  placed  67  yards  away  from  it 
who  f€>gs  the  up  line  by  hand,  and  the  down  main  distant  signal  for  Brindle  Heath  siding 
box  by  a  machine* 

The  fogman's  hut  for  Pendleton  Old  up  distant  is  100  yards  back  from  that  signal 
on  the  down  side  of  the  line,  so  he  fogs  the  up  line  by  a  machine.  He  also  fo^  the  down 
Ime  126  yards  behind  the  down  home  signal  lor  Brindle  Heath  siding  box.  His  machine 
ifl  fitted  with  indicators  working  with  the  signals  concerned. 

The  gradient^  are  very  slight  throughout  the  length  of  line  concerned. 

The  point  of  collision  was  108  yards  behind  the  up  home  signals  for  Windsor  Bridge 
No.  3  cabin. 
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William  Loveaet/,  Midland  guard,  states  :  I  am 
44  years  of  age,  have  been  ii^  the  service  21  years 
and  ^^  guard  for  19  years.  On  the  4th  inst.  I  was 
working  the  11.5  p.m.  Bhtckbom  to  'Victoria, 
•and  my  train  was  composed  as  follows :  Engine, 
van  No.  56,  bogie  composite  No.  450,  bogie  com- 
posite brake  No,  195,  composite  No.  3,112,  and  a 
third,  No.  1,088.  Five  vehicles  equal  to  six. 
The  second  and  third  t^arriages  from  the  engine 
•were  bogies,  but  the  rest  were  ordinary  six- 
wheeled  coaches,  with  the  exception  of  the  van, 
which  was  a  four-wheeled  one.  It  was  slightly 
misty  when  we  left  Blackburn,  and  we  ran  into  a 
fog  at  Astley  Bridge  Junction.  We  left  Black- 
Inirn  18 .  minutes  Jate  .  through  waiting  for  an 
engine,  the  Midland  engine  not  having  arrived 
on  account  of  the  fog.  Our  train  was  worked  by 
liancashire  and  Yorkshire  engine  No.  1,177.  We 
arrived  at  Bolton  at  11.58,  25  minutes  late,  and 
left  at  12  o'clock,  25  minutes  late.  There  was  a 
thick  £pg  after  leaving  Bolton.  We  were  slackened 
going  through  Pendleton  to  10  or  12  miles  an 
hour,  but  we  were  not  brought  to  a  stand  until 
we  came  into  collision.  I  was  not  looking  out 
jvstaithe  time  of  the  collision  ;  but  I  could  not 
have  seen  the  signals  if  1  had  been  as  the  fog 
was  too  dense.  I  was  in  the  van  next  to  the 
engine  because  the  traffic  for  London  was  there, 
which  I  had  to  sort.  I  think  our  train  would  be 
travelling  about  15  miles  an  hour  when  we 
struck  the  train  in  front  of  us.  The  collision 
knocked  me  down  and  damaged  the  front  of  my 
engine  and  broke  the  drawbar  and  shackle  hooks 
of  Midland  van  No.  56,  which  was  next  to  the 
engine.  There  was  a  bogie  third  in  the  rear  of 
the  10.15  p.m.  Southport  to  Victoria  which  we 
ran  into,  telescoping  four  of  the  compart- 
ments. 1  do  not  know  how  many  passengers 
were  in  my  train,  but  there  were  very  few,  and 
none  of  them  complained  of  injury.  After  look- 
ing to  see  what  had  happened,  I  immediately 
went  back  to  the  signal-box  at  Pendleton 
Station  to  protect  my  train  and  inform  the 
signalman  of  what  had  happened.  Before  I 
got  to  the  box  at  Pendleton  I  saw  the  fog  signal- 
man, and  told  him  what  had  happened,  and 
also  told  him  to  let  nothing  pass  him. 
When  1  was  going  up  the  steps  to  the  box  I 
heard  the  signalman  say  to  the  fogman  and  the 
ganger,  who  was  at  the  foot  Of  the  steps,  that  his 
advance  starting  signal  was  on  when  the  train 
passed,  and  either  the  fogman  or  the  foreman 
replied  that  his  signal  was  off.  1  had  previous 
to  this  passed  the  fogman,  who  was  standing 
underneath  the  advance  starting  signal,  but  I  am 
unai)le  to  say  whether  this  is  the  man  who  was 
at  the  foot  of  the  steps  when  1  called  to  the 
signalman.  1  told  the  signalman  that  a  collision 
had  occurred  and  that  he  was  to  block  both  lines. 
I  am  quite  sure  that  we  did  not  come  to  a  stand 
,  at  Pendleton  home  signal,  although  we  slackened 
there.  The  signalman  said  nothing  to  me  as  to 
the  signals  being  against  the  Blackburn  train.  1 
heard  no  detonator  at  Pendleton  up  distant ;  the 
only  detonator  I  heard  after  leaving  Bolton  was 
Just  before  getting  to  Windsor  Bridge  No.  3 
distant. 

John  Bagnaly  signalman,  working  in  Pendleton 
OM  box,  states  :  1  have  been  in  the  service  five 
7ears,  and  four  years  in  this  signal-box.  On  the 
day  in  question  1  booked  on  duty  at  10  p.m.  on 
4th,  to  work  until  6  aon.  5th,  my  normal  hours, 
the  following  morning.  At  12  o'clock  I  had  the 
iO«15  p.m.  Southport  to  Manchester  offered  me 


from  Bristol  Heath  Old  box.     I  accepted  it  at  the 
same  time.    I  got  *' Train  on  line"  at  12.3.    It 
arrived  at  Pendleton  Station  at  12.6,  and  left  at 
12.7,  having  been  accepted  by  the  box  in  advance 
at  12.4.    1  gave  "Out  of  section  "  for  it  at  12.H, 
as  the  tail-lamp  man  stationed  at  the  bottom  of  my 
cabin  steps  called  out  to  me  that  the  whole  of  the 
train  had  passed.   Just  as  I  had  given  this  ''Train 
out  of  section  "  I  received  the  "  Is  line  clear  '*  for 
the    11.5    p.m.    Blackburn    to    Manchester.  .1 
acknowledged  it  at   12.8;   got  "Train  entering 
section"  at  12.10,  but  did  not  take   either  my 
outer  home  signal,  my  inner  home  signal,    or 
my  starting  signal  off.    I  could  not  see  the  lights 
of  any  of  them  as  the  fog  was  too  dense.     I  was 
looking    through    the    window    and    listening, 
expecting  to  hear  ihiB  train  whistle  at  my  home 
signal,  until  I  saw  a  light  from  the  £re  of  the 
engine  as  it  passed  my  cabin.    I  immediately 
shouted  to  the  driver,  to  attract  his  attention,  but 
failed  in  this.    I  then  gave  "  Train  runiung  away 
on  right  line  "  signal  to  Windsor  Bridge  No.  3, 
and  the  man  at  that  place  acknowledged  it  by 
one  beat.    I  then  called  to  my  tail-lampman,  "Has 
that  train  stopped  at  my  starting  signal  ?  "    He 
replied,  "  I  cannot  see  it."     1  then  sent  him  to 
the  starting  signal  to  see,  and  when  he  returned 
he  said,  "  He  has  just  managed  to  stop  him."    I 
then  said,  "  Is  he  stood  at  my  advance  ?  "  ant  I  he 
(Scott)  replied,  "  Yes."    I  then  got  on  the  tele- 
phone with  No.  3  to  tell  him  this,  and  he  replied, 
"  Your  information    is    wrong ;    the  Blackburn 
train  has  come  into  collision  with  the  Southport 
train."    I  sent  for  the  station-masler  at  once.    I 
then  telephoned  to  Brindle  Heath,  and  told  him 
how  things  stood.    About  10  minutes  after  the 
guard  of  the  Blackburn  train  came  to  my  box. 
He  told  me  that  a  collision  had  occurred,  and  that 
help  would  be  required.      I  talked  to  no  one  .else. 
I  have  no  recollection  of  saying  to  the  fogman  or 
the  foreman  platelayer  that  my  advance  stactiiig 
signal   was  on,  nor   do    I    remember    anybody 
replying  that  it  was  off.    Shortly  after  this  the 
ganger    (foreman    platelayer)    and    the    fogman 
came  up  into  my  cabin,  and  said  that  the  driver 
of   the  Southport  train  had  been  back  to  the 
fogman  at  the  advance  Starting  signal  to  speak  to 
him,  but  did  not  say  what  had  passed,  and  I  did 
not  ask.     I  had  a  fogman  stationed  at  my  outer 
home  signal,  which  is  at  the  Bolton  end  of  the 
up  platform,  and  another  fogman  at  the  advance 
starting  signal.    I  heard  one  fog  signal  explode 
before  the  Blackburn  tmin  passed  the  advance 
starling  signal,  but  heard  no  fog  signal  when  the 
train  passed  my   home  signal.      This  signal  is 
fogged  by  hand,  as  the  same  man  attends  to  a 
omchine  which  fogs  the  down  distant  for  Brindle 
Heath  sidings.    The  advance  starting  signal  is 
fogged  by  iiand.    I  am  quite  sure  that  the  whole 
of  my  levers  were  in  the  normal  position,  and  I 
have  never  known  them  stick  nor  had  any  trouble 
with  the(m.      Neither    the    homes  nor  starting 
signals  are  repeated,  because  in  clear  weather  I 
can  see  them  quite  distinctly. 

Albert  Downing,  platelayer,  states  :  I  booked 
on  duty  at  7.30  p.m.  on  4th,  coi  the  night  in 
question,  to  work  until  7  a.m.  5th,  next  morning, 
having  previously  come  off  duty  at  8.30  a.m. 
My  instructions  were  to  fog  Brindle  Heath 
sidings  down  distant  signal  and  Pendleton  op 
outer  home  signal »  The  up  home  signal  I  fioggw 
by  hand  and  the  down  signal  for  Brindle  Heath 
by  machine.  I  remember  the  train  passings 
which  stopped  at  Pendleton  Station.    The  signal 
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was  ofE  for  it  After  this  train  had  passed,  the 
up  home  signal  was  put  to  danger,  but  I  did  not 
put  down  a  detonator,  as  just  previous  to  the 
Sonthport  train  passing  a  train  had  passed  on  the 
down  line  and  exploded  a  fog  signal,  and 
after  the  Sonthport  train  had  passed  I  had  some 
little  difficulty  in  replacing  the  fog  signal  in  the 
machine  for  the  down  line,  and  while  I  was 
doing  this  I  heard  another  train  approach  on  the 
up  line.  I  saw  at  once  that  I  should  not  have 
time  to  put  a  fog  signal  down  on  the  up  line,  so  I 
ran  to  try  and  stop  the  train  by  showing  the 
driver  a  red  light  with  my  lamp  because  the 
home  signal  was  at  ^'  danger/^  When  I  showed 
a  red  light  to  the  driver  of  the  Blackburn  train 
I  shouted,  but  do  not  think  he  heard  me  as 
he  made  no  attempt  to  stop,  and  ho  seemed  to  be 
going  at  a  terrific  speed.  I  put  a  fog  signal  on 
the  line  directly  the  Blackburn  train  passed.  I 
have  had  no  conversation  with  any  driver  since 
the  ooUision.  I  could  not  «ee  the  up  home  signal 
from  the  machine,  and  had  to  run  up  to  it  to  see 
how  it  was  standing.    It  is  3  yards  away. 

Thomas  Newsome,  platelayer,  states :  I  booked 
on  duty  at  7.30  p.m.  on  the  4th  inst.,  to  work  until 
7  a.m.  on  the  5th,  having  previously  come  off 
duty  at  7  a.m.  I  was  instructed  to  fog  the  up 
distant  signal  for  Pendleton  Old  with  a  machine, 
which  is  situated  on  the  down  side  of  the  line 
aboat  80  yards  from  the  up  distant  signal  towards 
Bolton.  I  remember  the  Sonthport  train  passing 
me  and  that  the  distant  signal  for  that  train  was 
off,  there  being  a  clear  road  for  it.  It  was  put  to 
danger  after  the  Sonthport  train  had  passed. 
I  placed  a  fog  signal  on  the  up  line  immediately 
this  train  had  passed,  and  a  few  minutes  after  I 
heard  the  Blackburn  train  approaching.  As  the 
distant  signal  was  still  at  danger  I  left  the  fog 
signal  on  the  rail  and  the  train  exploded  it  as  it 
passed.  This  train  approached  me  at  a  rery  high 
rate  of  speed — 50  miles  an  hour,  as  far  as  I  could 
judge — ^but  it  was  very  foggy  at  the  time,  and  I 
was  surprised  to  see  it  travelling  at  such  a  speed 
in  a  fog  ;  it  was  quite  unusual  in  my  experience. 
I  could  not  see  the  up  distant  signal  from  where 
I  stood  because  of  the  fog,  but  I  was  guided  by 
the  signal  arm  on  my  machine,  which  was  most 
certainly  at  danger.  The  fog  signal  exploded  by 
the  Blackburn  train  was  not  so  loud  as  some  of 
them  are,  but  still  it  made  a  good  noise. 

Richard  Buggy ^  goods  porter,  states :  I  came 
on  duty  at  6  p.m.  on  4th,  liaving  come  off  at 
7.30  a.m.  My  usual  hours  are  12.  At  9  p.m.  on 
the  4th  inst.  I  was  instructed  to  fog  the  up  inner 
distant  signals  for  Windsor  Bridge  No.  3,  which 
are  situated  under  the  up  starting  signal  for 
Pendleton  Old.  When  the  Sonthport  train  was 
passing  me  the  advanee  signal  for  Pendleton  Old 
was  off,  bat  as  all  the  three  distant  signals  were 
on  I  left  the  fog  signal  on  the  rail  and  it  was 
exploded  by  the  Sonthport  train  as  it  passed.  I 
was  about  20  yards  away  from  the  signal,  and 
•could  see  the  lamps.  Immediately  this  train 
passed  I  put  another  fog  signal  on  the  up  line, 
and  some  time  afterwards,  when  the  Blackburn 
train  was  approaching,  I  looked  at  the  signals, 
and  noticed  that  the  up  advance  starting  signal 
was  showing  a  green  light,  but  the  distant  signals 
were  all  at  danger.  I  left  the  fog  signal  on 
the  rail  and  it  was  exploded  when  the  train 
passed  it  I  shouted  to  the  driver,  *'  One  off," 
and  the  train  went  on.  The  train  was  runnii]^ 
fiiirly  fast — a  lot  faster  than  one  could  run.  I 
did  not  give  the  driver  a  light  because  I  had  no 
hand  lamp.  About  20  minutes  after  the  train 
passed  the  guard  of  the  Blackburn  train  came 
hack  and  told  me  there  had  been  a  collision  and 
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that  I  was  to. let  nothing  pass.  I  then  looked, 
at  the  advance  starting  signal,  but  could  not  see 
any  light  at  all,  and  about  half *an-hour  after  this 
the  fireman  belonging  to  the  Blackburn  train; 
came  up  to  me  and  asked  for  the  ganger's  name. 
The  fog  was  not  quite  so  thick  at  the  time  of 
the  accident  as  it  had  been  half-an-hoiir  earlier. 
After  the  Sonthport  train  had  passed,  the  light 
in  the  top  arm  changed  from  green  to  red* 
When  the  light  changed  from  red  to  green  in 
the  top  arm  for  the  second  train  I  heard  the. wire 
rattle  just  before  the  green  light  came. 

Arthur  William  Cogan^  scalesman,  Salford 
Goods  Yard,  states  :  I  have  been  in  the  service 
about  19  months,  but  before  this  I  had  pre- 
viously served  18  months  in  the  Company'* 
service.  I  came  on  duty  at  6  p.m.  on  No- 
vember 4th,  at  Salford  Goods,  and  booked  off 
there  at  10.30  p.m.,  when  I  went  to  Pendleton 
Old  Station,  arriving  there  at  12  midnight  I 
finished  duty  at  7.15  a.m.  on  the  4th  inst.  When 
I  got  to  Pendleton,  platelayer  Thompson 
instructed  me  to  look  after  the  men  and  keept 
them  supplied  with  fog  signals.  After  seeing 
the  men  at  their  posts  I  went  to  the  station  to 
get  a  hand -lamp  off  the  foreman  porter  for 
Buggy-,  and  took  it  to  him  after  the  Blackburn 
train  had  passed  Pendleton  Old.  When  the 
Blackburn  train  passed  me,  I  was  at  Pendleton 
Old,  standing  at  the  bottom  of  the  cabin  steps. 
I  heard  the  signalman  shout  to  the  tail-lampman, 
'^  Has  that  man  passed  my  signals  ?  ^'  meaning,  his 
advance  starting  signal.  1  replied,  '^  I  cannot  sea 
his  tail-lamp."  I  was  not  aware  that  any  irregu- 
larity had  occurred,  and  I  walked  down  to  the 
advance*  starting  signal,  and  when  I  got  to  Buggy 
I  looked  at  the  top  arm  on  the  signal  post  and 
saw  that  it  was  showing  a  red  light.  When  I 
first  got  to  Buggy  I  asked  him  if  he  had  had  the 
signal  properly  off  for  the  last  train,  and  he  saidi 
"  Yes,"  and  added,  "  The  top  arm  was  showing  a 
green  Jighf  I  stopped  about  10  minutes  talking 
and  asking  him  if  everything  was  right,  &o.,  and 
about  that  time  the  guai^d  of  the  Blackburn  train 
came  back  and  made  a  remark  that  they  had  run 
into  something.  I  went  back  with  him  to  Pen- 
dleton Station  Old  box.  After  this  I  went  down 
to  the  point  of  .  collision  with  the  Blackburn 
guard.  I  do  not  recollect  ever  telling  the  driver 
that  the  advance  starting  signal  was  off,  and  I 
know  nothing  whatever  about  the  nxatter  except 
what  Buggy  told  me.  I  did  not  notice  anything 
particular  about  the  speed  of  the  train  when  it 
passed  me  as  I  was  standing  near  the  box.  It 
was  not  going  very  fast.  When  I  returned  to  the 
signal-box  a  second  time  the  signalman  said  the 
signals  were  against  the  train. 

John  Scoity  goods  porter,  Salford,  states :  I 
have  been  in  the  service  about  eight  months,  and 
on  November  4th  I  arrived  at  Pendleton  Old  at 
12  nudnight,  and  was  instructed  to.  act  as  tail- 
lampman,  and  to  advise  the  signalman  when  the 
trains  had  passed  complete.  I  stood  under  the 
signal-box  at  Pendleton  Old  Station.  1  cannot 
speak  as  to  the  position  of  the  up  starting  signal 
when  the  Blackburn  to  Manchester  train  passed 
it.  When  the  train  passed  me  I  advised  the 
signalman  that  the  tail-lamp  was  right.  The 
signalman  said  to  me,  after  the  train  passed  ma, 
'^  There  is  no  road  for  that  train  ;  go  down  and  see 
if  he  has  stoppedat  my  advance  starting  signal,  or  if 
the  fognmn  has  tried  to  stop  it."  I  went  down 
and  found  Buggy  and  Garbery  standing  to^^ether. 
I  asked  Buggy,  and  he  said  he  had  not  stopped  th^ 
trauQu  but  he  did  not  give  me  any  reason  for  not 
stopping  it,  and  I  came  back  and  told  the  signal- 
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man.  Buggy  did  not  say  anything  about  what 
light  was  showing  in  the  signal  or  whether  the 
signal  was  at  danger  or  not.  The  train  was  going 
pretty  fast  when  it  passed  me,  bat  I  cannot  say 
now  fast — perhaps  20  miles  an  hour.  It  was 
much  faster  than  I  could  run. 

Oeorge  StubbSy  signalman  in  Windsor  Bridge 
No.  3,  states  :  I  have  been  14  years  a  signalman, 
and  two  years  in  this  box.  t  booked  on  duty 
at  10  p.m.  on  4th  to  work  until  6  a.m.  on  5th,  the 
following  morning,  which  is  my  normal  turn  of 
duty.  I  received  the  "Is  line  clear"  for  the 
Southport  train  at  12.2  from  Pendleton  Old  cabin, 
and  accepted  it  at  the  same  time.  "  Train  entering 
section  "  at  12i6,  and  it  arrived  at  12.8.  As  I  had 
no  road  for  it  I  kept  this  train  standing  at  my 
home  signal,  and  at  12.14  it  was  run  into  in  the 
rear  by  a  Blackburn  train  which  I  had  not  had 
offered  me.  At  12.13  I  received  "  Train  running 
away  on  right  line  "  signal  from  Pendleton  Old, 
which  [  acknowledged  by  one  beat.  I  imme- 
diately pulled  my  home  signal  off  to  try  and 
draw  the  Southport  train  down  to  my  starting 
signal,  but  I  heard  the  collision  occur  almost 
directly  after  I  got  the  signal  off.  Shortly  after- 
wards the  fireman  of  the  Southport  train  came  to 
my  box  and  explained  the  situation,  and  I  sent 
for  inspector  Wilson  to  make  arrangements  for 
dealing  with  the  traffic. 

Roger  Hailwood^  acting  driver,  states :  I  en- 
tered the  service  in  December,  1889,  and  have 
been  nn  acting  driver  since  1894.  I  signed  off 
duty  at  10.5  a.m.  on  Monday  morning,  the 
4th  instant,  and  signed  on  again  at  6.50  p.m.  to 
work  a  train  from  Blackburn  to  Aintree  S.S., 
but  owing  to  the  fog  upsetting  the  workings 
I  was  called  upon  unexpectedly  to  work  the 
11.5  p.m.  Midland  train  Blackburn  to  Manchester, 
as  the  Midland  engine  had  not  turned  up.  We 
left  Blackburn  at  11.23  p.m.  After  leaving  Bury 
Junction  the  train  did  not  stop  until  it  came  into 
collision.  I  did  not  catch  the  distant  signal  for 
Pendleton,  nor  did  I  explode  a  fog  signal,  but 
I  treated  it  as  at  danger  and  reduced  speed  to  be 
able  to  stop  at  the  home  signal  at  Pendleton. 
I  saw  the  outer  home  signal  showing  a  green 
light,  and  I  saw  someone  there  who  gave  me  a 
green  hand  signal,  but  I  could  not  see  the  man. 
I  went  cautiously  through  the  station  at  about 
seven  miles  an  hour  and  saw  the  starting  inner 
home  signal  to  be  off,  but  the  outer  distant  for 
Windsor  Bridge  No.  3  beneath  it  on.  I  went 
slowly  on  until  I  exploded  a  fog  signal  before 
I  came  to  the  starting  signal,  which  I  found  to  be 
showing  a  green  light,  and  the  fog  signalman 
also  gave  me  a  green  hand  signal.  I  could  see 
the  fogman.  The  Windsor  Bridge  distant  signals 
underneath  the  starting  signal  were  at  danger. 
I  whistled  and  went  on,  and  the  next  thing  I  saw 
was  the  tail-lamp  of  a  train  ahead,  at  which  time 
I  think  I  should  have  been  going  about  15  miles 
an  hour.  I  applied  my  brake,  but  the  engine 
crashed  into  the  rear  vehicle  of  the  train  in  front. 
I  got  off  my  engine  and  had  a  look  round  to  see 
what  had  happened.  No  one  complained  to  me 
of  injury.  I  then  went  down  my  own  train  and 
examined  it.  I  returned  to  my  engine  and  told 
the  fireman  to  stay  there.  I  started  to  go  to 
Windsor  No.  3  but  I  met  the  driver  of  the  other 
train,  who  said  he  had  sent  his  fireman  up, 
I  also  met  the  guard  of  the  Southport  train,  who 
informed  me  he  had  sent  the  fogman  at  Windsor 
Bridge  No.  3  home  signals  to  the  No.  3  cabin  to 
block  both  lines.  I  then  went  back  to  the  engine. 
I  was  running  at  seven  miles  an  hour  at  the 
Pendleton  starting  signal,  but  afterwards  gained 


speed  because  I  blew  my  brakes  off.  I  did  not 
reduce  speed  when  I  passed  the  Windsor  Bridger 
No.  3  distant  signal  at  danger,  because  I  knew 
exactly  where  I  was,  and  had  my  train  under 
control  and  knew  I  could  stop  at  Windsor  Bridge 
No.  3  home  signal.  I  sent  my  fireman  to  the 
fogman  at  Pendleton  advance  signal  to  ask  him 
for  his  name,  l)ecause  I  had  been  told  by  ganger 
Oogan  that  the  Pendleton  advance  signal  was  off 
for  me.  I  sent  for  the  fogman's  name  so  as  to 
have  a  witness  in  my  favour.  I  have  heard  the 
evidence  of  fogman  Downing,  and  am  positive 
that  I  saw  the  home  signal  off  and  received  a 
green  light  from  someone  whom  I  took  to  be  a 
fogman.  I  have  also  heard  the  evidence  of 
fogman  Newsome,  who  was  at  the  Pendleton 
signal,  and  I  did  not  explode  any  fog  signal  at 
that  point. 

Nathaniel  Kershaw^  acting  fireman,  states  :  I 
have  been  in  the  service  five  years.  I  signed  off 
on  Saturday,  2nd,  at  2  p.m.,  and  came  on  duty  on 
Monday  at  3  p.m.  to  work  till  9.10  p.m.  with  driver 
Hailwood.  I  was  fireman  to  Hailwood  on  the 
Blackburn  train  to  Manchester.  The  last  stop 
before  the  collision  was  Bolton  Station.  We  did 
not  catch  Pendleton  up  distant  signal,  but  I  heard 
some  one  call  out,  "  Right,"  but  I  do  not  know 
on  which  side  of  the  line,  and  I  told  my  mate 
that  I  had  heard  someone  shout  out  **  Right,"  but 
did  not  see  who  it  was.  He  said,  "Never  mind, 
we  will  go  down  steady."  He  applied  his  brake^ 
as  we  had  shut  off  steam  after  leaving  Stone- 
clough.  We  went  over  a  detonator  at  the  Pendle- 
ton advance  signal.  I  did  not  see  either  the 
home  signal  or  the  platform  starting  signal,  but 
I  saw  the  advance  signal  as  I  was  going  across  to 
my  mate's  side.  I  did  not  see  any  fogman.  I 
could  not  see  the  tail  lights  of  the  train  we  ran 
into.  Some  time  after  the  accident  my  driver 
sent  me  back  to  the  fogman  at  the  advance  signal, 
and  on  arrival  there  he  (the  fogman)  asked  me  if 
I  was  hurt,  and  I  replied,  "  Not  much."  He  told 
me  the  starting  signal  was  off.  We  were  running 
very  slowly  tlurough  Pendleton  Station,  and  con- 
tinued to  run  slowly,  but  the  driver  took  his 
vacuum  brake  off  after  passing  Pendleton 
inner  home  signal.  I  kept  my  hand  brake  on 
slightly,  and  continued  to  go  dead  slow  all  the 
time. 

George  Welsh,  guard,  states :  I  came  on  duty 
12.30  p.m.  on  4th,  to  work  till  12.30  a.m.  on  5th. 
I  previously  came  off  duty  on  2nd.  I  was 
instructed  to  work  the  10.15  p.m.  Southport  to 
Manchester  on  November  4th,  and  my  train  was 
composed  as  follows : — engine,  bogie  van,  two- 
bogie  compos,  a  bogie  van  and  a  bogie  3rd.  I 
had  to  work  this  train  because  the  regular  guard 
had  not  arrived.  The  train  was  brought  to  a 
stand  at  Windsor  Bridge  No.  3  home  signal,  and 
after  it  had  been  standing  there  about  five 
minutes  I  felt  a  shock  in  the  recCr,  but  was  not 
hurt.  I  got  out  of  my  van  and  went  to  the  rear 
of  the  train  to  see  what  had  occurred,  and  found 
that  another  train  had  come  into  collision  with 
the  rear  of  my  train,  and  the  engine  had  pene- 
trated about  four  compartments  of  the  rear 
vehicle.  I  did  not  examine  the  Midland  train. 
There  were  three  passengers  in  the  fifth  com- 
partment, and  they  asked  me  what  was  the 
matter.  I  told  them  and  asked  them  if  they 
were  hurt,  and  a  gentleman  named  Mr.  Rosanson 
stated  that  he  was  injured,  A  fogman  and  my 
fireman  lifted  the  passenger  out  and  carried  him 
to  a  compartment  in  the  front  of  the  train.  The 
other  passengers,  a  lady  and  gentleman,  were 
assisted  out  of  the  compartment,  and  they  joined 
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the  front  portion.  I  then  went  roand  my  train 
and  examined  it.  Whilst  doing  so  several  pas- 
sengers spoke  to  me,  enquiring  what  was  the 
matter.  I  told  them  an  accident  had  ocomred, 
but  no  complaint  of  injury  was  made  by  anyone 
else.  I  requested  a  fogman  to  go  tcthe  signalman 
at  Windsor  Bridge  No.  3  and  tell  him  to  block 
the  roads.  I  then  went  to  the  Midland  train,  out 
of  which  some  of  the  passengers  had  alighted. 
After  conferring  with  my  driver,  who  suggested 
that  the  passengers  and  mails  should  be  changed 
from  the  Midland  train  to  the  front  portion  of 
my  train,  inspector  Wilson  came  upon  the  scene, 
and  the  rear  vehicle  (which  was  damaged)  was 
uncoupled,  and  we  went  forward  to  Victoria 
after  a  delay  of  48  minutes.  I  did  not  hear  the 
Midland  train  approach,  and  therefore  did  not  take 
any   steps    to   warn  the   driver.    None    of   the 


Midland  passengers  complained  to  me.    I 
not  thrown  down  or  injured. 


William  Lowe^  driver,  states  :  I  have  been  over 
40  years  in  the  Company's  service,  29  years  as 
driver.  On  the  4th  November  I  booked  at 
4.30  p.m.  to  work  till  12.30  a.m.,  5th  November, 
having  previously  come  off  duty  at  11  p.m.  on 
3rd.  I  was  the  driver  of  the  Southport  to  Man- 
chester train  which  was  run  into  by  the  Black- 
burn train.  I  had  been  standing  at  the  Windsor 
Bridge  No.  3  home  signals  about  four  or  five 
minutes  when  it  occurred.  I  could  not  see  the 
signals  owing  to  the  fog.  When  I  left  Pendlet.on 
Station  I  could  not  see  the  inner  home  signal,  as 
it  is  BO  high  up,  but  I  could  see  the  outer  home 
signal,  and  I  could  see  the  starting  signal. 


Condimon. 

There  is  much  conflicting  evidence  in  this  case,  both  as  to  the  position  of  the  signals 
tor,  and  the  speed  of,  the  Blackburn  train  which  ran  into  the  rear  of  the  Southport  train 
while  the  latter  was  standing  at  the  home  signals  for  Windsor  Bridge  No.  3  signal  box. 

The  up  Southport  train  was  accepted  by  signalman  Bagnal  at  Pendleton  Old  box  at 
12  midnight.  The  signals  were  all  off  for  it,  and  it  arrived  at  Pendleton  Old  Station  at 
12.6  a.m.  and  left  at  12.7  a.m.  It  had  been  accepted  by  signalman  Stubbs  at  Windsor 
Bridge  No.  3  box  at  12.4,  and  it  arrived  at  the  home  signals  there  at  12.8.  It  was  kept 
standing  at  the  home  signals  as  there  was  no  road  clear  for  it  at  the  time.  Bagnal  is  quite 
sure  he  put  back  all  his  signals  to  the  normal  position,  i.e.^  against  a  train  after  the  South- 
port  train  had  passed,  and  in  this  he  is  supported  by  platelayer  Newsome,  who  was  fogman 
at  the  Pendleton  Old  up  distant  signal,  by  platelayer  Downing,  who  was  fogman  at  Pendle-r 
ton  up  outer  home  signal,  and  by  goods  porter  Buggy,  who  was  fogman  at  the  Windsor 
Bridge  No.  3  inner  distant  signals,  which  are  on  a  bracket  underneath  the  Pendleton  Old 
up  starting  signal. 

At  12.8  a.  m.  Bagnal  was  offered  and  accepted  the  Blackburn  train,  but  says  he  kept 
all  his  signals  against  it  and  did  not  offer  it  to  the  box  in  advance,  viz.,  Windsor  Bridge 
No.  3,  and  that  he  expected  to  hear  it  whistling  at  his  outer  home  signal,  where  it  ought 
to  have  stopped. 

The  evidence  as  to  the  position  of  the  signals  for  the  train  is  contradictory. 

Bagnal  states  they  were  all  against  the  train,  and  in  this  he  is  supportea  as  regards 
the  distant  signal  by  platelayer  Newsome,  who  also  says  the  train  exploded  a  fog 
detonator  at  it,  but  that  the  report  was  not  so  loud  as  that  made  by  some  detonators. 
Hailwood,  the  driver  of  the  Blackburn  train,  says  he  did  not  see  the  Pendleton  distant 
signal  nor  did  he  hear  a  detonator,  and  in  the  latter  statement  he  is  supported  by  his 
fireman  (Kershaw)  and  his  guard  (Lovesey),  who  was  riding  in  the  van  next  to  the  engine. 
He  also  says  that  he  treated  it  as  a  danger  signal,  and  reduced  speed  so  as  to'  be  able  to 
stop  at  Pendleton  Old  outer  home  signal.  The  next  signal,  viz.,  Pendleton  up  outer 
home  was  at  danger  according  to  the  signalman  (Bagnal)  and  the  fogman  (Downing),  but 
Downing  says,  owing  to  his  being  occupied  with  the  fogging  machine  for  the  down  distant 
signal  for  Brindle  Heath,  he  had  not  put  down  a  detonator  en  the  up  line  after  the 
Southport  train  had  passed.  When  he  heard  the  Blackburn  train  coming  he  thought  it 
was  too  near  him  to  try  and  put  a  detonator  on  the  up  line,  but  he  says  he  ran  to  try  and 
stop  the  train  by  showing  a  red  hand  signal,  because  the  home  signal  was  at  danger. 
Hailwood,  the  driver,  declares  that  the  outer  home  signal  was  off  for  him  and  showed  a 
green  light,  and  that  some  one  there  showed  him  a  green  hand  signal.  His  fireman 
(Kershaw)  did  not  see  either  the  outer  or  the  inner  up  home  signal  for  Pendleton  Old. 
The  inner  home,  which  is  the  platform  starting  signal  for  Pendleton  Old  Station,  had  no 
fogman,  and  Hailwood  declares  he  could  see  it  and  that  it  showed  a  green  light, 
while  the  signalman  (Bagnal)  declares  the  lever  was  in  its  normal  position  in  the  fi^me. 

The  next  signal,  viz.,  the  up  starting  for  Pendleton  Old,  Bagnal,  the  signalman, 
declares  was  against  the  train,  while  both  the  driver  and  fireman  declare  it  was  off  for 
them,  and  the  fogman  at  it,  viz.,  goods  porter  Buggy,  also  says  the  top  arm  showed  a 
green  light,  and  that  he  called  out  to  the  driver,  when  passing,  "  One  off,"  meaning  chat 
the  up  starting  signal  was  off  for  the  train. 
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The  rear  of  the  Southport  train  was  476  yards  beyond  the  Pendleton  Old  up  starting 
signal,  and  108. yards  behind  Windsor  Bridge  No.  3  home  signals,  and  so  was  run  into  by 
the  Blackburn  train  while  the  latter  was  running  at  a  speed  of  15  miles  an  hour. 

It  is  impossible  to  reconcile  the  above  statements,  all  made  apparently  in  good  faith, 
but  I  think  it  most  improbable  that  a  signalman  with  a  good  record  should,  after  putting 
.Kisr.  signals  to  danger  after  the  passing  of  one  train,  lower  them  for  a  following  one  which, 
though  he  had  accepted,  yet  had  not  offered  to  the  signal  box  in  advance. 

When  the  Blackburn  train  ran  past  his  box,  Bagnal  immediately  sent  the  "  Train 
running  away  on  right  line  "  signal  to  Windsor  Bridge  box,  and  sent  his  tail-lamp  man 
to  see  if  the  train  had  stopped  at  the  starting  signal. 

On  receiving  the  "  Train  running  away  on  right  line  "  signal,  Stubbs,  the  signalman 
at  Windsor  Bridge  box,  lowered  his  home  signal  in  order  to  get  the  Southport  train 
forward,  but  before  the  train  started  the  Blackburn  train  had  run  into  it. 

I  think  it  possible  that  Hailwood,  not  hearing  a  fog  detonator  explode  at  the  up 
distant  signal  for  Pendleton  Old,  thought  that  it  was  off  for  him,  although  he  could  not 
see  it,  and  also  not  getting  one  at  the  outer  home  signal  led  him  to  think  that  all  the 
signals  were  off  for  him.  I  consider  it  practically  certain  that  the  outer  home  signal  was 
fit  dinger,  and,  as  Hailwood  was  running  fairly  fast  at  the  time,  I  think  it  very  doubtful 
if'  he  saw  it. 

I  think  it  certain  that  Hailwood  could  not  have  seen  the  inner  home  signal,  as  it  is 
high  up  above  an  overbridge,  and  driver  Lowe  of  the  Southport  train,  who  had  passed  it 
five  minutes  before  when  starting  from  Pendleton  Old  Station,  states  that  while  he  could 
see 'the  outer  home  and  starting  signals,  he  could  not  see  the  inner  home  signal. 

As  regards  the  starting  signal,  it  appears  by  some  means  to  have  been  off  for  the 
tMin,  and  if  porter  Buggy,  the  fograan  at  the  Windsor  Bridge  distant  signals,  which,  are 
on  the  same  post,  had  not  definitely  stated  that  it  was  put  to  danger  after  the  Southport 
train  had  passed,  I  should  have  thought  it  probable  that  signalman  Bagnal  had  forgotten 
to  do  so.  As  he  did  put  it  to  danger  after  the  first  train  had  passed,  I  think  it  most 
improliable  that  he  pulled  it  off  again. 

There  is  also  considerable  discrepancy  as  regards  the  speed  of  the  Blackburn  train. 
Platelayer  Newsome,  who  was  fogman  at  Pendleton  Old  up  distant  signal,  states  it  passed 
Mm  at  a  very  high  rate  of  speed,  while  Downing,  the  fogman  at  Pendleton  Old  outer 
home,  states  that  it  appeared  to  be  going' at  a  terrific  speed.  Lovesey,  the  guard,  says 
the  train  slackened  speed  going  through  Pendleton  to  10  or  12  miles  an  hour,  while 
Hailwood)  the  driver,  says  he  went  seven  miles  an  nour  through  the  station.  I  think  that 
tl[d.evtlm[ate  of  tHoB  Midland  guard  is  probably  the  most  correct. 

After  passing  through  Pendleton,  Hailwood  admits  that  though  the  outer  distant 
signal  for  Windsor  Bridge  No.  3  was  Against  him.  he  increased  his  speed  to  15  miles  an 
ttQur,.and  also  that  he  continued  to  run  at  that  speed  after  passing  the  inner  distant 
^gjiflls  at  danger  until  he  ran  into  the  rear  of  the  Southport  train  standing  at  Windsor 
BHdge  m.  3  home  signals. 

The  rear  of  this  train  was  only  108  yards  behind  the  home  signals,  and  as  Hailwood 
had  not  applied  his  brakes  before  he  saw  the  tail  lamp  of  this  train,  I  think  it  very 
doubtful  if  he  would  have  stopped  before  passing  the  home  signals  had  there  been  no 
(fetruction.  Hailwood,  however,  states  that  he  did  not  reduce  speed  after  passing  the 
distant  signals  because  he  had  the  train  well  in  hand  and  knew  exactly  where  he  was  and 
that  he  could  stop  before  reaching  the  home  signals. 

Putting  the  question  of  the  position  of  the  signals  aside,  I  consider  even  if  all 
the  annals  were. off  as  stated  by  Hailwood,  that  he  was  not  running  in  as  careful  a  ncianner 
w^  he  sdiould  have  done  considering  the  thick  fog  that  prevailed,  and  for  this  he  ia,  to 
Uame^. 

I  have,  &c., 

E.  Druitt, 

Major-j  R.E. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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APPENDIX. 


Damaqb  ToROLanro'STooK.  .   r; 

— One  headstook  and   one  centre,  caetii^/bi^u 
lU  p.m.  Blackburn  to  Victoria.  broken. 


Engine  No.  1177.— Leading  buffer  plate  bent  Midland    Company's   Bogie-Con^porite  iBrake 

and  buffers  broken  ;  Emokebox  door  driven  in ;  No.  195. — Two  wood  top  centre  beds,  one'h.ead- 

lamp   brackets,  handrails,  platform  angle  irons  stock,  two  end  panels,  one  buffer  oai^tiflg;,' 

dazxiaged.  ^(^^ac  easting  bolts  broken. 

Midland  Company's  Van  No.  56.— Drawhook  20.16  p.m.  Southport  to  Victoria. 

and.  fihackle  broken  '  '^' 

.  Lancashire  and  Yorkshire    Company's  ^  Bo^ie 

Midland  Company's  Bogie-Composite  No.  450.  Third  No..2599.— ^Broken  up. 


:'« 


r 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  3rd  January,  1902. 


r.. 


LANCASHIRE  AND    YORKSHIRE    RAILWAY. 

Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S,W.,    . 
Sir,  8th  January,  1902. 

I  have  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  iii 
ocNnpliance  with  your  Order  of  the  18th  December,  19.01,  the  result  of  ray  ioquiiy 
into  the  causes  of  the  collision  which  occurred  on  the  14th  December  between  a  paaaenger 
train  and  the  rear  portion  of  a  coal  train  at  Chew  Moor,  Westhoughton,  on  the  Lancaahife 
and  Yorkshire  Railway. 

In  this  case  the  10.15  p.m.  passenger  train  from  Manchester  to  Southport  ran  into  this, 
rear  portion  of  a  coal  train  which  was  setting  back  on  the  down  loop  line,  but  which 
came  out  on  to  the  down  main  line  instead  of  going  towards  the  buffer  stops  at  the  dead 
end  of  the  loop  line,  through  the  failure  of  the  trailing  points  in  the  down  loop  line  \6 
reverse  when  the  lever  working  them  was  put  back  in  the  frame. 

Eleven  passengers  complained  of  injuries,  and  the  fireman  of  the  passenger  tramwM 
also  injured. 

The  passenger  train  consisted  of  a  four-coupled  radial  tank  engine  fitted  with  the 
automatic  vacuum-brake  on  the  four  coupled  wheels,  and  of  the  folio  wing,  carriages  in 
the  order  named  : — 

Bogie  third  van, 
„      third, 
„     composite, 
„      third, 

Third,  six  wheels, 

Bogie  third  van, 

fitted  with  the  automatic  vacuum  brake  on  all  wheels  except  the  centre  pair  of  the  iwq 
six-wheeled  carriages. 

The  coal  train  consisted  of  engine,  43  empty  coal  waggons  and  a  brake  van.  S^v^m 
waggons  of  the  coal  train  were  derailed,  but  no  vehicle  of  the  passenger  train  left  the 
iwils. 

The  accident  occurred  at  about  11  p.m.     The  night  was  quite  clear. 

Details  of  damage  to  rolling  stock  and  permanent  way  are  given  in  the  Appendix. 

Description. 

m 

Between  Chew  Moor  and  Westhoughton  Goods  Yard  signal  boxes  the  down  main 
line  and  down  loop  line,  which  are  alone  concerned  in  this  case,  run  parallel  to  each 
other  and  approximately  from  east  to  west,  the  down  loop  line  being  to  the  south  of  the 
mainline. 
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The  £acinff  points  leading  from  the  down  main  to  the  down  loop  are  67  yards  to  the 
west  of  Chew  Moor  box,  the  home  splitting  signals  being  38  yards  to  the  east  of  it.  The 
distant  signal  is  628  yards  behind  the  home  signal. 

The  trailing  points  leading  from  the  down  loop  to  the  down  main  line  are  opposite 
Westhoughton  Goods  Yard  cabin,  situated  666  yards  to  the  westward  of  Chew  Moor. 

The  trailing  points  forming  the  traps  of  the  down  loop  at  the  Chew  Moor  end  are 
worked  by  the  same  lever  as  the  facing  points  in  the  down  main  line,  and  the  down  loop 
line  is  continued  back  behind  the  trailing  points  for  a  distance  of  100  yards,  forming  a 
rfiunting  neck,  the  buflEer  stops  being  only  12  yards  from  the  west  side  of  Chew  Moor 
aignal-box. 

At  a  point  265  yards  from  the  buffer  stops  along  the  down  loop  are  the  trailing 
points  of  a  siding  known  as  Snydale  Colliery  siding,  and  these  are  worked  from  a  groun< 
frame  situated  40  yards  back  6t)m  the  trailing  points,  and  just  opposite  the  trap  points  of 
the  siding.  On  the  other  side  of  the  main  lines  are  two  up  goods  loops  and  a  number  of 
sidings  known  as  Chew  Moor  up  sidings,  and  to  get  to  these  a  train  in  the  down  loop 
would  have  to  get  out  on  to  the  down  main  line  at  Westhoughton  Goods  Yard  box,  and 
be  crossed  over  to  one  of  the  up  loop  lines.  The  gradient  of  the  down  main  line  from 
the  distant  signal  to  the  fitcing  points  leading  to  the  down  loop  is  1  in  278  falling. 

Evidence. 


Charles  Whitham^  signalman,  states :  I  have 
been  in  .the  Company's  service  25  years,  and  have 
been  a  signalman  at  Chew  Moor  box  for  about 
20  years.  On  December  14th,  the  day  of  the 
mishap,  I  booked  on  duty  at  10  p.m.  to  work 
until  6  a.m.,  having  booked  off  duty  on  the  14th 
at  6  a.m.  I  admitted  the  4  a.m.  empty  coal 
train,  Castleton  to  Bamf urlong,  into  the  down 
loop  at  10.48  p.m.,  and  it  was  clear  inside  at 
10.49.  At  10.55  p.m.  I  received  "Is  line  clear" 
signal  from  Lostock  Junction  box  for  the 
10.15  p.m.  passenger  train,  Manchester  to  South- 
port.  I  acknowledged  it  same  time,  and  received 
"Train  entering  section"  at  10.59.  I  noticed 
that  the  coal  train  had  drawn  a  considerable 
distance  up  the  loop,  and  just  as  I  was  receiving 
the  " Is  line  clear"  signal  for  the  passenger  train 
they  telephoned  from  the  Exchange  sidings  box 
that  the  train  was  going  to  set  back  to  put  some 
waggons  into  Snydale  Hall  Colliery  siding. 
I  had  already  shut  the  train  in  the  loop  and 
I  replied,  "Right,"  and  then  went  to  attend  to 
the  passenger  train  coming  on  the  main  line. 
The  first  I  noticed  of  anything  being  wrong  was 
hearing  a  noise  at  my  levers,  and  a  grinding 
noise  outside  my  box,  which  made  me  think 
something  was  wrong  with  the  points,  and  I  then 
noticed  that  the  brake-van  of  the  coal  train  was 
re-entering  the  down  main  line.  At  that  time 
the  approaching  passenger  train  had  not  arrived 
at  the  level  crossing  to  the  east  of  my  cabin. 
I  had  all  my  signals  off  for  the  passenger  train, 
and  I  at  once  reversed  them  and  exhibited  a  red 
light  from  the  cabin  window.  I  cannot  exactly 
say  when  the  driver  shut  off  steam,  but  he  had 
certainly  done  so  just  after  he  had  passed  the 
lever  crossing.  The  collision  occurred  at  a  point 
between  the  end  of  the  loop  buffers  and  my  box. 
When  I  saw  the  coal  train  on  the  main  line 
I  thought  at  once  there  must  be  something  wrong 
with  the  points.  I  did  not  give  "  Obstruction — 
danger"  signal  immediately,  but  went  to  the 
telephone  and  told  the  signalman  at  Westhoughton 
East  box  to  inform  the  stationmaster  that  there 
had  been  a  collision.  I  gave  the  "  Obstruction  " 
signal  for  the  up  main  line  five  or  six  minutes 
fdi&t  the  collision  occurred.  I  had  not  noticed 
anything  wrong  with  the  points  leading  to  the 
down  loop  when  I  worked  them  previous  to  the 
accident,  and  my  levers  worked  very  much  as 
usual,  nothing  different  to  call  my  special  atten- 
tion thereto.    After  the  mishap  happened  I  did 


not  go  to  examine  the  points  as  I  was  busy  "with 
my  work  in  the  cabin.  From  the  time  I  came 
on  duty  at  10  p.m.  I  had  not  had  occasion  to  back 
a  train  through  the  points  to  the  buffer  stops 
prior  to  the  coal  train  in  question.  From  my 
train-book  I  see  that  six  trains  had  gone  into  the 
down  loop  since  3.54  p.m.  that  afternoon. 

Donald  Dallas^  goods  guard,  states :  I  have 
been  in  the  Company's  service  28  years,  and  a 
goods  guard  for  over  25  years.  On  December  14th 
I  booked  on  duty  at  4  p.m.  to  work  in  the 
ordinary  course  to  2  a.m.  I  was  working  w^ith 
the  4  a.m.  empty  waggon  train,  Castleton  to 
Bamfurlong,  and  we  arrived  in  the  Chew  Moor 
down  loop  at  10.51  p.m.  My  train  consisted  of 
43  empty  waggons  and  a  brake-van,  and  when  -vre 
came  to  a  stand  in  the  loop  my  van  would  be 
about  four  waggons'  length  on  the  Westhoughton 
side  of  Snydsde  Colliery  points.  I  had  only  one 
waggon  off  for  Westhoughton.  It  was  next  to 
the  engine,  and  I  walked  down  towards  the 
engine  to  detach  it,  my  object  being  to  put  it  in 
Westhoughton  Colliery  siding.  I  had  got  out  of 
my  van  on  the  main  line  side,  and  as  I  ^was 
walking  down  a  shunter  in  the  up  sidings  asked 
me  what  waggons  I  had  off.  I  told  him  I  had 
"  one^  off  "  for  Westhoughton  Colliery.  He  then 
said  IVesthoughton  Colliery  siding  was  full,  and 
that  I  must  set  back  to  dead  end  of  down  loop 
and  put  the  waggon  in  Snydale  Colliery  siding. 
I  had  a  suspicion  that  there  would  not  be  suffi- 
cient room  for  the  whole  of  the  train  to  stand 
between  the  buffers  and  the  Snydale  Colliery 
siding,  and  I  intended  if  that  was  the  case  to  put 
off  what  I  had  too  many  in  the  siding,  and  then 
place  the  odd  waggon  I  wanted  off  and  back  the 
rest  up  again.  I  asked  the  shunter  at  the  goods 
siding  box  to  ask  the  signalman  at  Chew  Moor 
box  for  permission  for  me  to  set  back.  Having 
got  that  permission  I  walked  down  towards  the 
engine  to  signal  the  driver  back.  When  he 
acknowledged  my  signal  by  whistling  I  ran  back 
to  the  van,  and  got  through  the  van  and  out  on 
the  Snydale  siding  side  of  the  train,  so  that  if  the 
train  got  suf&ciently  back  I  should  be  ready  to  go 
on  with  my  work  of  shunting  the  waggon.  The 
driver  moved  back  dead  slow,  and  I  saw  that  w^e 
should  be  able  to  detach  the  waggon  without 
further  shunting.  Just  as  I  was  hooking  the 
waggon  off  the  collision  occurred,  and  I  ran  back 
to  see  what  was  amiss.    I  was  surprised  to  find 
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that  the  train  instead  of  going  towards  the  dead 
end  of  the  loop  had  gone  ont  on  to  the  main  line. 
It  is  three  years  since  I  put  a  waggon  in  this 
siding  before,  but  I  know  the  place.  When 
calling  the  driver  back  I  gave  him^a  white  light 
until  I  thought  he  was  getting  towards  the 
buffers,  and  I  then  gave  him  a  green  light.  I 
could  not  see  that  the  train  was  taking  the  wrong 
road  from  where  I  was  standing,  viz.,  at  the  trap 
points  of  Snydale  siding.  I  had  the  proper  side 
and  tail  lamps  on  my  brake,  and  I  turned  the 
side  lamp  nearest  to  the  main  line  to  a  white 
light  before  leaving  the  brake.  At  the  moment 
I  did  not  remember  the  instructions  on  page  217 
of  the  Working  Time  Book  Appendix,  which 
states  that  guards  should  not  have  more  than 
40  waggons  in  rear  of  those  they  have  to  put  off 
at  Snydale  Colliery  siding,  and  it  therefore  did 
not  occur  to  me  that  42  waggons  and  a  van  could 
n»»t  be  placed  between  the  buffers  and  the  points 
for  Snydale.  I  could  not  see  the  set-back  signal 
for  f?oiug  out  on  to  the  main  down  line  from  the 
position  in  which  I  was  standing.  When  I 
eiuiuiined  my  train  after  the  accident  I  found 
that  the  29th  waggon  from  the  engine  had  its 
leading  wheels  on  the  switches  and  its  trailing 
wheels  off  the  road.  The  switches  were  set  for 
the  dead  end.  The  30th  waggon  was  on  the 
rails  all  wheels  leading  to  the  main  line.  The 
remaining  13  were  all  on  the  rails  leading  to  the 
main  line  or  out  on  the  main  line.  I  did  not 
examine  the  trailing  points  of  the  down  loop  after 
entering  the  loop,  as  I  did  not  intend  to  detach 
there.  My  train  ran  a  long  way  down  the  loop, 
but  I  did  not  set  back  without  permission. 

J.  McTaggarU  signalman,  states :  I  have  been  in 
the  service  J  4  years,  and  have  been  a  signalman 
in  Chew  Moor  box  for  10  years.  I  booked  on 
duty  on  December  14th  at  2  p.m.  to  work  until 
10  p.m.,  and  was  relieved  at  that  time  by  signal- 
man Whitham.  The  last  occasion  on  which  1 
made  use  of  the  points  leading  to  the  down  loop 
was  at  7.53  p.m.,  as  at  that  time  I  turned  a  coal 
train  from  the  down  main  line  to  the  loop.  This 
tr^in  left  the  loop  at  10  p.m.,  but  it  had  no  occa- 
sion to  set  back  to  the  buffers.  1  shut  ihe  points 
immediately  the  train  was  clear  inside,  and  I  did 
not  notice  anything  unusual  with  the  points 
when  I  moved  them.  Just  after  a  train  catered 
the  loop  during  the  afternoon  of  the  day  of  the 
accident,  foreman  platelayer  Whittle  shouted  to 
me  to  try  the  points  in  question,  and  I  pulled 
them  over,  and  he  then  gave  a  signal  to  show 
they  were  in  the  usual  order.  I  cannot  remember 
the  exact  time.  I  cannot  recollect  any  train 
setting  back  to  the  buffers  of  the  loop  whilst  I 
was  on  duty. 

William  Whittle^  foreman  platelayer,  states : 
1  have  been  in  the  service  20  years,  and  a  fore- 
man platelayer  on  the  length  between  Lostock 
Junction  Station  and  Westhoughton  £ast  cabin 
for  17  and  18  years.  1  examine  all  the  points  in 
my  section  always  once  a  day  and  sometimes 
twice.  Whilst  a  train  was  entering  the  loop 
between  3  and  4  p.m.  on  the  date  of  the  accident 
I  noticed  that  the  points  were  in  good  working 
order.  After  the  train  had  passed  them  I  saw 
the  points  put  back  into  their  normal  position. 
That  was  the  only  time  I  saw  the  points  i^orked 
that  day.  There  was  nothing  unusual  about  the 
working  of  the  points,  and  they  appeared  to  work 
quite  freely,  but  I  do  not  examine  the  connections 
thereto,  because  this  is  not  part  of  my  duty. 
After  the  waggons  had  been  got  on  the  road,  I 
examined  the  points  with  the  foreman  signal- 
fitter.    Before  the  waggons  had  been  got  on  the 
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road  the  foreman  fitter  disconnected  the  points 
at  the  crank  on  the  opposite  side  of  the  road. 
After  the  waggons  had  been  got  on  the  road 
the  signal  fitter  and  I  connected  the  points  again 
at  the  cr.ink,  and  then  1  found  the  switch  was 
not  tight  against  the  stock  rail,  but  was  half 
an  inch  away  from  it.  I  then  looked  about  for  the 
cause,  and  found  that  the  point  rod  was  out  of 
the  barrel  of  the  adjuster.  This  would  be  about 
two  or  three  o'clock  in  the  morning.  We  ex- 
amined the  screw  afterwards  and  found  that  the 
screw  in  the  rod,  and  the  screw  in  the  barrel 
were  not  in  any  way  stripped,  and  there  was  no 
mark  to  indicate  that  it  had  received  any  blow. 
About  five  or  six  weeks  ago  I  found  it  necessary 
to  adjust  the  screw,  but  this  increased  the  hold 
of  the  screw  in  the  barrel.     When  I  examined 
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the  adjuster  on  the  Sunday  morning  after  the 
mishap,  the  check  nut  indicate^l  that  the  screw 
would  not  have  had  more  than  half  an  inch  hold 
in  the  barrel.  At  the  time  I  increased  the  hold 
I  did  not  actually  look  to  see  what  hold  the  screw 
had  in  the  barrel.  I  have  not  had  any  difficulty 
with  these  points  and  connection-,  and  I  have 
never  known  them  tampered  with. 

Tfiomas  WinstanUy^  signal  fitter,  states :  I 
have  been  in  the  service  for  13  years,  and  a  signal 
fitter  for  two  years.  It  was  part  of  my  duty  to 
examine  the  facing  points  and  connections  at  an<  I 
about  Chew  Moor  cabin.  On  December  13th 
about  3.30  p.m.  I  arrived  at  Chew  Moor  cabin, 
and  commenced  my  inspection  of  the  facing 
points.  I  examined  the  whole  of  the  connections 
working  the  points  leading  from  the  down  main 
line  to  the  down  loop.  I  cleaned  the  facing^ 
point  connections  and  lightened  up  the  cotters- 
and  connections  therewith,  examined  all  clip 
bolts,  and  had  them  tried  by  the  signalman. 
When  the  signalman  tried  the  points  on  the  after- 
noon in  question,  the  trailing  points  worked  well.. 
I  .did  not  examine  the  adjuster  of  the  trailing 
points  because  I  did  not  think  it  necessary,  as 
the  points  worked  all  right  and  fitted  well  on 
both  sides.  If  I  had  found  any  failing  whatever 
in  the  working  of  these  points,  I  should  have 
.examined  the  whole  of  these  connections 
thoroughly  through.  I  did  not  see  the  adjuster 
until  the  Monday  after  the  accident.  When  we 
disconnect  points  we  always  look  at  the  adjuster 
We  only  disconnect  points  when  we  are  ordered 
to  by  the  foreman. 

Joseph  Blinstone^  signal  fitter,  states :  I  have 
been  in  the  service  23  years.  On  October  30th 
last  I  examined  the  points  and  connections  at 
and  about  Chew  Moor  cabin.  On  this  date  the 
facing  and  trailing  points  were  working  well,  I 
examined  the  adjusting  screw  of  the  loop  trailing^ 
points,  and  at  that  time  the  screw  was  about  twa 
inches  in  the  barrel  judging  by  the  length  of 
thread  on  the  rod  outside.  I  tightened  up  the 
check  nuts  at  the  time.  1  cannot  speak  of  the 
connections  since  the  30th  October,  as  they  have 
not  come  under  my  round  of  duties.  All  rods 
have  a  length  of  screwed  thread  of  between  six 
and  seven  inches.  On  October  30th  I  fad  to  let 
the  rod  out  of  the  barrel  about  one  turn  and  a 
half,  I.e.,  nearly  a  quarter  of  an  inch. 

Joseph  Walker^  foreman  signal  fitter,  states :  I 
have  been  a  foreman  signal  fitter  for  12  years. 
On  the  27th  November  last  I  examined  all  the 
connections  from  the  controlled  locks  to  the  cabin 
at  Chew  Moor  box.  I  inspected  the  loop  points^ 
but  did  not  notice  anything  wrong  with  them. 
I  could  not  say  what  hold  the  screw  had  in  the 
adjuster  of  the  trailing  points,  but  the  lock  nuts 
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were  tight  up  against  the  barrel.  After  the 
collision  inspector  Pinder  told  me  to  disconnect 
the  trailing  points  at'thecrmk.  I  went  to  the 
facing  points  and  found  ihem  right  I  then 
examined  the  rodding  from  the  cabin  to  the 
trailing  points,  and  this  was  all  right  as  far  as  I 
could  see.  I  did  nothing  further  till  at  about  4a.m. 
my  attention  was  called  to  the  adjuster  by  the 
foreman  platelayer.  On  examining  the  same 
I  found  that  the  biirrel  was  off  from  the  screw 
next  to  the  points,  away  from  the  main  line. 
There  was  no  indication  of  the  screw  of  the  rod 
or  the  screw  of  the  barrel  being  stripped,  and  the 
lock  nut  was  about  |  of  an  inch  from  the  end  of 
the  screw.  I  do  not  think  it  would  be  possible 
for  the  screw  to  be  drawn  from  the  boss  without 
the  threads  being  stripped,  or  some  other  indica- 
tion. Afterwards  we  recoupled  the  connections, 
and  coupled  up  the  points  again.  We  had  to 
lengthen  the  rodding  by  2  inches  before  we  could 
get  a  good  hold  between  the  rodding  and  the 
barrel,  1  and  1^  inches  at  each  end.  The  screw 
in  the  bosp  was  a  fair  fit,  and  not  in  any  way 
loose.  Subsequently  we  put  in  a  new  bit  of 
rodding  5^  inches  longer  than  the  old  one,  and 
there  is  now  a  hold  of  3  inches  in  each  end  of  the 
.adjuster. 

John  Hawkins^  driver,  states :  I  have  been  in 
the  Company's  service  23  years,  and  a  booked 
driver  for  five  years.     I  signed  off  duty  on  the 
morning  of  December  1 4:th  at  1 2.30  a.m.,  and  on 
again  at   12.40  p.m.,  expecting  to  finish  in  the 
ordinary  course  about  12.30  a.m.     I  was  work- 
ing the  10.15  p.m.  passenger  train,  Manchester 
to   Southport,  with  engine   No.  671,  which  is  a 
four-coupled  radial  tank  engine,  fitted  with  the 
automatic   vacuum   brake   on    the  four  coupled 
wheels.     We  were  running  chimney   first.     We 
stopped  at  Lostock  Junction,  and   after  leaving 
there  I  found  the  distant  signal  for  Chew  Moor 
box  was  off,  and  it  was  off  when  1  passed  it,  and 
all  other  signals  to  Westhoughton.     I  was  about 
15  yards  from  the  Chew  Moor  home  signal  when 
it  was  thrown   on.     I   at  once  shut  off  steam, 
applied  the  brakes,  and  reversed  the  engine,  and 
was  about  to  open  the  regulator  again  when  I 
came  into  collision  with   the  rear  of  the  coal 
train,  and  I  was  knocked  on  my  back.    As  soon 
^  as  I  saw  the  signals  thrown  on  I  called  out  to  my 
mate  to  hold  on,  but  I  afterwards  found  he  was 
not  on    the    footplate,  and    after    the  collision 
I    looked    for  him  and  found   him  about  two 
carriage  lengths  from  the  engine,  where  he  was 
being    attended    to.     I   cannot   say  whether  he 
jumped  off  the  engine  or  was  knocked  off.     I 
saw  the  signalman's  red  light  almost  at  the  same 
time  as  the  signals  were  thrown  on.     1  think  if 
I  had  had  another  'M^  yards  to  run  1  could  have 
pulled   the  train  up.     We  should   be  travelling 
about  15  or  20  miles  an  hour  when  I  struck  the 
brake-van.    When    I    was    passing    the    distant 
signal  for  Chew  Moor  I  noticed  the  lights  of  the 
train  ahead  of  me,  and  one  light   was  >howing 
white,  so  1  thought  it  was  in  the  h^op.     It  was  a 
very  clear  night,  and  I  could  f-ee  all  the  signals 
right  away  to  Westhoughton  Station.    The  buffers 
and  buffer  plank  of  the  engine  w^re  damaged 


and  the  vacuum  pipe  was  broken.  No  wheels  of 
my  engine  or  train  left  the  rails.  The  first  indi- 
cation I  had  of  anything  being  wrong  was  seeing 
the  signals  thrown  on  in  my  face. 

Barton  Fairhursty  guard,  states  :  I  have  been 
in  the  Company's  service  40  years,  and  a  guard 
25  years.  On  December  14th  I  booked  on  duty 
at  2.20  p.m.  to  work  in  the  ordinary  course  until 
J  1.55  p.m.  I  was  working  with  the  10.15  p.m. 
passenger  train,  Manchester  to  Southport,  and 
my  train  was  formed  as  follows  : — 

Engine, 

Bogie  third  van, 
Bogie  third. 
Bogie  composite. 
Bogie  third, 
Bogie  third, 
Third  (6-wheeled), 
Third  (6-wheeled), 
Bogie  third  van, 

fitted  with  the  automatic  vacuum  brake  on  all 
the  carriage  wheels  except  on  the  centre  pair  of 
the  two  six- wheeled  carriages.  The  brake  was  in 
very  good  order.  I  was  ridinir  in  the  rear  van. 
I  think  the  engine  of  my  train  would  be  just 
through  the  Gatehouse  level  crossing  when  I  felt 
the  brakes  applied  with  full  force.  I  held  on 
tight,  and  when  we  came  into  collision  I  was 
thrown  on  the  floor.  I  was  up  immediately,  relit 
my  hand  lamp,  which  had  been  kno^^ked  out, 
and  went  to  the  front  end  of  the  train  to  see  what 
had  happened.  When  I  saw  what  had  occurred 
and  that  the  up  road  was  blocked,  I  sent  a  man 
who  was  standing  by  to  protect  that  road,  and  I 
then  went  along  the  train  and  saw  the  fireman 
on  the  ground  injured.  I  reassured  the  passen- 
gers, and  went  back  to  the  van  and  got  some  fog 
signals  to  protect  my  train,  the  driver  having 
told  me  that  he  had  been  in  the  cabin  to  inform 
the  signalman  all  about  the  accident.  It  was  a 
remarkabl)-  clear  night.  My  train  was  full  at  the 
time,  and  eight  or  nine  passengers  complained  to 
mt3  of  being  injured. 

William  Crahtree^  driver,  states  :  I  have  been 
in  the  Company's  service  25  year.**,  and  a  booked 
driver  11  years.  On  December  14th  I  signed  off 
duty  at  9.20  a.m.,  and  signed  on  again  at  5.20  p.m., 
expecting  to  finish  about  1  a.m.  I  relieved  the 
men  working  the  4  a.m.  empty  coal  waggon  train, 
Castleton  to  Bamf  urlong,  at  Bury.  On  arrival  at 
Chew  Moor  I  was  turned  into  the  down  loop  and 
ran  down  to  the  goods  yard  cabin.  After  stand- 
ing about  five  minutes,  the  signalman  came  to  the 
top  of  the  cabin  steps  and  told  us  to  set  back  and 
put  our  waggons  ofi*  in  Snydale  Hall  colliery.  I 
also  received  a  white  light  from  the  guard,  who 
appeared  to  be  close  to  his  brake  van.  We  set 
back,  and  I  noticed  from  the  lights  of  the  brake 
van  that  it  appeared  to  be  going  outside  on  to  the 
main  line,  and  I  mentioned  this  to  my  mate.  I 
had  managed  to  stop  the  train  when  the  passenger 
train  ran  into  us.  I  had  just  reversed  my  engine. 
The  van  at  that  time  would  be  close  to  the  cabin. 
The  guard  was  still  calling  us  back  on  the 
fireman's  side.     It  was  a  clear  night. 


Conclusion. 


This  collision  was  caused  by  an  occurrence  of  an  unusual  kind,  viz.,  by  the  rodding 
between  the  trailing  pointsin  the  down  loop  line  and  the  crank  on  the  far  side  of  the 
lines  becoming  disconnected  at  the  adjusting-  barrel,  which  i§  situated  close  by  the 
points  in  the  6 -foot  space  between  the  down  loop  line  and  the  down  main  line. 

The  facing  points  leading  from  the  down  main  line  to  the  down  loop  and   the 
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corresponding  trailing  points  in  the  down  loop  which  form  the  trap  points  of  the  latter 
line  are  worked  by  the  same  lever,  so  that  when  the  fiicing  points,  after  the  coal  train  had 
gone  into  the  l<K)p,  were  set  again  fur  the  down  main,  the  trailing  points  were  left  set  tp 
lead  out  from  the  down  loop  on  to  the  down  main  owing  to  the  disconnection  of  the 
Todding  above  mentioned. 

The  events  preceding  the  collision  were  as  follows  :  Signalman  Whitham  at  Chew 
Moor  signal-box  let  the  coal  train  in  question  into  the  down  loop  at  10.49  p.m.,  and  it 
went  a  considerable  way  down  the  loop  line  for  the  purpose  of  detaching  a  waggon  which 
was  next  the  engine,  and  which  had  to  be  placed  in  Westhoughton  Colliery  siding. 
At  10.55  p.m.  Whitbam  was  oflTered  and  accepted  the  passenger  train  on  the  down  main 
line  from  Lostock  Junction,  the  signal-box  in  rear,  and  he  received  "  Train  entering 
section  "  signal  fur  it  at  1U.59  p.m. 

When  the  rear  van  of  the  coal  train  had  got  about  300  yards  down  the  loop,  and  the 
train  came  to  a  stand,  guard  Dallas*,  who  had  got  out  of  his  van  to  go  towards  th^ 
engine  for  the  purpose  of  detaching  the  waggon,  was  met  by  the  shunter  on  duty  at 
the  up  sidings,  who  informed  him  that  Westhoughton  Colliery  siding  was  full,  and  that 
he  must  «et  back  to  the  dead  end  of  the  down  loop  and  put  the  waggon  in  the  Snydale 
Colliery  siding. 

Having  obtained  permission  from  signalman  Whitham  at  Chew  Moor  box  to 
set  back  (the  telephcme  message  reaching  Whitham  at  10.55  p.m.,  just  as  he  had  accepte4 
the  passenger  train)  Dallas  signalled  the  driver  of  the  coal  train  to  set  back  towards  the 
dead  end  of  the  loop,  which  he  accordingly  did.  The  result  was  that,  owing  to  the 
points  being  left  set  leading  out  on  to  the  down  main  line,  the  brake-van  and  rear 
waggons  went  out  on  to  the  main  line  just  as  the  passenger  train  was  approaching. 

The  signals  were  all  off  for  the  passenger  train,  but  fortunately  signalman  Whitham, 
hearing  an  unusual  noise,  thought  something  was  wrong  with  the  points,  and  looking  to 
see  the  cause  observed  the  rear  of  the  coal  train  re-entering  the  down  main  line.  He  at 
once  put  his  main  line  signals  to  danger  and  showed  a  red  hand-lamp  from  his  cabip 
window.  But  the  passenger  train  was  close  up,  and  though  the  driver  did  all  in  his  power 
t<'  stop  he  was  still  running  from  15  to  20  miles  an  hour  when  he  collided  with  the  rear 
of  the  coal  tmin. 

The  driver  of  the  coal  train  had  also  noticed  that  the  lights  of  the  brake-van 
appeared  to  be  going  out  on  to  the  main  line,  and  stopped  his  train,  and  was  just  going 
to  draw  it  forward  again  when  the  collision  occurred. 

The  guard,  who  was  at  the  trap  point  of  Snydale  (Jolliery  siding  on  the  side  away 
from  the  down  main  line,  could  not  see  that  the  train  was  taking  the  wrong  road. 

I  do  not  consider  that  either  of  the  two  drivers  or  the  signalman  or  the  guard  are  to 
blame  for  the  mishap. 

The  disconnection  of  the  rodding  at  the  adjusting  barrel  must,  I  consider,  have  been 
iv^e  to  there  being  hardly  any  of  the  screw  threads  on  the  rodding  engaging  with  the 
9crew  threads  in.  the .  .barrel,  as  when  subsequently  examined  the  rodding  was  found  to  fit 
well  in  the  barrel  and  not  loose  in  any  way,  and  no  threads  were. found  to  be  stripped. 

The  adjusting  barrel,  which  is  made  of  mild  steel,  is  12  inches  long  over  all,  and  at 
each  end  is  screwed  internally  for  a  length  of  2|  inches  with  Whitworth  screw  thready 
seven  threads  to  the  inch,  one  end  being  screwed  right-handed  and  the  other  end 
left-handed. 

In  the  centre  of  the  barrel  are  left  slits  3  inches  long  and  |  inch  wide. 
The  rodding,  which  is  of  1^-inch  wrought  iron,  is  screwed  at  the  end  for  a  length  of 
6  inches  to  correspond  with  the  screw  threads  in  the  barrel,  and  there  are  lock  nuts  on 
the  rodding  which  should  be  left  screwed  tight  up  against  the  ends  of  the  adjusting 
barrel  to  prevent  any  shifting  of  the  barrel  after  adjustment. 

The  barrel  was  placed  in  the  6-foot  space  between  the  down  loop  and  down  main 
line,  and  was  covered  over  with  planking.  It  joined  up  the  rodding  from  one  of  the 
connecting  rods  of  the  points  with  the  rodding  from  the  adjusting  crank  on  the  far  side 
of  the  lines. 

The  disconnection  occurred  at  the  end  of  the  barrel  next  the  points. 
When  the  points   are  opened  for  a  train  to  enter  the  loop  from  the  down  main  the 
action  would  tend  to  push  the  rodding  further  into  the  barrel,  and  when  the  points  are 
afterwards  shut  against  the  main  line  by  the  lever  being  replaced  in  the  frame  the  action 
would  tend  to  pull  the  rodding  out  of  the  barrel. 

The  collision  occurred  at  about  11  p.m.,  and  between  3  p.m.  and  4  p.m.  the  same 
^y  the  working  of  the  points  was  examined  by  platelayer  Whittle,  who  states  that  they 
were  in  good  working  order.     He"did"nbre~xamine"fhe  connections  of  the  points  as  it  was 
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not  part  of  his  duty  to  do  so.  Between  H.54  p.m.  and  the  time  of  the  accident  six  trains 
entered  the  loop,  and  the  lever  working  the  points  was  pulled  over  in  each  case  and 
afterwards  replaced  in  the  frame,  but  as  no  train  had  occasion  to  set  back  over  the  points 
towards  the  dead  end  of  the  loop  it  is  impossible  to  say  precisely  when  the  disconnection 
took  place,  but  it  must  have  happened  after  the  points  were  examined  by  Whittle,  between 
3  p.m.  and  4  p.m. 

The  duty  of  examining  the  connections  to  the  points  at  Chew  Moor,  including  the 
adjusting  barrel  in  question,  belongs  to  the  signal  fitters,  and  the  usual  man  to  do  this  was 
signal-fitter  J.  Blinstone,  and  the  last  time  he  examined  them  was  on  October  30th.  He 
states  that  he  then  let  the  rodding  out  of  the  barrel  about  a  quarter  of  an  inch,  and  that 
he  thinks  there  was  about  two  inches  of  screw  thread  at  the  end  of  the  rodding  engaging 
in  the  barrel  on  that  date. 

On  December  13th,  the  day  before  the  mishap,  Blinstone's  duties  were  being  taken 
by  signal-fitter  T.  Winstanley,  but  he  omitted  to  examine  the  adjusting  barrel.  He 
states  he  did  not  think  it  necessary  to  do  so,  as  the  points  worked  all  right  and  fitted  well 
against  the  rails  on  either  side. 

The  points  had  also  been  inspe(;ted  by  signal-fitter  J.  Walker  on  the  27th  November, 
who  stated  that  he  could  not  say  what  hold  the  rodding  had  in  the  adjusting  barrel  at  the 
time,  but  thinks  it  was  about  two  inches,  and  that  the  lock  nuts  were  tight  up  against  the 
barrel. 

After  the  collision,  before  the  derailed  waggons  were  got  on  to  the  rails,  the  rodding 
between  the  adjusting  crank  on  the  far  side  of  the  line  and  the  points  was  disconnected  at 
the  crank,  and  subsequently  when  foreman -platelayer  Whittle  and  signal-fitter  Walker 
had  connected  the  rodding  again  at  the  crank  it  was  found  chat  the  point  switch  was  not 
tight  against  the  stock  rail.  Whittle  then  looked  about  for  the  cause  of  this,  and  found  that 
the  point  rod  was  out  of  the  barrel,  and  the  lock  nut  was  not  more  than  half  an  inch  from 
the  end  of  the  rodding,  showing  that  that  must  have  been  the  maximum  hold  the  rodding 
could  have  had  in  the  barrel.  He  also  examined  the  screw  threads  on  the  rodding  and 
in  the  barrel,  but  found  no  signs  of  either  thread  being  stripped. 

Signal-fitter  Walker  also  saw  the  adjusting  barrel  and  rodding  at  the  same  time, 
and  he  states  that  there  was  no  sign  of  the  screw  threads  being  stripped,  and  thinks  the 
lock  nut  was  about  three-quarters  of  an  inch  from  the  end  of  the  rodding. 

When  Walker  and  Whittle  re-coupled  the  connections  after  the  derailed  waggons  had 
been  got  on  the  line  again  they  found  it  necessary  to  lengthen  the  rodding  between  the 
adjusting  barrel  and  the  adjusting  crank  by  two  inches  in  order  to  get  a  small  hold  of 
one  and  a  half  inches  between  the  rodding  and  the  barrel  at  each  end  of  the  latter  ;  and 
subsequently  when  the  work  was  made  permanent  it  was  found  necessary  to  put  in  a  new 
piece  of  rodding  five  inches  longer  than  the  old  one  in  order  to  get  a  good  hold  of  three 
mches  between  the  rodding  and  the  barrel  at  each  end  of  the  latter. 

There  are  no  signs  of  the  down  loop  line  having  shifted  at  all,  and  so  causing 
the  distance  between  the  adjusting  crank  on  the  far  side  of  the  lines  and  the  trailing 
points  to  be  increased,  and  so  it  appears  that  the  rodding  between  the  crank  and  the 
barrel  must  always  have  been  too  short,  and  that  there  had  never  been  the 
proper  amount  of  screw  thread  on  the  rodding  engaging  in  the  thread  of  the 
adjusting  barrel.  Under  these  circumstances  I  do  not  think  it  right  to  put  all 
the  blame  on  signal-fitter  Winstanley,  who  should  have  examined  the  adjusting 
barrel  the  day  previous  to  the  collision,  but  who  omitted  to  do  so.  I  think  it  pmctically 
certain  that  there  could  have  been  hardly  any  screw  thread  engaging  after  the  barrel  was 
adjusted  by  signal-fitter  Blinstone  on  October  30th,  and  who  let  the  rod  out  of  the  barrel 
for  a  length  of  about  a  quarter  of  an  inch  on  that  day. 

I  think  it  would  be  an  improvement  to  the  adjusting  barrels  if  the  slits  were  increased 
in  length  up  to  the  commencement  of  the  screw  threads  at  each  end,  as,  unless 
the  rodding  is  screwed  an  inch  and  a  half  into  the  barrel  beyond  the  screw  threads,  or 
over  four  inches  in  all,  a  fitter  has  to  judge  by  the  amount  of  screw  thread  on  the  rodding 
showing  outside  the  barrel  as  to  what  length  of  screw  thread  is  engaging  with  the  screw- 
thread  in  the  barrel,  and  if  the  actual  length  of  thread  on  the  rodding  is  not  the  usual 
amount,  viz.,  six  inches,  he  may  be  deceived. 

I  have,  &c., 

E.  DRUITT, 

The  Assistant  Secretary,  Major ^  R.E. 

Railway  Department,  Board  of  Trade. 
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APPENDIX. 


Damage  to  Rolling  Stock. 

Passenger    engine,    No.    671.  —  Both    leading         Bogie  composite,  No.  692. — Boiy  moved, 
buffers  and  buffer  plate  damaged  ;  engine  main         Third  bogie.  No.  1,013. — Body  moved, 
framing   bent ;  smoke  box  slightly  buckled  and         Third  bogie,  No.  120. — Body  moved, 
vacuum  pipes  broken.  Third  bogie,  No.  1,737. — Body  moved. 

Third  bogie  van. — Body  moved  and  one  head-         Third-class  coach,  No.  1,523. — Body  moved  and 

stock  slightly  damaged.  one  buffer  rod  bent. 

Damagb  to  Permanent  Way. 
Two  switoh  blades  and  three  rails  slightly  bent ;  seven  chairs  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  4th  February,  1902, 


LIVERPOOL    OVERHEAD    ELECTRIC    RAILWAY. 

Railway  Department,  Board  of  Trade, 
8,  Richmond   Terrace,  Whitehall,  London,  S.W., 
Sir,  February  22nd,  1902. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in  com- 
pliance with  the  Order  of  the  24th  December,  1901,  the  result  of  the  enquiry  held  by  me, 
in  conjunction  with  Mr.  Trotter,  into  the  circumstances  attending  the  disastrouB  fire 
which  occurred  on  the  evening  of  the  23rd  December  at  Dingle  Station,  on  the  Liverpool 
Overhead  Electric  Railway,  whereby  six  lives  were  lost. 

The  names  of  the  victims  were  Messrs.  Beadon  and  Bingham,  passengers  ;  Thomas 
Rendell,  station  foreman  at  Dingle  ;  J.  C.  O'Brien,  car  cleaner  ;  Robert  Ashbee,  motor 
man  or  driver  ;  and  Charles  Maloney,  guard  ;  the  four  last  being  employed  by  the  Company. 
The  fire  commenced  in  the  rear  carriage  of  the  5  p.m.  train  fi-om  Seaforth  Sands,  due 
at  Dingle  at  5.32,  but  which  was  six  minutes  late,  and  which,  owing  to  some  defect  in 
the  rear  motor,  came  to  a  stand  about  80  yards  outside  Dingle  Station,  The  fire,  after 
spreading  fi-om  carriage  to  carriage,  finally  attacked  the  station,  which  was  entirely 
burnt  out. 

Description. 

In  order  to  convey  a  clear  idea  of  this  remarkable  occurrence,  it  is  necessary  to  give 
a  brief  description  of  the  railway  and  of  Dingle  Station. 

The  Liverpool  Overhead  Railway  was,  as  its  name  implies,  originally  carried  entirely 
on  a  viaduct,  constructed  throughout  of  steel  columns,  steel  girders,  and  steel  flooring.  It 
was  opened  for  traffic  in  1893,  its  length  being  then  about  5  miles  71  chains. 

Early  in  1897  it  was  extended  in  an  easterly  direction  from  its  eastern  terminus 
at  Herculaneum  Station  to. Dingle,  the  extension  being  1144  yards  in  length,  of  which 
a  length  of  about  300  yards  is  on  viaduct,  and  the  remainder  in  timnel.  It  was  originally 
intended  that  the  railway  should  be  continued  still  further  eastward,  but,  up  to  the 
present,  this  has  not  been  carried  out,  and  the  line  terminates  abruptly  in  the  tunnel,  at 
the  extremity  of  which  Oingle  Station  was  built. 

The  tunnel,  which  is  arched  throughout,  is  25  feet  6  inches  wide  and  19  feet  high 
for  a  distance  of  605  yards  from  its  entrance.  The  width  is  then  increased  to  52  feet, 
and  the  height  to  24  feet  6  inches,  for  a  length  of  163  yards,  after  which  the  tunnel 
resumes  its  normal  section  for  a  length  of  41  yards,  when  it  ends  with  a  dead  wall.  In 
the  widened  part  of  the  tunnel  Dingle  Station  is  placed.  It  may  be  remarked  that  the 
span  over  the  station  is  unique,  no  tunnel  arch  of  such  magnitude  having  been  previously 
constnicted. 

The  station  consists  of  an  island  platform  28  feet  wide  and  170  feet  long,  with  lines 
on  either  side  of  it,  the  arrangement  and  signalling  being  such  that  each  line  can  be 
used  for  the  arrival  or  departure  of  trains.  At  the  east  end  of  the  platform  a  flight  of 
stairs  leads  to  an  inclined  passage  or  subway  about  160  feet  long,  communicating  with 
the  booking  hall,  which  abuts  on  to  the  thoroughfiire  known  as  Park  Road.    The  booking 
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hall  has  four  double  doors,  each  forming  an  opening  6  feet  wide,  fiicing  the  street.     Three 
of  these  doors  are  said  to  have  been  open  at  the  time  of  the  fire. 

At  the  west  end  of  the  platform  there  are  cross-over  roads  between  the  up  and  down 
lines,  near  to  which  the  signal-box  is  situated,  while  at  the  east  end  of  the  station  there 
are  sidings  with  a  cross-over  road  between  them.  It  often  happens  that  a  spare  train  is 
standing:  in  these  sidings,  as  was  the  case  on  the  day  of  the  disaster. 

The  platform,  stairs,  and  passage  were  divided  longitudinally  by  a  fence  or  barrier 
for  the  purpose  of  separating  outgoing  from  incoming  passengers,  and  facilitating  the 
Btation  work,  and  small  shelters  were  placed  at  intervals  along  the  platform.  Hydrants 
with  suflBcient  lengths  of  hose  were  fixed  at  each  end  of  the  platform,  and  some  chemical 
fire  extinguishers  were  kept  in  the  signal-box.  The  station  was  lighted  by  electricity, 
taken  fi-om  the  main  current,  and  incandescent  gas  lamps  were  also  pr6vided  for  use  in 
case  the  electric  supply  failed.  The  gas  lamps  on  the  platform  ivere  probably  turned 
down,  but  those  in  the  booking  hall  were  burning  brightly. 

I  attach  a  plan  and  longitudinal  section  of  the  station,  which  make  the  arrangements 
quite  clear. 

The  railway  is  worked  by  meaijs  of  electricity  on  the  (500  volt)  continuous  current 
system,  the  electrical  conductor  being  placed  in  the  middle  of  each  track. 

The  trains  consist  of  two  or  three  bogie  carriages.  In  the  case  of  the  two-coach 
trains,  each  coach  carries  a  motor ;  in  the  case  of  the  three-coach  tcains  the  first  and  third 
coaches  have  motors.  In  all  cases  the  motors  are  placed,  one  on  the  leading  axle,  and  the 
other  on  the  trailing  axle  of  each  train.  There  is  a  driver's  compartment  at  each  end  of 
every  train,  and  both  motors  can  be  controlled  separately  or  simultaneously  from  either 
end.  The  trains  can  therefore  travel  in  either  direction  without  any  re -arrangement  of  the 
ca;rriage8.  The  driver  invariably  occupies  the  compartment  at  the  leading  end  of  the  train, 
and  the  guard  that  at  the  other  end. 

The  signalling  of  the  line  is  automatic. 

The  following  general  description  of  the  motors  has  been  supplied  to  me  by 
Mr.  Cottrell,  the  General  Manager  of  the  line  : — 

"  The  armature  is  wound  direct  on  the  axle.  The  magnets  are  maintained  in  their 
position  round  the  armature  by  suitable  yoke  bearings  direct  on  the  axle. 

"  The  motors  are  balanced  and  attached  to  the  bogie  frames  by  suitable  springs  and 
India  rubber  cushions,  and  are  entirely  detached  from  the  body  of  the  coach  under- 
frames. 

^*  The  clearance  between  the  topside  of  the  motor  magnet  ferrule  and  the  longitudinal 
tinabers  of  the  under-frame  is  4  inches,  and  the  clearance  between  the  floor-boards  and 
the  top  of  the  magnet  ferrule  is  11|;  inches. 

"  Each  train  has  two  motors,  one  at  each  end.  The  output  of  each  motor  is 
70  E.  H.  P." 

Motors  of  this  type  have  been  in  use  since  the  line  was  opened  in  1893,  and  are  now 
somewhat  out  of  date.     Thev  are  not  iron  cased. 

At  5.38  p.m.,  as  the  train  due  to  reach  Dingle  at  5.32  p.m.,  but  which  was  6  minutes 
late,  was  approaching  this  station,  it  came  to  a  stand  in  the  tunnel  about  80  yards  from 
the  platform,  owing  to  the  failure  of  the  rear  motor.  Mr.  Trotter  is  of  opinion  {see  his 
Report  in  Appendix  No.  I.)  that  the  insulation  of  a  cable  connected  with  the  rear  motor 
had  broken  down,  and  that  *•  an  electric  arc  was  started,"  causing  a  rush  of  current,  which 
opened  the  circuit  breaker,  and  stopped  the  train.  The  evidence  shows  that  the  driver 
reset  the  circuit  breaker,  and  made  several  attempts  to  restart  the  train,  but  without 
success.  Each  time  the  current  was  switched  on  a  vivid  flash  was  produced,  which  ended 
in  setting  fire  to  the  woodwork  of  the  coach. 

A  gale  of  wind  was  blowing  from  the  west,  that  is  from  the  mouth  of  the  tunnel 
towards  the  station,  which  caused  the  fire  to  spread  from  carriage  to  carriage  until  the 
whole  train  was  enveloped  in  flames.  It  is  estimated  that  the  train  was  well  alight  about 
12  minutes  after  the  stoppage. 

There  were  29  passengers,  who,  when  the  train  first  came  to  a  stand,  were  urged  by 
the  driver  and  guard  to  keep  their  seats,  as  there  was  no  danger.  The  driver  and  guard 
seem  to  have  made  some  futile  attempts  to  put  out  the  fire,  but  it  soon  became  apparent 
that  the  fire  had  obtained  the  mastery,  and  the  passengers  found  it  necessary  to  alight.  ' 
They  had  only  80  yards  to  walk  in  order  to  reach  the  station,  and  the  majority  of  them 
appear  to  have  gone  to  their  homes  without  any  delay,  and  to  have  suffered  no  ill  eflfects 
from  the  fire.  It  appears,  however,  from  the  evidence  that  a  few  remained  behind, 
presumably  to  watch  the  progress  of  the  conflagration  and  the  result  of  the  efforts  to 
control  it. 


Station-foreman  Rendell  and  car-cleaner  O'Brien,  who  were  on.  duty  in  the 
station,  were  soon  called  to  the  spot,  and  with  the  driver  and  (Sfuard  did  what  they  could 
in  the  first  instance  to  control  the  fire,  and  when  this  was  seen  to  be  hopeless  to  direct  the 
passengers  to  the  exit  from  the  station-  About  ten  minutes  after  the  outbreak  Rendell 
telephoned  to  the  booking  clerk  in  the  office  upstairs  to  send  a  telephonic  message  over 
the  National  Telephone  Company's  wires  to  the  generating  station  to  cut  off  the  c?urrent, 
while  he  himself  at  the  same  time  sent  a  similar  message  to  the  works  over  the  private  \^ire 
belonging  to  the  Railway  Company.  Both  messages  seem  to  have  reached  the  Company's 
works  at  the  same  moment.  The  current  was  at  once  cut  off,  but  it  was  too  late  to  he  of 
any  service  so  far  as  the  fire  was  concerned,  and  the  only  effect  of  this  measure  was  to 
plunge  the  station  into  darkness. 

The  fire  caused  dense  volumes  of  pungent  smoke  to  arise  from  the  ill-fated  train,  diie 
no  doubt  partly  to  the  insulating  material  in  and  around  the  electrical  tnachinery  and 
cables,  and  partly  to  the  burning  woodwork.  This  was  driven  by  the  wind  along  the 
under  side  of  the  arched  roof  of  the  station  into  the  staircase,  passage  (oi*  subway),  and 
booking  hall.  As  the  flames  increased  so  did  the  smoke,  which  ^was  doubtless 
accompanied  ^y  heated  gases — some  inflammable,  some  suffocating — ^and^gradually  the 
entire  tunnel  became  filled  with  the  deadly  fumes.  '  ■ 

At  first,  I  imagine,  the  accumulation  of  smoke  above  their  heads,  and  thfe  fact  that  thdr 
retreat  was  being  cut  off,  escaped  the  notic**  of  the  men  in  the  tunnel,  intehfr  as  they  were 
upon  the  efforts  to  save  the  train.  '  '  ' 

The  passengers  who  first  left  the  place  probably  experienced  little » inconvenience 
fi^om  the  smoke  and  heat,  but  when  those  who  had  lingered  realised  their  position,  escape 
by  the  stairs  had  become  almost  impossible,  and  the  danger  was  intensified  by  the  darkness. 
It  is  not  possible  to  say  exactly  what  happened,  but  some  idea  of  the  situation  may  be 
gtithered  from  the  evidence  of  signalman  Owen,  boy  Gough,  and  Mr.  StewaW,  who  were 
the  last  persons  to  leave  the  station  alive,  though  none  of  these  can  give  any  very  clear  idea  of 
how  he  escaped,  as  each  of  them  lost  consciousness  either  before,  or  immediately  after, 
reaching  the  booking  hall.  It  may  be  remarked  that  Gough  seems  to  have  bejhaved  with 
much  intelligence,  and  to  have  rendered  valuable  assistance  to  the  passengers.  What 
happened  to  the  unfortunate  men  who  remained  below  can  only  be  conjectured. 

Station-foreman  Rendell  seems  to  have  guided  the  two  passengers,  Messrs.  Bingham 
and  Beadon,  to  the  foot  of  an  air  shaft  which  exists  in  the  short  tunnel  east  of  the  station, 
where  doubtless  they  hoped  to  find  safety ;  but  the  shaft  had  become  a  flue  up  which 
the  smoke  and  fumes  were  being  drawn.  There  were  no  means  available  of  climbing 
the  shaft,  and  if  there  had  been  it  is  doubtful  whether  a  human  being  could  have  lived 
through  the  smoke  and  heat  that  filled  it.  The  bodies  of  these  men  were  subsequently 
found  at  the  foot  of  the  shaft,  where  they  had  perished  of  suffocation. 

Guard  Maloney  and-  driver  Ashbee  remained  alongside  the  train  too  long,  and, 
judging  by  the  position  in  which  Ashbee  was  found,  he  must  have  been  overcome  by  the 
fumes  before  he  made  any  attempt  to  escape.  Ashbee's  body  was,  I  understand,  a  good 
deal  burnt.  Maloney  reached  the  end  of  the  platform,  and  then  succumbed.  Car-cleaner 
O'Brien,  who  seems  to  have  male  himself  useful  at  first,  and  who,  when  matters  fcecame 
critical,  was  conducted  to  the  foot  of  the  staircase  by  boy  Gough,  was  unable  to  escape  by 
that  route,  and  crawled  back  to  the  hydrant  at  the  west  end  of  the  platform,  where  he 
perished. 

One  of  the  most  remarkable  features  of  the  case  was  the  manner  in  which  the 
fire  spread.  Although  the  train  was  separated  by  a  considerable  interval  from  the 
station,  and  although  there  was  no  woodwork  at  all  in  its  immediate  vicinity,  the  heat 
and  gases  evolved  were  such  that  some  sleepers  stored  in  the  dead-end  siding  near  the 
west  end  of  the  down  platform  :J4  feet  distant,  the  signal-box  55  yards  distant,  the  platform 
80  yards  distant,  and  the  spare  train  in  the  siding  at  the  east  end  of  the  station  1 55  yards 
distant,  were  successively  attacked.  The  station  tunnel  became  a  fiery  furnace,  and i  though 
the  fire  brigade  were  called  to  the  spot  within  half  an  hour  of  the  outbreak  little  c6uld  be 
done,  as  the  smoke  made  it  impossible  to  reach  the  tunnel  by  means  of  the  subway  and 
staircase.  It  is  not  possible  to  say  the  exact  time  when  the  flames  reached  the  sleepers 
in  the  siding,  but  judging  firom  signalman  Owen's  and  boy  Gough's  evidence  this  can  hardly 
have  occurred  till  after  they  had  left  the  station.  It  is  true  that  Mr.  Stewart  is  under  the 
impression  that  the  sleepers  were  on  fire  before  he  escaped,  and  the  Company  has  been  some- 
severely  criticised  in  the  public  press  for  allowing  sleepers  to  remain  in  the  position 
referred  to.  It  is  easy  to  be  wise  after  the  event,  but  I  do  not  consider  that  an^^  blame 
can  be  fairly  laid  upon  the  Company  for  storing  some  sleepers  in  a  comer  of  a  wide  tunnel 
«uch  ais  this  for  the  purpose  of  rpp^.iring  and  maintaining  the  permanent  way  iji  and  near 
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the  station.     In  future,  however,  no  timber  of  any  sort  will  be  allowed  to  remain  in  the 
tunnel,  except  the  sleepers  actually  laid  in  the  permanent  way. 

Conclusion. 

The  cause  of  the  fire  is,  as  already  stated,  explained  in  Mr.  Trotter's  report  in 
Appendix  I.  It  was  due  to  a  defect  in  one  of  the  motors,  and  would  have  been  pro- 
ductive of  no  serious  danger  if  driver  Ashbee  had  only  acted  with  a  moderate  degree  of 
prudence.  When  this  man  discovered  that  his  rear  motor  had  fSdled,  his  duty  was  to 
disconnect  the  rear  motor  by  means  of  the  plug  provided  for  the  purpose  in  his  com- 
partment. He  should  then  have  run  into  the  station  with  one  motor,  as  is  often  done* 
For  some  reason  or  other,  which  cannot  be  conjectured,  Ashbee,  instead  of  disconnecting 
the  defective  motor,  and  in  disregard  of  the  warning  of  the  guard,  made  repeated  efforts 
to  tring  it  into  use,  the  result  being  that  before  long  the  woodwork  of  the  rear  carriage 
was  ignited  by  the  flashes  produced  by  the  electric  arc  when  the  current  was  switched 
on  to  the  defective  motor.  While  Ashbee  was  so  employed,  both  he  and  the  guard  appear 
to  have  told  the  passengers  to  keep  their  seats,  as  there  was  no  danger. 

Both  these  men  and  station-foreman  Rendell  seem  to  have  exhibited  a  lamentable 
lack  of  judgment  in  this  respect.  It  is  impossible  not  to  feel  that  the  sacrifice  of  life  on 
this  occasion  was  unnecessary  and  might  have  been  easily  avoided.  If  the  passengers  had 
been  hurried  out  of  the  train,  as  soon  as  it  became  evident  that  it  had  broken  down,  and 
if  none  of  them  had  been  permitted  to  loiter  about  the  station,  their  safety  would  have 
been  secured.  And  if  the  train  men  and  station  foreman,  who  deserve  credit  for  their 
efforts  to  prevent  the  fire  from  spreading,  had  only  realised  sooner  that  the  train  was 
doomed,  they  too  had  ample  time  to  escape.  The  cutting  off  of  the  current  did  no 
good,  but  by  putting  the  place  in  darkness,  rather  increased  the  difficulties  and  danger 
of  the  situation. 

The  circumstances  connected  with  this  fatal  occurrence  direct  attention  to  the 
advisability  of  removing  all  woodwork  as  far  as  possible  fi:'om  the  neighbourhood  of  the 
electric  machinery  upon  railway  carriages,  and  of  adopting  for  the  purposes  of  insulation 
some  material  which  is  uninflammable  and  smokeless.  This  subject  is  dealt  with  in 
Mr.  Trotter's  recommendations,  which  will  be  found  in  Appendix  I.,  and  with  which  I 
entirely  agree.  It  is  to  be  hoped  that  the  engineers  connected  with  electrical  railways 
will  act  upon  Mr.  Trotter's  valuable  suggestions. 

Stations  situated  in  tunnels  on  electric  railways  should  have  as  little  woodwork 
about  them  as  possible.  The  platforms  should  be  of  stone  or  concrete,  and  buildings 
Buch  as  signal-boxes  of  brick  or  iron.  I  am  glad  to  be  able  to  report  that  the  Liverpool 
Overhead  Railway  Company  have  adopted  this  principle  in  reconstructing  Dingle  Station, 
there  being  now  practically  no  woodwork  at  all  about  the  place. 

I  have,  &c., 

H.  A.  YORKE, 

The  Assistant  Secretary,  Lieut. -Col.^   R.E. 

Railway  Department,  Board  of  Trade. 


APPENDIX  I. 
Liverpool  Overhead  Railway.— Dingle  Fire. 

The  evidence  goes  to  show  that  the  insulated  covering  of  a  cable  connected  with  the  motor  on 
the  after  part  of  the  train  had  become  deteriorated.  The  wet  weather  may  have  contributed  to  the 
defect,  aiid,  as  the  train  was  late,  the  driver  may  have  forced  the  speed.  The  insulation  broke  down, 
an  electric  arc  was  started,  the  rush  of  current  opened  the  automatic  circuit-breaker,  and  stopped 
the  train.  The  driver  reset  the  circuit  breakers  and  tried  to  start  several  times,  and  the  arc  broke  oat 
each  time,  causing  the  flashes.  It  is  not  unlikely  that  the  driver  held  up  the  circuit-breaker,  for 
the  lights  "  Went  low,"  showing  that  a  very  heavy  current  was  being  taken.  The  arc,  due  to  this 
heavy  current,  or,  perhaps,  the  earlier  flashes,  set  fire  to  the  woodwork  of  the  coach,  and  the  strong 
wind  caused  the  fire  gradually  to  spread. 

The  opening  of  a  circuit-breaker  is  a  common  occurrence  ;  the  driver  should  have  disconnected 
the  rear  motor,  and  should  have  run  in  with  one  motor.  In  cases  of  break-down  of  one  motor,  the 
journey  is  often  thus  completed.  Motors  and  the  connecting  cables  on  electric  railways  and  tramveajB 
often  break  down  through  the  failure  of  the  insulation.  The  possibility  of  a  panic  from  smoke 
arising  from  such  failures  on  tunnel  railways  has  been  foreseen,  and  must  be  guarded  against,  bat 
eight  years'  experience  on  this  railway  has  shown  that  such  failures,  even  when  resulting  in  a 
"  bum  out "  of  a  motor,  have  never  before  set  fire  to  any  part  of  the  train.  The  risk  of  fire  involved  in 
the  present  railway,  on  which  there  is  but  one  short  terminal  tunnel,  was  less  than  on  ordinary 
steam  railways. 
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This  railway  is  one  of  the  pioneer  lines,  on  which  the  earliest  American  and  other  electric 
railways  were  afterwards  modelled.  The  motors  are  identical  in  pattern  with  those  first  fitted  in 
1893,  but  the  parts  have  been  gradually  replaced  as  they  wore  out.  The  motors  are  overhauled  abont 
once  for  every  30,000  miles  run.  The  armature  of  the  motor,  to  which  the  accident  is  attributed, 
was  re-wound  in  February,  1896.  Since  then  it  has  been  overhauled  and  repaired,  if  necessary, 
11  times,  and  since  February,  1896,  has  run  153,571  miles.  The  magnets  were  re-wound  in 
September,  1899,  and  were  specially  overhauled  in  December  last.  A  train  had  been  fitted 
experimentally  with  modem  iron-clad  motors,  adapted  for  higher  speeds  than  at  present,  but  the 
absence  of  iron  casings  in  the  present  instance  is  not  an  essential  matter. 

Rbcommbndations. 

Flexible  cables  covered  with  India  rubber  or  other  combustible  material  are  used  unnecessarily 
in  many  cases  in  electrical  work.  They  are  a  survival  from  the  earliest  branch  of  electrical  industry, 
namely,  telegraph  work.  They  are  used  from  habit  and  for  convenience.  This  mode  of  construction  does 
not  commend  itself  to  mechanical  engineers.  Combustible  insulating  materials  should  not  be  used 
on  the  main  current  conductors  of  electric  trains,  particularly  in  tunnel  railways.  These  conductors 
should  be  rigid,  and  might  be  bare,  or  enamelled,  or  protected  by  incombustible  ferrules  in  iron 
pipes.  Flexibility  should  be  restricted  to  necessary  points,  and  not  used  for  convenience  in  arranging 
the  conductors.  Flexibility  should  be  provided  by  pinned  hinge  or  knuckle  joints  shunted  by  bare 
flexible  links  of  wire  gauze,  or  cable  braided  with  wire,  or  by  some  other  sound  mechanical  mode 
of  construction. 

Little  or  no  woodwork  should  be  used  in  the  construction  of  electric  locomotives,  or  of  the 
driver's  cabs  of  motor  coaches,  and  in  the  latter,  the  resistances  and  the  controlled  switches  should 
be  placed,  if  possible,  in  front  uf  and  outside  the  cab. 

AliBX.  P.  Tbottbb. 
January  VMh. 


APPENDIX  II. 


Evidence. 


William  Owen  states :   I  am  a  signalman  in 
the  employ  of  the  Liverpool  Overhead  Railway 
Company.    I  have  been  in  the  Company's  ser- 
vice for  upwards  of  six  years.    For  some  time 
past  I  have  been  in  charge  of  the  signal-box  at 
the  Dingle  Station.    On  the  evening  of  Monday, 
the  23rd  of  December,  I  was  on  duty  in  my  box, 
having  come  on  duty  at  3  o'clock.     I  had  the 
road  set  for  the  down  platform  for  the  train 
which  was  due  to  leave  Seaforth  Sands  at  5  p.m. 
and  to  arrive  at  Dingle  Station  at  5.32.    I  noticed 
the  train  coming  up  the  tunnel.    All  went  well 
until  the  train  was  within  about  80  yards  or  so 
of  the  platform,  when  it  suddenly  drew  up.  The 
signals  were  off,  and  there  was  no  reason  why  it 
should  not  have  come  straight  in,  so  far  as  I  was 
concerned.     I,  therefore,  concluded  that  some- 
thing was  wrong.      The  train   was   about  two 
minutes  late.     The.  first  thing  I  saw  after  the 
train  stopped  was  the  driver,  Ashbee,  "switch 
in"  for  the  purpose  of  re-starting  the  train.    As 
soon  as  he  did  this  there  was  a  flare-up  at  the 
rear  of  the  train.    It  was  an  unusually  big  flare- 
ap.      When    he    saw    this,    Ashbee    evidently 
"switched  out"  again.      After    this    he    again 
"  switched  in,"  and  again  there  was  a  big  flare- 
up  ;  and  Maloney,  the  guard  of  the  train,  shouted 
out  from  the  rear  of  the  train,  "  You  will  have  us 
burnt  up  if  you  go  on  like  that."     As  above 
stated,  the  train  should,  in  the  ordinary  course, 
have  come  in  on  the  down  platform.    This  would 
have  necessitated  the  train  crossing  the  points  at 
the  entrance  to  the  station  ;  and  about  this  time 
Ashbee  shouted  to  me,  "  Let  me  go  in  on  the  up 
instead  of  the  down."    This  would  give  him  a 
straight  run  in  and  save  the  curve.     1  at  once 
altered  the  road,  so  as  to  bring  the  train  in  on  the 
up  line,  but  it  never  moved.    I  then  saw  Maloney 
come  forward  to  the  front  of  the  train,  and  heard 
him  say  to  Ashbee,  "  Why  do  you  not  try  one 
motor  ? "     Ashbee's  answer  was,  "  I  know  my 
work."     I  cannot  say  whether  he  did  try  one 
motor  or  inot.     It  was  either  shortly  before  or 
after  this  that  Maloney  said  to  Ashbee,  "  Switch 
in  again,   and  I   will  watch  behind."     Ashbee 
then  switched  in,  and  there  was  at  once  another 
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flare-up  behind,  which  continued,  and  it  seemed 
to  me  that  the  woodwork  of  the  rear  coach — there 
were  three  constituting  the  train — had  caught 
fire.  Maloney  shouted  to  me  to  tell  them  at  the 
generating  station  to  cut  off  the  current.  The 
station  foreman — Rendell — was  standing  on  the 
station  platform,  and  heard  the  request.  He 
accordingly  hurried  up  to  the  platform  telephone 
and,  I  believe,  telephoned  to  the  booking-office 
on  the  sur&tce  to  request  those  in  charge  at  the 
generating  station  to  cut  off  the  current.  I 
believe  that  this  message  was  duly  conveyed,  as 
the  current  was  certainly  cut  off.  I  do  not  know 
what  time  that  was.  I  should  say  that  from  the 
time  of  the  first  flash  till  the  current  was  cut  off 
would  be  four  or  five  minutes.  Before  this  I 
telephoned  to  the  Herculaneum  Station.  I  said, 
"  We  have  a  train  on  fire,  and  you  will  have  to 
work  the  traffic  from  Herculaneum."  I  also  told 
them  to  send  up  the  platelayers.  I  also  told  them 
that  they  would  have  to  move  the  train  which  I 
saw  from  its  light  was  standing  at  the  Hercu- 
laneum advance  signal.  I  afterwards  tried  to  get 
through  to  Herculaneum  again,  but  could  not  do 
so.  I  also  tried  the  bells,  but  they  would  not 
answer.  I  knew  from  this  that  the  connection 
was  cut.  In  the  meantime  I  saw  Ashbee  leave 
his  box,  after  switching  off,  and  go  to  the  rear  of 
the  train.  I  never  saw  him  again.  The  next 
thing  I  saw  was  Maloney  leaving  the  train  and 
hurrying  past  my  box  to  the  station  platform. 
He  returned  with  a  bucket  of  water.  As  he  was 
passing  my  box  I  went  down  the  steps  and 
handed  him  a  chemical  fire-extinguisher,  of  which 
there  are  several  about  the  station.  He  went  off 
towards  the  train,  and  I  never  saw  him  again.  I 
heard  him,  some  little  time  after  this,  shout  for 
the  current  to  be  turned  off.  I  cannot  say  when 
the  current  was  actually  turned  off,  as  I  had 
two  gas  -  lights  in  my  box.  As  Maloney  was 
returning  to  the  train  I  saw  two  passengers 
coming  along  the  line.  They  got  on  to  the  slope 
of  the  platform,  and  stood  for  some  little  time 
watching  the  train  burn.  As  the  fire  had 
now  become  a  big  blaze  I  sent  G.  Gough,  who 
is  train  booker,  and  the  deceased,  O'Brien  (who 
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was  a  lamp  cleaner),  with  the  only  two  lamps 
I  had  in  my  box  to  light  the  passengers  over 
the    cross  -  over  road.      As  O'Brien    had   come 
to  me  for  a  lamp  I  thought  he  must  have  been 
sent  by  Rendell.    They  went,  and  I  saw  them  do 
all  they  could  to  assist  the  passengers.    O'Brien 
oame  back  afterwards  to  get  his  lamp  refilled  as 
he  had  fallen  over  the  rails  and  upset  his  lamp. 
Shortly  after  this  I  left  my  box  and  went  forward 
to  the  train  to  see  if  I  could  be  of  assistance.    I 
got  as  far  as  the  front  coach.    The  heat  and  the 
smoke  were  intense,  and   I  could  not  get  any 
further  forward.    The  second    coach  was  then 
beginning  to  catch  fire.    That  was  the   middle 
coach.  The  rear  coach  was  in  full  blaze.  The  front 
coach  at  that  time  was  not  touched.     Some  of  the 
passengers  were  still  getting  out  of  the  train,  and 
all  had  got  out  to  the  best  of  my  belief  before  I 
left.     I  helped  two  over  the  cross-over  road  and 
left  them  by  the  signal  box,  telling  them  to  keep 
to  the  right.    They  had  only  then  to  go  up  the 
slope  on  to  the  platform.     I  have  every  reason  to 
believe  they  reached  the  surface  safely.     I  then 
Went  back  to  my  signal  box,  and  as  I  was  stand- 
ing on  the  top  of  the  steps  leading  to  it  I  saw 
Rendell  coming  along  the  four-foot  way  on  the 
up  side  with    a    lamp  in  his  hand  lighting  a 
passenger.      They    were    walking    abreast— the 
passenger  had  on  a  top  coat  and  a  bowler  hat — and 
I  think  from'  his  description  it  must  have  been 
Mr.  Bingham.  As  they  passed  my  box  I  shouted  to 
Rendell,  "  What  about  me  ?  "    As  he  was  head 
man  at  the  station  I  wanted  his  instructions  before 
leaving  my  post.     He  did  not,  however,  give  me 
any  answer.     Some  little  time  before  this  I  saw 
O'Brien  at  the  tap  by  my  box  getting  a  drink, 
and  I   told  him  to  go  upstairs  or  he  would  be 
suffocated.    He  left  and  went  up  the  down  plat- 
form as  if  he  was  going  out.    At  that  time  the 
smoke  was  so  dense  I  could  see  no  distance. 
Some  three  minutes  or  so  after  I  saw  Rendell  and 
the  passenger  go  past,  I  left  my  box  and  groped 
my  way  along  the  platform.    Before  starting  I 
took  the  precaution  of  soaking  my  handkerchief 
in  water,  and  putting  it  in  my  mouth.     I  believe 
this  saved  me.    I  am  sure  that  when  I  left  my 
box  the  pile  of  sleepers  had  not  caught  fire,  as 
the  fumes  from  them  must  have  suffocated  me. 
I   heard,  however,  part  of  the  train  falling  to 
pieces,    and    the    air    from    the     Westinghouse 
brakes  go — I  mean  I  heard  it  escaping.    I  worked 
my  way  along  the  platform,  feeling  the  seats,  &c., 
with  my  hands  to  guide  me,  and  at  last  reached 
the  foot  of  the  staircase.    Up  to  that  time  I  had 
never  seen  or  heard  anyone  since  I  left  my  box. 
When  I  reached  the  staircase  1  heard  someone 
calling  for  help.    The  cries  seemed  to  come  from 
somewhere  behind  the  staircase,  by   17  siding, 
near  the  air  shaft.    I  could,  however,  do  nothing  as 
I  was  myself  by  this  time  half  suffocated.   I  cannot 
recollect  how   I  got  up  the  stairs    or    passage 
between  the  booking  office  and  the  top  of  the 
stairs,  but  I  remember  reaching  the  street,  and 
then  I  lost  all  consciousness.     I  understand  that 
I  was  carried  over  to  Porter's  yard,  and  thence  in 
the  ambulance  to  the  Southern  Hospital.    Al- 
though I  am  sure  that  the  actual  fiames  were 
never  near  me  both  my  ears  were  scorched  with 
the  heat.    That  is  why  I  am  bandaged.     My  ears 
are  blistered.     I  am  sure  that  if  Rendell  and  the 
passenger  had  got  on  to  the  platform  instead  of 
going  along  the  four-foot  they  would  have  been 
saved,  as  they  had  quite  three  minutes'  start  of 
me,    I  should  say  that  an  awful  wind  had  been 
blowing  up  the  tunnel  all  the  afternoon,  and  it  was 
this  which  made  the  fire  spread  as  it  did.     My 
only  idea  of  the  time  when  I  left  my  box  would 
be  from  the  time  the  train  came  up  and  stopped 


in  the  tunnel,  and  I  cannot  say  exactly  what  that 
time  was.  The  train  was  not  booked,  because 
it  never  arrived.  The  train  reached  Hercu- 
lanenm  about  5.33,  and  it  would  take  about  four 
minutes  to  run  through  the  tunnel.  I  did  not 
look  at  the  clock.  It  must  have  been  5.37  or 
5.38.  When  the  driver  switched  on  every  time 
there  was  this  flash  in  the  rear — always  in  the 
rear — not  in  the  front.  I  have  not  had  a  similar 
experience  before.  The  driver  did  not  communi* 
cate  to  me  what  was  wrong,  I  did  not  see  if  he 
made  any  attempt  to  disconnect  by  putting  the 
plug  in  the  box  ;  all  he  did  was  to  reverse  the 
switch,  putting  it  in  the  centre.  Ashbee,  when 
I  last  saw  him,  went  to  the  rear  of  the  train.  He 
was  found  about  12  feet  from  the  front  of  his 
train.  I  am  quite  certain  that  I  heard  this  con- 
versation going  on  between  the  driver  and  the 
conductor.  I  saw  two  passengers  stop  on  the 
platform,  for  the  purpose  of  watching  the  fire,  at 
the  bottom  of  the  staircase.  When  I  left  mv  box 
they  had  gone.  I  found  my  way  out  as  I  did 
because  it  is  the  way  I  always  go  up  for 
home  when  I  leave  duty.  When  I  got.  round  the 
corner  I  said  to  myself,  I  shall  be  safe  now  for 
the  platform.  First  I  knocked  against  the  start- 
ing  signal  on  the  north  cross-over,  and  when  I 
went  further  I  got  to  the  waiting  sheds,  and 
groped  along  them.  They  are  covered  sheds. 
I  got  along,  and  after  knocking  myself  four  or 
five  times  I  got  to  the  bottom  of  the  staircase,  and 
got  hold  of  the  bannister,  which  was  wringing- 
wet.  I  then  heard  somebody  cry  for  help,  and  I 
took  the  handkerchief  out  and  gasped  for  breath, 
but  I  could  see  nobody,  and  as  I  felt  the  smoke 
I  put  my  handkerchief  back  in  my  mouth  and 
got  up.  I  told  the  passengers  who  were  passing 
my  box  to  keep  to  the  right,  because  if  they  went 
to  the  left  they  would  get  on  the  four -foot. 
There  was  then  no  fire  at  all  on  the  platform^ 
nor  were  the  sleepers  on  fire  then,  or  I  could  not 
have  stopped  there.  There  was  only  smoke  and 
heat ;  and  the  higher  I  got  up  the  staircase  the 
more  heat  I  got.  That  rather  surprised  me,  and 
I  was  very  glad  when  I  got  to  the  top.  I  am 
confident  that  if  those  passengers  I  last  saw  there 
had  kept  on  the  platform  they  would  have  been 
saved.  The  last  persons  to  pass  me  were 
Rendell  and  the  gentleman  in  the  round  hat.  If 
they  had  got  on  to  the  platform  they  would  have 
been  safe,  but  as  it  was  they  got  on  to  the  f our-^ 
foot,  and  groped  about,  and  got  into  the  No.  17 
siding.  They  were  walking  side  by  side  when  I 
saw  them,  and  they  had  a  good  three  minutes.. 
If  they  once  missed  the  front  of  the  staircase 
they  would  go  wrong. 

George  Gough  said  :  I  am  train  booker  in  the 
employ  of  the  Company,  and  was  on  duty  on  the 
aftemoon  of  Monday,  the  23rd  of  December.  It 
was  my  duty  to  stand  in  the  signal  box  with 
Owen  and  book  the  trains  as  they  passed  the 
cabin  in  and  out.  I  was  in  the  cabin  when  the 
5  o^clock  irain  ex  Seaforth,  due  at  5.32,  was 
coming  up  the  Dingle  tunnel.  It  was  about  three 
minutes  late.  I  was  standing  at  the  window 
waiting  to  catch  the  numbers  of  the  coaches,  and  I 
saw  the  train  suddenly  stop  and  the  lights  in  the 
train  go  very  low.  A  short  time  after  the  train 
came  to  a  standstill,  1  heard  the  guard,  Maloney, 
shouting  out  for  hand  lamps.  The  electric  light 
in  the  station  had  then  gone  out,  and  all  was  dark. 
Owen  handed  me  two  lamps.  One  of  these  I 
gave  to  O'Brien,  and  we  went  down  to  the  train. 
There  was  only  one  coach  alight  then — the  rear 
one.  Even  then  it  was  a  big  blaze.  The  pas- 
sengers were  all  coming  out.  One  pa»>.senger 
refused  the  hand  lamp  which  I  offered  him,  as 
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he  said  be  could  find  his  own  way  without  it. 
I  heard  Rendell  twice  tell  the  passengers  to  make 
their  way  upstairs  as  soon  as  ever  they  could,  but 
several  of  them  stood  by  on  No,  12  siding  by  the 
pile  of  sleepers.  They  didn't  appear  to  pay  any 
attention  to  what  Rendell  said.  If  they  had  all 
gone  off  when  I  first  went  down  they  would  all 
have  been  saved.  I  lighted  three  passengers  from 
the  train  to  the  bottom  of  the  staircase.  I  then 
returned  to  the  train.  On  my  way  I  picked  three 
fire  extinguishers  up  and  handed  them  to  Maloney, 
who,  with  Ashbee,  was  doing  all  he  could  to  put 
the  fire  out.  I  then  guided  five  more  passengers 
from  the  train  to  the  bottom  of  the  staircase.  I 
left  O'Brien  at  the  top  by  the  signal  box  as  he 
wouldn't  work  any  more  ;  and  I  gave  his  lamp  to 
one  of  the  passengers.  After  seeing  these  five 
passengers  start  up  the  staircase  I  returned  for 
O'Brien.  I  found  him  still  by  the  tap.  He  was 
partially  unconscious,  and  I  had  to  shake  him. 
I  led  him  to  the  staircase  and  hoped  he  would 
make  his  way  up.  I  heard  someone  shouting  on 
the  permanent  way  on  the  up  line,  about  opposite 
the  signal  box.  I  crawled  back  along  the  plat- 
form on  my  hands  and  knees  and  found  a  pas- 
senger at  the  point  indicated.  He  was  moaning.  I 
had  previously  wetted  my  coat  and  put  it  over  my 
head.  1  led  him  to  the  platform  and  about  half 
way  along  it,  when  he  told  me  to  leave  him,  as  he 
couldn't  go  any  further.  He  handed  me  a  note 
to  deliver.  I  unfortunately  lost  this.  He  had  a 
light  coat  on  and  spectacles.  I  struggled  along 
the  platform,  but  fell  ofif  it  on  to  the  permaTient 
way.  At  this  time  I  heard  Owen  running  along 
the  platform.  I  knew  it  was  him  as  I  recognised 
his  step.  I  eventually  reached  the  slope  on  to 
the  platform.  I  found  my  way  up  the  staircase 
and  passage  into  the  booking  hall.  At  the 
entrance  I  was  met  by  driver  James,  and  I  do 
not  remember  any  thing  further  till  I  found  myself 
in  the  hospital.  I  was  not  burnt  at  all,  nor  were 
my  clothes  dinged.  I  had  got  under  the  tap  and 
soaked  all  my  clothes.  I  can  account  for  O'Brien's 
movements  up  to  the  time  I  left  him  at  the 
bottom  of  the  staircase,  and  I  do  not  think  that 
he  can  have  taken  sheltf^r  in  the  foreman's  hut. 
I  have  no  idea  how  he  came  to  wander  down  to 
the  end  of  the  platform  where  he  was  found.  I 
left  him  at  the  foot  of  the  stairs — I  am  sure  of 
that — on  the  down  side.  I  went  the  way  tho  pas- 
angers  go  up — the  proper  way  out.  After  that  I 
went  back  on  the  up  side,  and  tumbled  into  the 
four-foot,  and  then  crawled  up  the  slope  on 
my  hands  and  knees  and  got  up  again.  I  could 
see  nothing  before  me  at  that  time.  Our  gas  in  the 
signal  box  kept  alight.  The  electric  light  in  the 
-station  had  gone  out.  I  could  not  say  how  long 
ithat  was  after  the  train  had  oome  to  a  stand. 
The  gas  light  was  burning  through  the  fog. 
There  is  no  doubt  it  was  there.  I  just  heard  the 
•conversation  between  the  driver  and  the  guard. 
The  guard  shouted  to  the  driver.  I  think  it  was 
to  ask  the  signalman  to  let  him  come  straight 
in  on  the  straight  run.  I  then  heard  a  shout  from 
the  driver  to  the  signalman.  I  saw  flashes  come 
from  the  train  at  the  rear  end  after  it  came  to  a 
stand.  I  saw  the  driver  come  out  of  his  box  and 
•examine  his  train.  After  the  shouting  we  went 
with  lamps  to  them.  The  passengers  were 
coming  out  then,  and  the  driver  stood  in  the 
siding  watching  his  train.  I  should  say  there 
were  15  to  18  passengers.  Some  of  them 
went  away  at  once,  and  some  of  them  stayed 
behind  to  look  at  the  train  burning.  Those  I  let 
out  would  be  some  of  them.  Those  who  went  away 
•at  once  did  not  need  any  assistance.  I  got  away 
after  Owen  did.  I  was  the  last  out  of  the  station. 
The  first  set  of  passengers  walked  straight  away 
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from  the  train  ;  the  others  remained,  but  bye-and- 
bye  began  to  move.  I  should  say  fully  ten 
minutes  elapsed  between  the  two  sets  moving 
away.  The  last  lot  stood  there  watching  in  the 
siding,  and  the  foreman,  Hendell,  remarked  to 
them  that  if  they  valued  their  lives  they  should 
firo,  but  they  took  no  further  notice  of  him.  He 
cautioned  them  and  told  them  to  go.  They  had 
got  off  the  platform  on  to  No.  12  siding  by  the 
sleepers.  They  were  standing  alongside  the 
train  and  watching  it — some  were  right  opposite 
the  second  smoker.  When  those  passengers 
began  to  move  out  the  middle  carriage  was  well 
on  fire.  I  should  think  there  were  five  or  six 
passengers  there  then. 

William  Shuttleworth  said :  I  am  booking 
clerk  at  the  Dingle  Station,  Liverpool  Overhead 
Railway.  On  the  23rd  of  December  I  was  on  duty 
in  the  evening.  The  first  thing  that  drew  my 
attention  to  anything  being  wrong  down  below 
was  the  foreman  ringing  me  up  to  communicate 
with  the  generating  station  to  turn  off  the  current 
at  once.  He  telephoned  from  the  platform  to  the 
booking  ofBce  to  ring  up  the  generating  station 
on  the  Exchange  wires,  and  tell  them  to  cut  the 
current  off.  We  have  a  telephone  from  the 
booking  office  to  the  platform,  and  from  the 
booking  office  to  the  Exchange,  and  there  is  a 
line  wire  as  well  direct  to  the  generating  station. 
We  could  also  have  telephoned  to  the  generating 
station  from  the  platform,  and  Rendell  could 
have  done  it  himself  if  he  had  wished.  The 
generating  station  admitted  receiving  the  other 
message.  It  is  hard  to  say  what  time  it  was 
exactly  that  I  got  the  message  from  Rendell. 
I  did  not  look  at  the  time.  I  did  not  know  that 
anything  vras  wrong  until  five  minutes  after,  and 
then  he  gave  me  a  message  to  fet<;h  the  Chief 
Inspector,  Fox — he  is  chief  inspector  of  the 
uniform  staff — as  there  was  a  train  on  fire  in  the 
tunnel.  I  delivered  the  message.  After  coming 
down  from  Inspector  Fox's  bouse — he  lives  on 
the  premises,  over  the  station — he  came  down, 
and  I  met  him  in  the  hall.  I  went  to  the 
booking  office  again.  I  could  not  say  what 
became  of  Fox.  The  smoke  was  then  becoming 
thick  and  I  left  the  booking  office.  At  that  time 
none  of  the  passengers  had  come  upstairs.  I 
then  went  into  the  street  and  met  a  policeman, 
who  asked  me  where  the  smoke  was  coming 
from,  and  I  explained.  I  then  saw  some  passen- 
gers come  up.  I  could  not  say  what  the  time 
was  then.  I  remember  some  passengers  getting 
caught  in  the  passage  where  the  bicycles  are 
kept.  I  heard  them  shouting  out.  I  ran  over  to 
Porter's,  the  undertakers,  right  opposite  the 
station,  and  told  them  to  get  anything  they  could 
to  smash  in  the  doors  and  windows.  I  could  not 
help  them  to  climb  over  the  barrier  between  the 
passage  and  the  booking  hall.  I  had  been  in 
there  twice  and  had  had  to  come  out  again,  the 
smoke  was  so  thick.  All  the  station  doors, 
except  the  one  leading  into  the  bicycle  passage, 
were  open.  There  are  four  doors  altogether,  and 
three  were  open,  each  six  feet  wide.  I  say  that 
when  I  went  back  to  the  booking  hall  the  smoke 
was  so  dense  that  I  had  to  come  out  again.  We 
then  smashed  in  the  windows  in  the  passage, 
and  two  of  the  passengers  were  lifted  out  at  the 
side,  through  the  windows.  Which  way  the 
others  were  got  out  I  could  not  say.  The  barrier 
at  that  point  is  about  up  to  my  chest,  say  4  feet 
6  inches.  It  was  very  black  smoke,  and  the 
passengers  were  excited,  I  think.  The  electric 
lights  had  gone  out  upstairs  before  that,  but  we 
still  had  th«  gas  jets  all  alight.  It  was  the  smoke 
which  would  prevent  those  in  the  passage  with  the 
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dosed  door  in  front  of  them  from  seeing  the  other 
three  doors.  You  could  not  see  the  wall  in  front 
of  yon.  The  bulk  of  the  electric  lights  would  go 
out  about  5.48.  That  was  the  time  the  generating 
station  switched  off  the  current.  If  any  of  the 
passengers  in  that  passage  had  thought  of  getting 
over  that  barrier  they  could  easily  have  done  so. 
There  were  some  bicycle  stalls  there  which 
would  have  given  them  help,  and  once  over  there 
was  nothing  to  prevent  them  getting  out  at  the 
other  doors.  They  could  have  found  their  way 
out,  but  nobody  could  see  them  from  the  street. 
There  was  no  bicycle  obstacle  in  the  way.  The 
gas  lights  were  not  out ;  they  are  always  lit,  but 
ttiey  were  practically  useless  because  of  the  dense 
smoke.  That  would  apply  to  the  platform  too. 
They  are  incandescent  lights.  We  generally  turn 
them  up  about  four  or  five  o'clock  in  the  evening, 
and  they  are  all  lighted  up  just  by  the  pull  of  a 
chain  down.  I  am  sure  that  they  were  burning. 
They  were  put  out  about  10  o'clock — ^at  least  it 
was  then  I  told  the  firemen  where  the  meter  was. 
They  were  not  put  out  before  the)  firemen  came 
and  put  them  out.  They  were  all  alight  in  the 
booking  office,  except  one,  which  had  gone  out 
with  the  draught,  I  suppose.  I  saw  some  of  the 
passengers  who  came  by  this  train  simply  walk 
out  of  the  station.  All  was  clear  then.  I  did  not 
know  that  there  was  anything  wrong,  and  they 
did  not  say  anything.  About  eight  came  up 
then.  That  was  before  I  had  any  communication 
from  below.  There  was  no  ticjcet  collecting ; 
the  second-class  have  no  tickets  at  all  and  the 
first-class  tickets  are  collected  at  the  Hercu- 
laneum,  so  that  there  would  be  no  delay  in 
collecting  tickets  at  the  Dingle  at  all.  It  would 
not,  therefore,  be  my  duty  to  watch  the  passengers 
going  out,  but  I  happened  to  see  them,  with  the 
booMng  office  door  open.  When  I  was  giving 
the  message  from  Rendell  by  the  telephone  a 
passenger  came  up  whom  1  had  booked.  There 
were  only  two  to  go  out  by  that  train,  and  one 
came  up  for  his  fare  back,  as  he  could  not  wait. 
I  was  then  on  the  telephone.  I  did  not  see  the 
other  then,  but  I  saw  him  again  on  Christmas 
morning  at  the  station.  As  to  the  man  who  came 
back  for  his  fare,  I  could  not  attend  to  him  then 
as  I  was  on  the  telephone,  and  he  went  away. 
I  don't  know  where  he  went  to.  Between 
Dingle  Station  and  the  generating  station  there 
are  eight  stations.  The  generating  station  is 
between  the  Nelson  and  Huskisson  Stations. 

Inspectm*  Lenthall  said  :  I  am  a  traffic  inspector 
on  the  Overhead  Railway.  On  the  night  in 
question  I  was  going  to  the  Dingle,  with  the  idea 
of  getting  into  the  6.20  train,  but  when  I  got  to  the 
station  I  found  volumes  of  smoke  coming  out  there. 
I  inquired  if  there  were  any  passengers  down  below, 
and  they  said  they  thought  there  were.  I  then 
went  to  the  side  leading  to  the  bicycle  house. 
A  window  was  broken  there,  and  I  endeavoured 
to  get  through,  but  the  fumes  drove  me  back 
again.  There  was  a  passenger  then  came  up 
from  the  inside,  and  two  of  the  undertaker's  men 
from  the  place  opposite  dragged  the  man  through 
the  window.  I  found  that  I  could  be  of  no  use 
there,  so  I  went  round  to  the  Herculaneum,  and 
walked  up  the  tunnel,  and  met  the  night  inspector 
who  was  on  duty.  He  told  me  I  should  not  go 
any  further,  as  I  could  not  be  of  any  use  up  there, 
as  it  was  like  a  furnace  ;  so  I  came  back  with  him 
to  Dingle  to  see  if  I  could  be  of  any  benefit  there. 
I  made  myself  known  to  Superintendent  Thomas, 
of  the  Fire  Brigade,  and  said  that  if  1  could  be  of 
any  use  to  him  I  should  be  only  too  pleased,  and  I 
explained  to  him  how  and  where  the  train  was  on 
fire,  and  how  he  could  get  at  it  by  running  a  hose  up 


the  tunnel.  He  said  ^'  You  had  better  come  round 
with  me  to  the  other  end.'*  Then  I  took  him 
round  and  up  the  tunnel,  and  the  hose  pipe  waa^ 
run  up  to  the  train  from  the  Herculaneum.  That 
was  how  the  fire  was  first  subdued  from  that  end* 
When  I  first  got  to  the  Dingle  it  was  about 
6.18  p.m.  I  do  not  know  at  what  time  the 
message  was  sent  to  cut  off  the  current. 

Richard  Orford  said  : — I  am  station  foreman 
at  the  Herculaneum  Dock  Station.    The  train  in 
question  arrived  late,  and  I  sent  it  on  to  the  Dingle, 
and  I  was  about  to  send  on  the  train  follow- 
ing, when  I  heard  a  telephone  message  coming 
through  from  the  Dingle  on  the  down  platform. 
I  said  to  the  man  there  '^  What  is  the  matter  at 
the  Dingle  ?  "  and  he  said  ^'  There  is  something 
wrong  with  Ashbee's  train  — the  latter  end  of  it  is 
on  fire,  or  something — so  the  signalman  says." 
That  was  Owen  who  passed  the  word  down  to 
the    signalman    at  the    Herculaneum.    I    went 
across  to  the  telephone  to  speak  to  Rendell,  the 
deceased  station  foreman — he  was  on  the  telephone 
trying  to  get  to  the  generating  station.     I  asked 
"What  is    the    matter,  Tommy,"  and  he    said 
"  Ashbee's  train  is  on  fire  in  the  tunnel,  and  I 
want  to  get  the  generating  station  to  take  the 
current  off."     I  said  "  I  will  take  off  my  switches^ 
and  get  the  traffic  going  from    Herculaneum." 
The  current  was  then  taken  off  immediately  and 
I  then  went  to  take  my  switches  out,  which  of 
course  disconnected  us  with  the  Dingle.     I  tele- 
phoned then  to  the  generating  station  to  put  the 
current  on  again,  and  they  did  so,  and  we  worked 
the  traffic  from  Herculaneum.    As  near  as  possible 
that  was  ten  minutes  to  six.    That  was  when  I 
heard  this  conversation  between  Rendell  and  the 
generating  station  on  the  up  line  wire.    We  could 
telephone  direct  without  stopping  at  the  inter- 
mediate stations.    There  is  a  code  for  each*station» 
which  of  course  would  not  be  interrupted  as  they 
would  know  that  it  was  an  urgent  message  to  the 
generating  station.    The    train    was    booked    to 
arrive  at  5.32  and  it  was  six  minutes  late.    It 
was  an  ordinary   train  stopping  at  all  stations* 
The  run  from  our  station   to  the  Dingle  takes 
four  minutes.    That  is  the  booked  time.     I  saw 
the  train  as  it  passed  through  our  station.     I  col- 
lect the  tickets,  and  as  the  train  was  a  bit  late  the 
deceased  driver  said  ^*  Look  as  quick  as  you  can, 
I  am  a  bit  late."    Maloney,  the  guard,  collected 
the  tickets  in  the  first  non-smoker,  and  I  collected 
the  tickets  in   the    first  smoker ;   and   I  think 
there  were  about  six  tickets  in  the  first  smoker. 
I  particularly  remember  that  because  there  was  a 
friend  of  mine  in  the  coach — a  Mr.  Cornish.    The 
first  smoker  is  in  the  centre  coach,  in  the  three- 
coach  trains.    There  are  only  two  classes — first 
and  second.    The  only  thing  I  noticed  in  con- 
nection with  the  train  was  that  the  insulation  was 
smelling  ;  and  often  when  the  train  is  lato  they  do 
smell,  through  over-heating  of  the  resistance  coil 
or  something  of  that  kind.    It  was  in  the  rear  of 
the  train  that  I  smelled  it.    It  had  been  wet  all 
day.    Ashbee  did  not  complain,  but    Maloney 
said  ^^  She  is  humming,  isn't  she  ?  "     That  meant 
that  she  was  smelling.    That  is  merely  a  by- word 
amongst  the  employees  when  the  train  smells  a 
little.    That  is  not  a  frequent  occurrence.    It  is 
the  name  that  has  been  in  use  ever  since  the  line 
was  started — a  by-word.    I  should  say  that  there 
were  about  nine  first  and  twenty  second-clasa 
passengers  in  the  train  as  far  as  I  recollect  when 
she  left  for  the  Dingle.    A  great  number  got  out 
at  Herculaneum.    The  five  o'clock  train  is  one  of 
the    heaviest    trains    for    workmen ;     but    the 
majority  get    out  at  Brunswick,    Toxteth,  and 
Herculaneum. 
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Charles  Cunliffe  said :  I  am  the  foreman 
driver.  I  have  to  see  the  drivers  start  work  at 
the  Seaforth  Station  first  thing  in  the  morning 
at  4.30.  Fonr  of  them  start  duty  at  the  south 
«nd,  but  I  see  them  when  they  come  down,  I 
see  every  driver  whilst  I  am  on  duty,  to  see  if 
they  are  fit  for  their  work,  I  am  on  the  early 
shift,  from  4.30  a,m.  to  1.30  p.m.,  so  that  I  was 
not  on  duty  on  Monday  evening.  I  saw  Ashbee 
come  on  duty  at  1.15,  and  take  his  train  at  1.30. 
I  did  not  see  him  again.  He  was  in  proper  con- 
dition for  his  work,  and  a  steady  man.  I  do  not 
know  that  I  ever  saw  him  the  worse  for  drink. 
He  was  a  very  good  driver.  I  have  had  no  com- 
plaints to  make  against  him.  He  never  made  any 
mistakes  in  handling  his  train.  I  have  nothing 
to  do  with  the  guards.  I  did  not  notice  Maloney 
in  particular.  As  to  the  trains  and  motors,  if  a 
driver  makes  a  report  to  me  I  examine  them,  and 
if  I  think  they  are  not  fit  to  run  I  send  them  out 
of  the  service.  I  did  not  get  any  report  whatever 
about  the  motor  in  question.  Each  driver  is  pro- 
vided with  a  book  in  which  to  make  reports  on 
the  behaviour  of  the  motors,  or  other  matters.  I 
have  nothing  to  do  with  the  putting  together  of 
the  motors.  I  am  not  an  electrician.  I  saw  the 
train  when  it  went  out  at  1.30.  I  did  not  see  the 
train  again,  of  ^course,  as  I  went  off  duty.  If  a 
driver  reports  to  me  that  a  train  has  something 
the  matter  with  it,  I  look  into  it,  and  if  necessary 
have  it  exchanged.  I  am  satisfied  that  this  train 
was  in  proper  condition  when  I  was  on  duty  that 
day.  I  have  never  had  any  complaint  about  it  on 
previous  occasions.  It  only  came  out  of  the  shed 
that  morning  after  being  overhauled.  It  went 
into  the  shed  on  the  Saturday  to  be  overhauled. 
It  was  the  ordinary  overhaul ;  only  for  the  brakes 
to  be  put  in  proper  condition  and  adjusted. 

George  Jackson  said  :  I  am  coach  lifter  in  the 
Company's  employ.  That  means  lifting  the 
coaches,  and  doing  general  repairs  to  them.  I 
have  to  do  with  the  fixing  of  new,  or  the  repairing 
of  old  motors.  The  motor  in  question  was  in 
working  order  when  it  went  out  of  the  shed.  It 
went  out  on  Monday  morning  about  8.48.  I  do 
not  remember  whether  it  underwent  some  exten- 
sive repairs  about  two  months  ago.  I  daresay  it 
may  have  been  under  another  coach.  I  could  not 
say  how  long  it  had  been  under  that  coach.  As 
fsu*  as  I  know  it  was  in  proper  working  order  on 
Monday  morning.  No  complaint  had  been  made 
on  Saturday  about  the  train,  except  that  it  was 
running  slow — losing  time.  That  would  be  due 
to  the  brakes,  and  that  is  what  it  went  into  the 
shed  for — ^and  the  brakes  were  adjusted.  I  am 
not  aware  that  any  complaint  was  made  on  Satur- 
day about  the  motors  that  they  were  "humming." 
On  that  report  given  to  me  I  adjusted  the  brakes, 
and  left  them  in  working  order.  If  I  had  heard 
anything — any  complaint — I  would  not  have  let 
the  train  go  out  on  Monday  morning.  A  little 
** humming"  would  not  be  regarded  as  a  great 
matter.  That  would  not  prevent  my  sending  the 
train  out.  They  often  make  a  bit  of  a  "hum  "  on 
account  of  the  friction  of  the  brushes.  The  same 
driver  does  not  always  stick  to  the  same  train. 
Ordinarily,  the  same  driver  keeps  to  the  same 
train  till  dinner-time,  and  then  another  man  takes 
the  train  from  him.  I  have  not  heard  any  com- 
plaint about  that  train  since  the  motor  was 
repaired  or  renewed  some  months  back. 

Alfred  Ingram  states : — I  am  motor  and  carriage 
superintendent  in  the  service  of  the  Company. 
I  have  been  in  its  service  ever  since  the  opening 
of  the  railway.  I  have  before  me  the  history  of 
the  train,  consisting  of  coaches  Nos.  32,  5  and  35, 


from  the  date  of  its  building  and  delivery  to  us 
down  to  the  23rd  December  last,  when  it  was 
burnt.  Our  original  trains  Consisted  of  two 
coaches,  but  this  one  was  converted  in  1897  into 
a  three-coach  train.  It  was  delivered  to  us  by  the 
makers  in  1894,  and  then  consisted  of  two  motor 
coaches.  In  1897  we  introduced  a  third  coach 
between  the  two  motor  coaches,  and  since  then 
those  three  coaches  have  always  been  worked 
together.  These  coaches,  including  the  con- 
trollers, bogies,  Ac.  (but  not  including  the  motors), 
have  been  overhaided  14  times  since  they  were 
delivered  to  us,  and  have  be^n  thoroughly 
repaired  and  varnished  three  times.  The  last 
time  they  were  overhauled  was  between  the  27th 
May  and  the  5th  July,  1901,  when  they  were  in 
the  carriage  shed.  I  should  say  that  every  night 
the  trains  are  examined  to  see  that  all  is  in 
order.  I  find  that  the  total  mileage  of  these 
coaches  since  they  were  delivered  was  202,681 
miles.  The  armatures  and  field  magnets  consti- 
tuting the  motors  are  interchangeable,  and  those 
which  were  under  the  ill-fated  train  at  the  time 
of  its  destruction  had  previously  been  under 
several  other  coaches.  I  have  before  me  the 
history  of  the  motors  under  both  the  front  and 
rear  coaches. 

(1)  South  Motor  (i.e.,  the  one  which  was  at 
the  front  of  the  train,  and  to  which  the  acci- 
dent is  not  attributed). 

The  Armature  was  re-wound  and  went 
for  traffic  on  the  17th  March,  1900.  Since 
then  its  mileage  had  been  26,911  miles. 

Tfie  Field  Magnets  were  re-wound  in 
March,  1897.  In  November,  1899,  they  were 
repaired,  and  three  layers  taken  off  and 
replaced. 

(2)  North  Motor  {i.e.,  the  one  at  the  rear  of 
the  train,  and  to  which  the  accident  is  attri- 
buted). 

The  Armature  was  re-wound  in  February, 
1896.  From  that  date  to  the  day  of  the 
accident  this  armature  had  been  overhauled, 
and,  when  necessary,  repaired  1 1  times.  The 
last  time  this  armature  was  under  special 
observation  was  between  the  26th  November 
and  the  lOth  December  last,  when  it  was  in 
the  repairing  shed.  Since  February,  1896, 
the  mileage  of  this  armature  had  been 
153,571  miles.  During  this  period,  however, 
it  had,  as  above  stated,  been  overhauled  11 
times. 

The  Field  Magnets  were  re-wound  in  Sep- 
tember, 1899,  and  were  also  specially  over- 
hauled between  the  26th  November  and  the 
10th  December  last. 

I  last  saw  the  north  motor  out  from  under  the 
train  between  these  dates.  I  have  a  distinct 
recollection  of  it,  as  it  stood  during  that  time 
before  my  office.  Onder  my  directions  the  outer 
covering  of  the  field  magnets  was  stripped  off  and 
replaced.  When  this  had  been  done  I  inspected 
it  and  found  the  motor  was  in  good  running 
order.  The  last  time  I  saw  both  motors  under  the 
train  was  on  the  morning  of  Saturday,  the  21st 
December  last,  when  I  walked  round  and 
examined  the  train.  It  was  reported  to  me  that 
the  brakes  were  tight,  but  no  other  complaint 
V7as  made  about  the  train.  I  gave  instructions  to 
George  Jackson,  'the  Company's  coach-lifter,  to 
have  the  brakes  let  out  and  adjusted.  This  was 
done.  The  train  again  went  into  traffic  on  the 
morning  of  Monday,  the  23rd  December  last,  the 
day  of  the  accident.  From  the  lOth  December 
last,  when  the  train  was  put  into  traffic  again,  after 
the  north  motor  had  been  overhauled,  down  to  the 
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accident,  no  complaints  were  made  regarding  the 
electric  mechanism  of  the  train.  I  produce  the 
foreman  driver's  reports  for  this  period  showing 
this  to  be  the  ease.  I  find  that,  according  to  our 
experience,  the  average  mileage  of  an  armature  has 
been  30.516  miles,  but  we  have  had  an  armature 
which  has  done  as  many  as  180,000  miles.  The 
average  mileage  of  a  field  magnet  I  find  to  have 
been  1)J9,478  miles.  We  have  altogether  77 
motors  at  one  time  or  another  in  use.  We  over- 
liaul  the  motors  in  their  turn  whether  they 
appear  to  want  it  or  not.  The  motors  in  this 
case  had  not  escaped  their  turn.  They  had  been 
examined  at  the  usual  times.  What  draws  our 
attention  to  the  necessity  for  more  serious  repairs, 
such  as  re- winding,  is  an  armature  burning  out. 
Unless  we  have  a  special  report  from  a  driver  the 
trains  are  taken  in  turn.  According  to  my 
experience  we  have  an  armature  burning  out 
about  once  a  fortnight,  and  a  field  magnet  about 
everv  nine  or  ten  weeks.  This  is  not  a  matter  of 
any  consequence,  and  simply  involves  the  re- 
winding of  the  armature  or  field  magnets,  as  the 
case  may  be.  We  keep  a  staff  of  men  for  this 
purpose.  This  burning  out  arises  from  various 
causes,  such  as  rain,  sleet,  or  snow  blowing  under 
the  train  on  to  the  motor,  various  parts  of  the 
motor  being  exposed,  &c.  There  was  a  great  deal 
of  wind  and  rain  on  the  afternoon  of  the  23rd 
December  Inst.  We  have  never  before  had  a  case 
of  a  fire  setting  alight  the  body  of  a  carriage, 
arising  from  the  burning  out  of  an  armature  or 
field  magnet.  We  had  a  fire  in  July,  1899,  whilst 
I  was  away  on  my  hiolidays,  but  this  was  caused 
by  the  resistance  wires,  and  had  nothing  to  do 
with  the  motor.  Also  a  small  one  in  a  driver's 
cab  during  the  first  year  of  our  running,  which 
arose  from  a  similar  cause,  viz.,  the  resistance 
wires.  These  we  have  made  a  practice  of  cover- 
ing, wherever  exposed,  with  asbestos.  The  tire 
in  the  present  case  cannot,  in  my  opinion  have 
arisen  from  the  resistance  wires. 

Stephen  B.  Cottrell  states :  I  am  the  general 
manager  and  engineer  of  the  Liverpool  Overhead 
Railway.  When,  as  the  boy  told  us,  the  lights 
went  low  there  must  have  been  a  pretty  short 
circuit.  Our  trains  are  supplied  with  automatic 
circuit-breakers.  They  are  set  to  go  at  about  160. 
They  do  frequently  go  from  overloading ;  one 
may  go  half-a-dozen  times  on  a  journey  with 
an  extra  load  of  passengers  on  a  bad  road.  I 
should  think  it  probable  that  when  the  driver 
brought  the  switch  in  again  the  circuit-breaker 
would  go.  But  we  cannot  say  ;  driveni  some- 
times hold  their  switch  in.  Whether  he  did 
that  or  not,  of  course,  we  cannot  say.  It  has 
never  been  anticipated  that  an  armature  or  field 
magnet  taking  fire  would  set  fire  to  a  train  ; 
and  the  question  of  smoke  and  suffocation  has 
never  occurred  to  us  as  a  possible  danger. 
Of  course,  now,  after  the  event,  we  can  be  wise. 
Our  motors  are  of  the  original  type — ^the  general 
type  originally  employed  nine  3ears  ago.  We 
have  not  altered  them  appreciably,  in  order  that 
they  may  be  all  interchangeable.  The  only  alter- 
ation we  made,  as  Mr.  Ingram  said,  was  the  con- 
verting some  trains  into  three  instead  of  two 
coaches  each,  and  we  re-wound  the  magnets  to 
bring  them  up  to  be  suitable  for  three-coach 
trains — ^that  is  the  only  alteration.  After  nine 
years,  of  course,  a  good  many  alterations  have 
been  made  in  motors ;  and  if  we  should  be 
altering  or  changing  our  motors,  we  should  un- 
doubtedly put  in  the  iron-clad  type  now — it  is  a 
more  up-to-date  motor,  undoubtedly.  We  have 
never  had  any  serious  fire  breaking  out  in  the 
cab  ;  but,  undoubtedly,  it  would  be  wise  to  take 


all  possible  precautions  in  the  cab  also.  The 
tive  positions  of  the  burnt  train,  and  of 
sleepers  in  the  tunnel,  are  accurately  markedi, 
the  plan  before  the  inspector.  The  nearest 
of  the  sleepers  from  the  train  would  be  18 
away  from  the  front  end  of  the  train — ^that 
they  were  nearest  to  the  last  coach  that  ca 
fire,  and  when  I  was  thej*©  at  9  o'clock  that 
of  sleepers  looked  like  a  fresh  blaze,  as  tho 
they  h  <d  not  caught  fire  more  than  an  hour 
fore.  We  have  evidence  fhat  passengers  wi 
first  standing  here  (indicating)  and  then  here 
the  siding,  which  they  could  not  have  done  if 
sleepers  had  been  on  fire.  That  position  wo 
have  been  untenable,  and  so  would  the  sig 
cabin.  As  to  the  precautions  taken  to  protect 
station  from  fire,  the  station,  from  the  very  fi 
has  been  always  equipped  with  suitable  hydran 
situated  at  each  end  of  the  platform,  with  a  pro 
length  of  hose  to  cover  what  is  called  the  stati 
ground.  That  hose  was  systematically  run  o 
and  had  a  periodical  inspection  by  our  o 
staff  ;  and,  further  than  that,  I  arranged 
a  gentleman  named  Isaacs,  of  South  Jo 
Street,  who  is  a  fire  appliance  expert  and 
big  amateur  fireman,  and  he  inspected  o 
appliances  gratuitously  for  us,  and  instruct 
the  men  in  their  proper  use.  Beyond 
we  had  the  station  equipped,  as  all  our* 
stations  are,  with  chemical  fire-ex linguishers. 
The  hydrants  were  in  perfectly  good  order  at  . 
this  time,  though,  I  suppose,  there  was  no  time  i 
to  get  them  on.  In  regard  to  lighting,  there  were  * 
two  systems  of  lighting  available,  viz.  (1)  the 
main  electric  current,  and  (2)  gas.  It  was  also 
formerly  lighted  by  means  of  accumulators,  but  I 
put  in  gas,  owing  to  the  difficulty  of  keeping  the 
accumulators  in  order.  Therefore  we  gave  our 
attention  to  the  gas,  and  it  was  supplemented  by 
the  electricity  ;  and  the  gas  is  always  available  to 
light  all  the  vital  positions.  Being  incandescent 
burners,  they  are  always  alight,  and  one  actioa 
would  put  them  all  on.  You  have  heard  that  the 
gas  was  on  in  the  booking-hall  and  also  in  the 
signal-cabin,  at  the  two  extreme  ends  of  the 
station,  so  we  may  say  that  it  was  on  all  the  way 
through.  The  signal-cabin  was  the  last  place  with 
a  gas-light.  The  signals  are  lighted  electri- 
cally, but  we  have  gas  in  them  as  well.  The 
fire  did  not  apparently  put  the  gas  out.  We 
have  a  lot  of  evidence  that  the  gas  was  alight 
in  the  signal-cabin ;  but  the  other  evidence 
shows  that  the  smoke  was  so  dense  that,  what- 
ever light  we  had  had,  it  would  have  been 
of  no  use.  The  train  which  was  standing 
in  the  station  would  be  there  in  the  ordinary 
course.  We  keep  a  spare  train  there,  if  possible, 
to  be  available  in  case  of  an  armature  burning, 
and  in  this  case  Rendell  would  have  changed  the 
driver  over  to  this  spare  train,  if  he  had 
come  in  safely  with  the  other  train.  We  desire 
not  to  make  any  gap  in  our  service.  I  have 
always  made  it  a  point,  too,  that  the  foreman 
porters  at  these  stations  are  trained  drivers, 
examined  and  passed  by  Mr.  Jones,  so  that  we 
have  always  a  stand-by.  Rendell  was  exam- 
ined and  passed  as  a  skilled  driver  ;  and,  if 
necessary,  he  could  handle  a  train.  He  has 
been  with  us  from  the  first,  and  was  thoroughly 
reliable.  I  cannot  account  for  his  having  gone 
along  into  that  place  there  (indicating)  instead  of 
lighting  the  passengers  upstairs.  I  can  only 
assume  that  he  was  working  his  way  along  the 
four-foot,  and  thought  that  there  was  safety  in 
getting  to  that  air  shkft.  He  was  a  man  of  intelli- 
gence— a  very  level-headed  fellow.  From  what 
the  station  foreman  at  Herculaneum  said  about 
the  *^  humming  "  I  see  no  reason  for  not  allowing 
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the  train  to  go  on.  It  is  a  common  thing,  and 
ariBefl  from  the  armature  slightly  overheating, 
dne  to  the  damp,  but  nothing  should  result  from 
it.  On  a  day  like  that  it  would  undoubtedly  be 
dne  to  the  damp.  As  soon  as  the  motors  get 
warmed  up  they  begin  to  smell,  just  like  a 
dynamo  would  smell  slightly,  or  like  rubber  near 
a  fire  ;  it  does  not  say  that  it  is  on  fire,  but  it  just 
Bmells.  I  may  state,  sir,  that  the  Directors  have 
instructed  me  to  relay  the  platform  with  stone 
instead  of  wood  ;  and,  further  than  that,  I  have 
eliminated  all  timber  about  the  station.  The 
fiignal  cabin  will  be  recorstructed  entirely  of 
brick  as  far  as  possible.  It  had  a  wooden  top 
before  ;  now  it  will  be  entirely  of  brick.  We 
shall  eliminate  all  woodwork  where  we  possibly 
can,  with  iron  barriers  instead  of  wooden  ones, 
and  even  iron  hand-rails.  From  my  general 
knowledge  of  the  circumstances,  having  heard 
the  different  accounts,  I  should  say  that  the  inter- 
val between  the  first  flashing  seen  on  the  train — 
the  first  intimation  that  anything  was  wrong — 
and  the  time  when  things  had  arrived  at  a  very 
serious  state  was  about  twelve  minutes.  By  that 
time  the  train  was  well  on  fire — the  rear  coach, 
no  doubt,  was  well  on  fire.  In  that  twelve 
minntes  there  was  plenty  of  time  for  everybody 
to  get  clear  of  the  train  and  away ;  in  &Gt,  the 
passengers  had  more  than  half  an  hour  in  which 
they  might  have  got  away,  as  shown  by  Owen's 
evidence.  Yesterday,  Owen  told  me  it  was  ten 
minntes  past  six  when  he  esoaped---a  few  minutes 
after  the  last  passenger.  Mr.  Porter,  from  over 
the  way,  tells  us  that  the  passengers  came  out 
about  ten  minutes  past  six.  As  to  the  number  of 
passengers  actually  in  the  train  when  it  left 
Ueroulaneum,  you  could  not  have  a  better  wit- 
ness than  Orford,  who  collected  the  tickets.  You 
may  take  him  as  a  reliable  man.  According  to 
his  estimate  there  were  29.  The  reason  why  the 
flames  got  ahead  so  extremely  rapidly  was  that  it 


was  blowing  a  hurricane  up  the  tunnel.  On  an 
ordinary  day,  I  do  not  think  the  fire  would  have 
spread  at  all.  As  far  as  I  am  aware  the  total  loss 
of  life  is  four  servants  of  the  Company  and  two 
passengers.  I  will  give  the  names  on  the  official 
report. 

Robert  Sharp,  states  :  I  am  a  switchman  in  the 
employ  of  the  Company.  I  have  been  in  the  service 
of  ^e  Company  seven  years,  and  in  charge  of  the 
switchboard  three  years.  On  the  afternoon  and 
evening  of  the  23rd  December  last  I  was  on  duty 
in  the  Company's  generating  station.  I  came  on 
duty  at  2  )>.m.  When  I  am  on  duty  the  switches 
at  the  generating  station  are  under  my  control, 
and  I  receive  all  telephone  messages.  I  produce 
my  log  sheet  for  the  2Hrd  December.  At  5.46  p.m. 
the  Booster  automatic  switch  flew  out,  indicating 
that  something  was  wrong  at  the  Herculaneum 
end  of  the  line.  It  did  not,  however,  indicate 
any  serious  trouble,  as  if  anything  serious  had 
happened  the  main  switch  controlling  the  whole 
line  would  have  thrown  out  antpmatically.  At 
5.48  I  received  two  messages,  one  from  Hercula- 
neum, on  the  line  telephone,  and  the  other  from 
Dingle,  on  the  National  line,  instructing  me  to 
take  the  current  off.  The  two  telephones  went 
at  practically  the  same  moment.  I  immediately 
switched  off  the  current.  This  operation  is  an 
instantaneous  one.  I  then  went  back  to  the  tele- 
phone, which  is  only  three  or  four  yards  from  the 
switches,  to  await  further  instructions.  I  received 
a  message  from  Herculaneum,  along  the  line  tele- 
phone, that  there  was  a  train  on  fire  in  Dingle 
tunnel,  and  that  they  were  taking  out  the  section 
switches  at  Herculaneum.  At  5.5H  I  received 
another  telephone  message  from  Herculaneum 
that  they  had  taken  the  section  switches  out,  and 
instructing  me  to  switch  the  current  on  again 
north  of  Herculaneum.    This  I  at  once  did. 


Copy  of  the  Evidence  given  by  George  Manderson  Stewart  at  the  Inquest  held  by 

T.  E.  Sampson^  Esquire^  J.P.^  Coroner  for  Liverpool. 


George  Manderson  Stewart,  being  sworn,  says  : 
I  live  at  No.  40,  Alwyn  Street.  I  left  Alexandra 
Dock  Station  in  a  first-class  smoking  compart- 
ment of  an  Overhead  Railway  train  for  Dingle 
Station  shortly  after  5  p.m.  on  the  23rd  ultimo. 
On  approaching  the  switch  signals  in  the  soath 
end  of  the  tunnel  the  train  slackened  speed  and 
stopped  on  a  crossing.  The  driver  apparently 
tried  and  applied  power  two  or  three  times,  but 
the  train  did  not  move.  He  and  the  guard  then 
got  off  and  examined  the  connection  between  the 
cars.  The  guard  said  that  he  had  got  one  plug 
out,  but  that  the  remainder  were  fused  in.  They 
continued  their  efforts,  and  soon  after  I  heard 
the  guard  say  he  had  burnt  his  hands.  He  then 
told  the  passengers  in  the  second-class  car  to  get 
out,  but  the  driver  said,  •*  Stay  where  you  are,  as 
there  is  no  danger."  He  then  went  into  the 
forward  motor  and  again  applied  the  switch,  but 
the  guard,  who  was  at  the  after  motor,  said,  "  For 
God's  sake  shut  her  off,  or  you'll  burn  us  out." 
The  driver  then  went  to  the  after  motor,  and  on 
his  way  assisted  a  gentleman  to  alight  from  the 
first  smoker.  On  liis  return  I  asked  him  to  assist 
me  out,  but  he  told  me  to  shut  the  door,  as  I  was 
safer  than  out  about  the  metals.  Being  a  regular 
traveller  on  the  line,  and  having  frequently  seen 
fosings,  I  thought  no  more  about  it  and  sat  down. 
After  getting  on  again  the  driver  must  have 
applied  the  switch,  as  the  train  shook  from  end 
to  end,  but  did  not  go  ahead.    A  few  minutes 


later  I  heard  a  crackling  and  the  sound  of  break- 
ing glass,  and  looking  out  I  saw  the  second  non- 
smoker  in  a  blaze.  The  guard  told  us  to  go  into 
the  second-class  carriage  by  the  connecting  doors, 
as  the  centre  bar  of  the  crossing  was  right  beneath 
our  carriage  door,  which  made  that  means  of  exit 
very  dangerous.  However,  as  the  connecting 
doors  were  locked  we  had  no  option  but  to  try 
aad  jump  clear  of  the  centre  metals.  I  did  so, 
and  going  along  the  line  overtook  a  gentleman 
whom  I  believe  was  the  deceased  Mr.  Bingham. 
When  we  reached  the  end  of  the  platform  all  thr 
passengers  except  one,  so  far  fis  we  could  see  for 
the  smoke,  had  gone.  We  wetted  our  handkerchief  s, 
and  further  along  the  platform  were  joined  by 
the  guard  and  a  boy.  The  latter  said  we  could 
not  get  up  the  stairs  for  smoke,  but  the  guard 
tried  to  get  up  but  had  to  return.  The 
station  foreman  telephoned  for  the  current  to  be 
cut  off  to  enable  us  to  rush  down  the  lines 
towards  the  Herculaneum  Dock.  As  soon  as  the 
current  was  cut  off  the  electric  lights  went  out 
and  we  were  in  total  darkness,  neither  the  gas 
lights  nor  the  light  of  the  burning  train  being 
able  to  penetrate  the  dense  clouds  of  smoke. 
We  rushe  i  back,  but  on  getting  to  the  signal-box 
saw,  I  think,  that  the  sleepers  had  caught  fire, 
but  I  can't  say  if  it  was  the  waggons  ;  I  feel  that 
it  was  the  sleepers  ;  I  think  they  must  have  been 
the  sleepers,  as  they  were  nearer  to  the  burning 
train  ;  and  we  had  to  return.     Before  we  left  liie 
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platform  the  guard  and  boy  said  they  would  go 
to  some  shaft  at  the  other  end,  and  the  foreman 
and  the  gentleman  I  took  to  be  the  deceased 
Mr.  Bingham  now  said  they  would  do  the  same. 
I  lay  down  alongside  the  rails  and  found  the  air 
quite  cool,  thinking  that  when  the  train  and 
sleepers  were  burnt  out  the  smoke  would  clear 
away.  While  lying  there  I  shouted  and  was 
answered  from  the  platform,  but  could  not 
reoognise  or  properly  locate  the  voices.  After  a 
few  minutes  I  heard  someone  cry  '^  Help,**  and  a 
fall,  and  the  same  thing  occurred  immediately 
afterwards.    The    heat    suddenly    became    very 


great,  and  thinking  the  platform  had  got  om  fire 
I  made  a  rush  for  the  stairs,  and  after  falling  once 
in  the  permanent  way  and  stumbling  twice  over 
what  appeared  to  have  been  bodies,  I  reached  the 
stairs ;  but  I  have  no  recollection  of  what  passed 
till  I  found  myself  in  Park  Road.  I  think  the 
guard  wa^  trying  to  get  the  fire  out  by  discon- 
necting. 

(Signed)  Obobgb  Manobrson  Stbwabt. 

Sworn  before  me, 
(Signed)  THOMAS  Edward  Sampsok, 

Coroner. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  20th  March,  1902. 


LONDON  AND  SOUTH-WESTERN  RAILWAY. 

Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  November  6th,  1901. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  25th  October,  the  result  of  my  enquiry  into  the  causes  of 
a  collision,  which  occurred  on  the  21st  October,  between  an  empty  carriage  train  and  a 
passenger  train  at  Gunnersbury  Station,  on  the  London  and  South- Western  Railway. 

In  this  case  the  8.35  a.m.  passenger  train  from  Twickenham  to  Clapham  Junction 
was  standing  in  Gunnersbury  Station  on  the  up  loop  platform  line,  when  an  empty 
carriage  train  was  propelled  from  the  down  branch  line  into  the  up  loop  and  collided 
with  the  rear  vehicle  of  the  standing  passenger  train. 

The  passenger  train  consisted  of  a  tank  engine  with  one  six -wheeled  and  five  four- 
wheeled  carriages,  and  belonged  to  the  London  and  South- Western  Railway  Company. 
The  empty  train  was  the  property  of  the  Midland  Railway  Company,  and  was  composed 
of  a  third  class  six-wheeled  brake  and  a  bogie  composite  brake,  which  were  being 
propelled  by  a  four- wheels-coupled  tank  engine. 

The  collision  was  fortunately  not  a  violent  one.  Five  passengers  in  all  complained 
of  slight  injury  and  shock. 

No  vehicles  were  derailed  ;  actual  particulars  of  damage  done  to  carriage  stock  are 
given  in  the  Appendix. 

The  accident  happened  about  9.11  a.m.,  at  which  time  the  atmosphere  was 
considerably  obscured  by  fog. 

Description. 

There  are  four  passenger  lines  running  through  Gunnersbury  Station  in  a  general 
north-east  and  south-west  direction.  Of  these  the  two  northern  are  used  for  up  traffic, 
and  pass  on  either  side  of  an  island  platform  ;  the  line  to  the  north  of  the  platform  is  the 
up  loop,  that  to  the  south  is  the  up  main  line.  Similarly,  the  two  southern  lines  are  for 
down  traffic,  and  are  separated  by  a  second  island  platiform  ;  the  down  loop  is  on  the 
north,  and  tJie  down  main  line  on  the  south  side  of  the  platform. 

To  the  south-'west  of  the  station  the  four  lines  diverge.  Two  form  the  double  line 
of  the  Hounslow  branch,  and  two  the  main  line  to  Richmond. 

The  double  lines  to  Acton  and  Child's  Hill,  and  to  Clapham  Junction  and  Waterloo, 
form  a  double  junction  at  the  north-east  end  of  the  station. 

The  gradient  in  the  station  falls  towards  the  north-east  at  an  inclination  of  1  in  232. 

Separate  signal  cabins,  known  as  the  "  East "  and  "  West  "  respectively,  control  the 
junctions  and  signals  at  either  end  of  the  station. 

The  view  from  both  cabins  towards  the  station  is  much  restricted  by  an  intervening 
road  overbridge,  by  the  station  buildings  on  the  platforms,  and  the  curve  of  the  lines. 

A  series  of  treadles  has  therefore  been  provided  on  each  of  the  four  platform  lines  ; 
and  in  connection  with  these  treadles  indicators  for  each  line  have  been  provided  in  the 
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two  cabins.  These  indicators  display  a  red  disc  when  a  train  is  standing  on  any  of  the 
platform  lines,  and  indicate  that  the  particular  line  is  occupied  by  a  train. 

Owing  to  the  station  being  a  terminal  one  for  a  considerable  number  of  trains,  it  is 
oft^.n  necessary  to  work  engines  round  these  trains.  On  these  occasions  use  is  made  of  a 
skiing  road  which  lies  nortfi  of  the  up  loop.  Ground  discs  at  each  end  of  the  station 
have  been  provided  as  shunt  signals  for  the  operation. 

The  running  signals  have  been  interlocked  with  the  treadles  above  mentioned,  but 
the  shunt  signals  are  free  of  any  similar  interlocking  in  order  to  permit  of  an  engine 
moving  round  its  train  whilst  the  carriages  are  in  occupation  of  the  up  loop  line,  and 
are  therefore  standing  on  the  treadles. 


Evidence. 


James  Hotiae^  signalman,  states :  I  have  about 

18  years*  service  with  the  Company,  and  have 

been  at  Oannersbary  East  Junction  box  since 

last  February.    I  can^e  on  duty  on  October  2l8t 

at  5  ajn.  and  was  due  off  duty  at  1.30  p.m.    The 

8.35  a.m.   train  from  Twickenham  to  Clapham 

Junction  was  offered  to  me  by  the  West  box 

signalman,  simultaneously  with    the    8.57    a.m. 

Richmond   to  Waterloo  train,  at  9.8  a.m.    The 

former  train  travelled  on  the  up  loop  and  the 

latter  train  on  the  up  main  line.    I  accepted  the 

two  trains  at  the  same  time.    The  8.57  Richmond 

train  I  allowed  to  precede  the  8.35  Twickenham 

train.    The  former  was  accepted  by  Acton  Lane 

Junction  at  9.9,  and  I  had  warned  the  latter  train 

but  had  not  received  "line  clear"  from  Acton 

Lane   Junction.     I  received   "line  clear"  from 

Acton  Lane  Junction  at  9.11,  and  I  pulled  off  the 

starting  signal  for  the  8.35  Twickenham  train, 

but  finding  the  train  did  not  start  I  tried  to  call 

the  attention  of  the  platform  staff  on  the  platform 

telephone  bell,  but  failing  to  do  this  I  sent  my 

signal-box  boy  to  the  station.     In  the  meantime 

I  was  called  up  on  the  platform  telephone  and 

informed  that  the  Midland  empty  train  had  been 

shunted  on  to  the  Twickenham  train,  and  that 

the  latter  could  not  proceed.    I  therefore  reversed 

the  starting  signal  and  accepted  the  North  London 

train,  which  was  waiting  at  Kew  Gardens.   I  have 

no  control  of  the  shunt  signals  at  the  west  end  of 

the  station  leading  into  the  up  loop,  but  the 

up  loop  home  signal  in  controlled  by  the  lock  and 

block  plunger.    There  is  the  usual  Sykes'  block 

between  the  East  and  West  cabins,  and  when  the 

np  loop  platform  line  has  been  cleared  by  a  train 

leaving  it,  I  use  the  plunger  to  release  tl^e  West 

box.    The  signalman  in  the  West  box  is  supposed 

to  wait  until  he  hears  the  bell  before  shunting 

a  train    into  the   up  loop  platform  line.     If  a 

connection  had  to  be  made  to  a  train  standing  in 

the   up  loop  we   would    mutually  inform    one 

another  on  the  telephone  before  the  shunting  was 

done.    There  is  an  indicator  in  my  cabin  which 

shows  when  the  up  loop  line  is  occupied  by  a 

train.     There  is  no  communication  between  the 

East  and  West  boxes  when  an  engine  is  moving 

round  a  train.    There  are  still  a  number  of  trains 

that  terminate  at  Gunnersbury  Station  for  which 

it  is  necessary  to  run  the  engines  round   the 

trains.    In  my  opinion  it  would  be  a  security  to 

lock   the  shunt   signals  at  either    end    of    the 

station  by  the  fouling  bars  on  the  up  loop  line. 

James  TTiayre^  signalman  at  Gunnersbury  West 
box,  states :  I  have  12  years'  service  with  the 
Company  and  have  been  four  years  at  Gunners- 
bury.  I  came  on  duty  on  October  2l8t  at  5.30  a.m. 
and  was  due  off  at  1.30  p.m.  I  offered  the 
8.35  a.m.  Twickenham  train  and  the  8.57  Rich- 
mond train  to  the  East  Junction  box  almost 
simaltaneously  at  9.8  a.m.  They  were  accepted 
at   once.    The    Midland  Company's  train  from 


Child's  Hill  arrived  in  the  down  loop  at  9.7,  and 
had  to  be  shunted  to  the  up  loop.  There  are  no 
shunt  signals  governing  the  through  cross-over 
road  from  the  down  platform  loop  to  the  down 
line  of  the  Hounslow  branch.  I  set  this  cross-over 
road  and  called  out  to  the  shunter,  who  I  suppose 
was  on  the  platform,  that  the  road  was  all  right. 
It  was  foggy  and  I  could  not  see  him.  The 
Midland  empty  train  then  drew  out  over  the 
cross-over  road  and  passed  my  box  on  the  down 
branch  line  clear  of  the  points  at  the  back  of  my 
box,  and  I  saw  the  shunter  in  the  brake  van  at^ 
the  rear  of  the  train.  The  train  stood  in  that 
position  about  two  minutes,  and  I  thought  I 
heard  the  clearance  for  the  8.35  Twickeniiam 
train  from  the  up  loop  platform  line.  I  therefore 
pushed  the  ground  disc  for  the  Midland  train  ta 
back  into  the  up  loop  line.  There  is  an  indicator 
in  the  West  box  on  which  a  red  disc  is  shown 
when  the  up  loop  line  is  occupied  by  a  train.. 
I  cannot  say  whether  I  looked  at  this  indicator 
before  using  the  ground  disc  to  allow  the  Midland 
train  to  shunt  back  on  to  the  up  loop,  but  if  I  had 
seen  the  red  disc  I  should  not  have  pushed  the 
ground  disc.  In  my  opinion,  the  treadles  which 
actuate  the  red  disc  should  lock  the  ground  signal 
leading  to  the  up  loop  line,  in  which  case  we 
coald  not  let  anything  into  the  up  loop.  The 
treadles  do  lock  the  up  branch  home  signal. 
Some  method  would  be  necessary  to  allow  us  to 
get  engines  round  trains.  I  think  if  the  indicator 
discs  were  larger  there  would  be  more  likelihood 
of  their  being  observed.  I  have  been  a  signalman 
for  some  years  in  boxes  where  these  discs— of  the 
same  size — are  in  operation,  and  have  not  had 
occasion  to  object  to  them  before  on  account  of 
their  size.  I  have  not  got  any  good  view  of  the 
platform,  and  on  that  particular  day  the  fog  was 
so  thick  that  I  should  not  have  been  able  to  see 
the  train  standing  at  the  up  loop  platform.  I 
think  it  was  my  second  term  of  duty  on  which 
I  had  to  shunt  the  Midland  train  in  the  manner 
described.  I  am  quite  prepared  to  admit  it  was 
an  oversight  on  my  part  in  not  seeing  whether 
the  disc  indicator  showed  a  train  on  the  block  or 
not.  '  I  think  there  is  a  practical  arrangement  by 
which  the  treadles  when  operated  by  a  train  can 
be  made  to  lock  the  shunt  signals  and  at  the 
same  time  allow  for  the  facility  required  for  an 
engine  moving  round  its  train. 

Walter  Davey^  porter,  states : — I  have  been 
nearly  two  years  in  the  Company's  service. 
I  was  in  charge  of  the  shunting  of  the  Midland 
Company's  train  on  Monday,  21st  instant.  The 
train  is  not  signalled  over  the  crossing,  and 
I  cannot  remember  what  actual  signal  I  received 
on  this  occasion,  but  as  it  was  foggy  I  suppose 
I  must  have  heard  the  signalman  call  out  that  the 
road  was  set.  The  Midland  train  consisted  of  an 
engine  and  two  passenger  coaches  with  a  guard's 
compartment   at    the  rear  of    the   last  vehicle. 
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I  was  on  the  engine  whilst  the  train  was  being 
pulled  over  the  cross-over  road,  and  after  standing 
on  the  down  branch  line  for  about  two  minutes 
the  signalman  lowered  the  ground  disc  for  the 
train  to  back  to  the  up  loop  platform  line.  I  was 
then  riding  in  the  guard*s  compartment,  which 
was  leading.  It  was  very  foggy  that  morning, 
and  I  could  not  see  any  great  distance.  Owing 
to  the  curve  of  the  line  I  did  not  get  a  view  of 
the  Twickenham  train  standing  at  the  up  loop 
platform  until  I  was  about  ten  yards  from  it. 
We  were  then  coming  back  rather  smart.  I  im- 
mediately'shouted  to  the  driver,  and  showed  a 
red  flag.  It  did  not  occur  to  me  to  apply  either 
of  the  brakes,  and  finding  the  train  did  not  stop 
I  jumped  out  just  before  the  collision  occurred. 
I  know  how  to  apply  both  the  vacuum  and  the 
hand  brake,  and  if  I  had  applied  the  vacuum 
brake  immediately  I  saw  the  train  in  front  of  me 
it  would  at  least  have  lessened  the  violence  of 
the  collision.  The  guard  of  the  Midland  train 
was  on  the  engine.  I  have  had  instructions 
about  my  duties  in  connection  with  shunting,  but 
have  not  been  regularly  trained. 

John  Terry y  driver,  states :  — I  have  been  more 
than  40  years  in  the  service  of  the  Company,  and 
about  36  years  as  a  driver,  I  came  on  duty  on 
the  21  St  October  at  4.30  a.m.,  and  was  due  off 
about  3.20  p.m.  I  was  driving  the  8.35  a.m.  train 
from  Twickenham  on  the  day  of  the  accident. 
My  engine  was  No.  181,  four- wheels-coupled  pas- 
senger tank  engine,  running  chimney  in  front. 
After  standing  two  or  three  minutes  at  the  up 
loop  platform  I  heard  shouting,  and  looking  along 
the  platform  I  saw  the  guard  of  my  train  waving 
his  arms,  and  I  also  saw  the  Midland  train. 
I  immediately  gave  my  engine  a  little  steam,  and 
we  moved  forward  two  or  three  ye-rdswhen  I  felt 
the  shock  which  threw  me  backward  on  to  the 
tool  box.  The  starting  signal  was  against  me, 
but  I  gave  the  engine  steam  to  reduce  the  force 
of  the  collision  which  was  imminent.  The  brake 
blocks  had  been  previously  blown  off. 

John  Masmiy  driver,  states: — I  have  been 
32  years  with  the  Midland  Company,  about  26  as 
a  driver.  I  came  on  duty  on  the  2l8t  October  at 
6.30  a.m.  and  was  due  off  about  4.30  p.m.  I  was 
driving  the  8.43  a.m.  Midland  train  from  Child's 
Hill  to  Gunnersbury.  My  engine  was  No.  2219, 
four- wheels-coupled  passenger  tank  engine,  chim- 
ney leading.  It  was  fitted  with  the  vacuum  ani 
steam  brakes.  The  four  coupled  wheels  of  the 
engine  were  braked,  and  there  was  a  hand  brake. 
After  arriving  at  Gunnersbury  station  a  shunter 
took  charge  of  the  shunting  of  the  train  on  to  the 
up  loop  line.     I  gave  the  engine  steam,  and  we 


came  to  a  stand  on  the  down  branch  line,  but  did 
not  stand  a  minute  before  we  saw  the  left  hand 
ground  disc  come  off,  and  I  got  a  flag  signal  from 
the  shunter.  I  then  set  back  the  train.  It  was  a 
foggy  morning,  and  I  could  only  just  see  the  rear 
of  my  train  clearly.  Our  speed  would  not  have 
been  more  than  four  miles  an  hour.  As  I  was 
passing  the  stationmaster's  office  I  heard  some 
shouting,  and  further  applied  the  brake.  I  had  it 
partially  applied  at  the  time  to  keep  the  train 
steady.  The  application  of  the  brake  made  the 
wheels  skid.  The  rails  were  very  greasy.  I 
should  guess  we  might  have  run  about  two 
engine-lengths  after  I  heard  the  shouting  before 
striking  the  train  in  front. 

Herbert  Haddingtony  fireman,  states: — I  have 
been  nearly  five  years  in  the  service  of  the 
Midland  Railway  Company,  and  was  with  driver 
Mason  on  the  21st  instant.  My  hours  of  duty 
were  the  same  as  his.  I  was  not  aware  that  a 
train  was  standing  in  front  of  us  until  the 
collision  actually  occurred.  I  felt  the  driver 
apply  the  brake  before  the  collision,  but  thought 
that  he  was  doing  it  in  the  ordinary  course  to 
stop  the  train  at  the  platform.  I  heard  no  shout- 
ing, and  saw  no  red  flag  displayed  before  the 
collision  occurred.  Our  speed  might  have  been 
four  or  five  miles  an  hour  at  the  time  of  the 
accident. 

Thoma^i  Noton^  passenger  guard,  states  : — I  have 
had  13  years'  service  with  the  Midland  Company, 
and  have  been  guard  for  about  six  years.  The 
8.43  a.m.  train  from  Child's  Hill  was  composed  of 
a  bogie  composite  brake  and  a  six-wheeled  third- 
class  van.  Twelve  wheels  out  of  fourteen  were 
braked.  I  was  in  the  rear  brake  van  whilst  the 
train  was  being  drawn  from  the  down  loop  to 
the  down  branch  line.  The  train  might  have 
stood  for  a  minute  or  minute-and-a-half  at  the 
signal-box.  I  got  out  of  the  rear  brake  van  at 
the  signal-box  and  walked  towards  the  engine. 
When  the  train  set  back  I  got  on.  the  engine,  and 
was  standing  with  my  back  to  the  coal  bunker  as 
the  train  set  back  to  the  platform.  I  therefore 
saw  nothing  in  front  of  me,  and  heard  no  shout- 
ing. The  first  intimation  I  had  of  the  accident 
was  from  the  blow  due  to  the  collision  itself, 
I  saw  the  driver  before  the  collision  occurred 
apply  the  brake  slightly,  and  thought  that  he  was 
doing  so  to  let  the  train  run  steadily.  I  do  not 
think  that  the  speed  would  have  been  more  than 
four  miles  an  hour. 

Walter  Davei/y  porter^  recalled,  stated  :— I 
showed  my  flag  out  on  the  right-hand  side. 


Conclusion. 

The  circumstances  which  led  to  this  slight  collision  were  as  follows  :— 
The  8.35  a.m.  train  from  Twickenham,  on  the  Hounslow  branch,  was  signalled  from 
the  west  cabin  on  the  up  loop  at  9.8  a.m.  The  train  passed  the  west  cabin  and  came  to 
a  stand  at  the  platform.  The  8.4H  a.m.  (Midland)  train  from  Child's  Hill  arrived  at  the 
down  loop  platform  at  9.7  a.m.  and  discharged  its  passengers.  Gunnersbury  is  a  terminal 
station  for  this  and  other  trains  from  Child's  Hill,  and  signalman  Thayre,  of  the  west 
cabin,  proceeded  to  set  the  cross-over  road  from  the  down  loop  to  the  down  line  of  the 
Hounslow  branch,  in  order  to  work  the  Midland  empty  train  on  to  the  up  loop.  The 
train  drew  across  in  charge  of  a  shunter  on  to  the  down  branch  line  past  the  west  signal- 
cabin,  and  stood  a  minute  or  two  waiting. 

Thayre  states  he  thought  he  heard  the  clearance  signal  of  the  8.35  train  sound  on 
his  instrument,  and  therefore  gave  the  signal  (ground  disc)  for  the  empty  train  to  back 
into  the  up  loop.     The  train  was  propelled  through  the  cross-over  from  the  down  branch 
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to  the  up  branch  line  and,  entcrinff  the  station,  collided  with  the  rear  of  the  Twickenham 
train,  which  had  not  left  the  platform. 

The  shunter  (Davey)  explains  that,  owing  to  the  fog,  he  did  not  see  the  rear  of  the 
standing  train  until  within  ten  yards  of  it,  and  then  tried  to  attract  the  attention  of  the 
Midland  Company's  driver,  but  failed  to  do  so  in  time  to  prevent  a  collision. 

Had  signalman  Thayre  availed  himself  of  the  information  at  his  disposal,  afforded  by 
the  train  indicator,  he  would  have  known  the  up  loop  was  still  occupied  by  the 
Twickenham  train.  He  admits  it  was  an  oversight  on  his  part  not  to  consult  the 
indicator,  and  the  responsibility  for  the  accident  must  rest  with  him. 

The  difficulties  of  working  the  traffic^  on  account  of  trains  losing  time  in  the  fog^ 
may  perhaps  be  taken  into  consideration  in  judging^  his  mistake. 

Porter  Davey  does  not  appear  to  be  altogether  free  from  blame,  for  he  foiled  to  make 
use  of  either  the  hand  or  vacuum  brake  when  he  saw  a  collision  was  imminent. 

The  force  of  the  collision  was  minimised  by  the  &ct  that  the  brake  blocks  of  the 
Twickenham  train  had  been  blown  off,  and  the  train  had  just  commenced  to  move. 

Signalman  Thayre  in  his  evidence  suggests  that  the  same  interlocking  should  be 
provided  between  the  treadles  and  the  ground  disc  for  the  shunting  operation,  as  now 
exists  between  the  treadles  and  the  running  signils,  so  that  it  shall  be  impossible  to  give 
permission  for  a  movement  by  the  ground  disc  when  a  train  is  in  occupation  of  a  platform 
line.  So  long,  however,  as  the  station  is  used  as  a  terminal  one,  and  it  is  necessary  to 
work  engines  round  trains,  I  do  not  think  the  interlocking  suggested  would  be 
practicable.  The  appliances,  in  the  shape  of  train  indicators,  that  already  exist,  appear 
to  meet  adequately  safety  requirements,  provided  that  they  are  utilised. 

On  the  other  hand,  though  this  point  has  no  bearing  on  the  accident  under  report^ 
in  view  of  the  frequent  shunting  that  must  take  place  daily  over  the  crossing  from  the 
down  loop  to  the  down  branch  line,  and  of  the  inadequate  method  of  hand -signalling  or 
shouting  that  has  now  to  be  employed,  the  provision  of  a  shunt  signal  applicable  to  thia 
crossing  is,  I  think,  advisable. 

I  have,  &c., 

J.  W.  Pringle, 
The  Assistant  Secretary,  Major ^  R.E. 

Railway  Department,  Board  of  Trade. 


APPENDIX. 


Particulars  of  Damaged  Stock.- 

No.  502  Third-Class  Brake. — Buffer  rods  bent.  No.    235    Composite.  —  Three    quarter  lights^ 

No.    748    Third-ClasB    Coach. — Three   quarter  broken. 

lights  broken,  and  buffer  rods  bent.  No.    287    Midland   Brake   Composite. — Buffer 

No.  320  Third-Class  Brake. — Three  roof  lights  rods  bent ;  one  buffer  casting  broken,  and  head- 
broken,  stock  slightly  damaged. 


Printed  copies  of  the  above  Report  were  sent  to  the  Companies  concerned  on  the  23rd  November. 


LONDON  AND  SOUTH-WESTERN  RAILWAY. 

Railway  Department  (Board  of  Trade), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W. 

November  30th,  1901. 

SlE, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  12th  inst.^  the  result  of  my  Inquiry  into  the  cause  of  the 
collision  which  occurred  on  the  6th  inst.,  about  4.45  p.m.,  at  Turnham  Green  Station  on 
the  London  and  South- Western  Railway. 

In  this  case  the  4.42  p.m.  up  passenger  train,  belonging  to  the  Metropolitan  District 
Railway  Company,  colUded  with  the  rear  of  the  4.25  p.m.  up  passenger  train  ot  the 
South- Western  Railway  Company  as  the  latter , was  standing  at  the  up  platform  m  the 
station. 
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^  The  first-mentioned  train  consisted  of  a  four- wheels -coupled  tank  engine,  running 
chimney  first,  and  six  close-buffered  four-wheeled  coaches.  It  was  fitted  throughout 
with  the  Westinghouse  automatic  brake. 

The  latter  train  was  composed  of  a  similar  type  of  engine  and  nine  four-wheeled 
coaches,  and  was  equipped  with  the  Vacuum  automatic  and  steam  brake. 

Two  passengers  complained  of  injury  from  shock,  and  the  guard  of  the  District  train 
iiuffered  ^f  rom  contusion. 

No  damage  was  done  to  permanent  way. 

Details  of  the  damage  to  rolling  stock  are  given  in  the  Appendix. 

A  thick  fog  prevailed  at  the  time  of  the  accident. 

Description. 

The  two  lines  through  Turnham  Green  Station  run  in  a  oreneral  east  and  west 
direction. 

The  two  platforms,  for  up  and  down  traffic,  lie  to  the  north  and  south,  respectively. 

West  of  the  station  there  is  a  double  junction  where  the  Metropolitsui  District 
Railway  Company's  double  line  from  Acton  Green  and  Ealing  on  the  north  joins  the 
South- Western  Railway  Company's  double  line  from  Gunnersburv  and  Richmond  on  the 
south. 

The  junction  points  are  about  33  yards  from  the  western  extremities  o^  the  station 
platforms.  The  Junction  Signal  Cabin  is  situated  immediately  opposite  the  junction 
points,  on  the  north  side  of  the  line.  Under  ordinary  circumstances  there  is  a  clear  view 
fi'om  the  signal  cabin  through  the  station. 

The  line  concerned  in  this  accident  is  the  up  line  from  Ealing,  and  the  up  main  line 
through  the  station.  The  gradient  on  the  Metropolitan  District  line  falls  at  an  inclination 
of  1  in  537  to  the  junction  points.  Thence  through  the  station  there  is  a  rising  gradient 
of  1  in  3,000. 

The  South-Westem  train  was  standing  in  the  station  at  the  up  platform  with  the 
rear  coach  about  .^0  yards  from  the  signal  cabin,  when  the  collision  occurred. 

The  up  home  signal  for  the  Ealing  train  is  258  yards  west  of  the  signal  cabin,  and 
was  in  the  clear  position  when  the  Metropolitan  District  train  passed  it.  The  up  starting 
signal  is  situated  about  20  yards  beyond  the  eastern  extremit j  of  the  platform,  and  was  at 
danger  when  the  collision  took  place. 

There  is  the  usual  electrical  interlocking  between  these  signals,  by  means  of  which, 
when  the  up  home  signal  has  once  been  pulled  "  off  "  and  replaced,  it  cannot  be  again 
used  until  the  up  starting  signal  has  been  pulled  "off"  and  replaced.  The  latter  signal 
cannot,  further,  be  replaced  until  a  train  has  actuated  an  electrical  treadle  in 
advance  of  it. 


Evidence. 


Joseph  Watts,  signalman,  states :  I  have  19 
years'  service  with  the  Company,  and  have  been 
a  signalman  for  eight  years,  during  which  I  have 
been  2^  years  at  Turnham  Green.  I  came  on 
duty  on  November  6th,  at  2  p.m.,  and  was  due 
off  duty  at  10  p.m.  The  4.25  p.m.  train  (Rich- 
mond to  Waterloo)  was  warned  to  me  by  Acton 
Lane  Junction  at  4.35  p.m.  It  was  accepted  by 
me  at  4.37  p.m.,  and  arrived  at  Turnham  Green 
^t  4.39  p.m.  I  sent  the  departure  signal  for  the 
train  to  Ravenscourt  Park  at  4.40  p.m.,  and  it  was 
accepted  at  once.  I  had  not  pulled  off  the  start- 
ing signal,  though  I  ought  to  have  done  this 
before  signalling  the  departure  of  the  train.  It 
was  very  foggy  at  the  time,  and  I  could  not  see 
the  train  while  it  was  standing  at  the  platform. 
But,  although  I  did  not  see  it  start,  I  concluded  it 
had  left  the  station  at  4.40  p.m.  When,  therefore, 
the  4.42  p.m.  train  of  the  District  Company  from 
Chiswick  Park  was  offered  to  me  at  4.43  p.m.  I 
accepted  it  at  once.  I  found  I  could  not  lower 
the  home  signal  for  this  train,  and  concluded 
that  there  had  been  a  temporary  failure  in  the 
Sykes*  electrical  locking.  I  therefore  used  the 
key  to  free  the  instrument,  without  making  any 
«jaqu4ipLefl>  and  then  was  enabled  to  lower  the 


home  signal  for  the  District  Company^s  train. 
Immediately  after  doing  this,  I  enquired  by  tele- 
phone of  the  signalman  at  Ravenscourt  Park 
where  the  Waterloo  train  was,  as  I  did  not  receive 
"  Line  clear"  for  it.  He  told  me  he  had  not  seen 
it.  I  then  discovered  the  mistake  I  had  made, 
but  it  W|is  too  late  to  do  anything  to  prevent  the 
collision,  as  the  District  train  was  passing  my 
box.  The  instrument  key  hangs  on  the  instru- 
ment board  in  my  cabin,  just  over  the  lever  frame. 
I  cannot  sav  definitelv  how  often  failurels  in  the 
electrical  interlocking  occur.  Sometimes  two  or 
th^e  may  occur  in  one  day,  at  other  times  one 
may  not  occur  for  two  or  three  weeks.  Generally, 
if  a  failure  occurs  in  connection  with  the  home 
signal,  I  can  see  if  the  train  is  still  in  the  station, 
and  do  not  need  to  make  enquiries  before  using 
the  key.  I  don't  think  I  had  occasion  to  use  the 
key  daring  the  week  in  which  the  accident 
occurred.  I  do  not  enter  in  my  train  book  the 
occasions  when  I  make  use  of  the  key,  except  in 
cases  where  a  delay  has  occurred  to  a  train. 
There  is,  therefore,  no  complete  record  kept  of 
failures  in  the  electrical  locking.  We  have  to 
communicate  with  the  lineman  as  soon  as  possible 
after  a  &ikire  has  occurred. 
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'  Walter  Way^  signalman,  states :  I  have  26 
years*  service  with  the  Company,  and  have  been 
signalman  at  Ravensconrt  Park  about  25  years.  I 
came  on  duty  on  November  6th,  at  2  p.m.,  and 
was  due  off  duty  at  10  p.m.  I  sent  "  Line  clear  " 
to  Tumham  Green  behind  the  District  Company's 
4.22  from  Ealing  at  4.37.  The  4.25  Richmond  to 
Waterloo  was  offered  to  me  at  4.43,  and  I  accepted 
it  at  that  time.  Finding  it  did  not  arrive  in  the 
BBoal  course,  I  called  the  signalman  at  Tornham 
Green  on  the  telephone,  and  asked  him  where  the 
Waterloo  train  was.  He  replied,  "You  have 
cleared  behind  it,  as  my  instrument  is  free,'\to 
which  I  answered,  "  How  can  that  be,  as  all  my 
signals  are  off,  and  it  has  not  arrived  ?  *'  He 
further  said,  **  I  have  accepted  a  District  train," 
I  then  advised  him  to  stop  it,  but  he  said  it*  was 
too  late,  as  it  was  passing  his  signal-box.  The 
failures  in  my  box  in  the  electrical  locking  are 
very  rare — possibly  they  may  amount  to  two  or 
three  times  a  year. 

George  Thomas  Maynard,  station-master,  states : 
I  have  nearly  40  years'  service  with  the  Company, 
and  have  been  station-master  at  Turnham  Green 
nearly  two  years.     I  was  on  the  up  platform 
when  the  4.25  p.m.  train  (Richmond  to  Waterloo) 
sffrived  on  November  6th.      It  was  very  foggy, 
and   noticing  the.  train  did    not  start,   I   went 
towards  the  starting  signal,  which  I  found  at 
danger.     I  am  not  prepared  to  say  that  the  signal- 
man could  have  seen  either  the  brake  van  or  the 
tail  lights  of   the  train  from  the  signal  cabin. 
After  waiting  there  a  few  minutes,   I   walked 
towards  the  rear  of  the  train,  my  intention  being 
to  go  to  the  signal-box  and  enquire  the  cause  of  the 
detention,  which  seemed  to  me  to  be  unusual. 
Just  before  reaching  the  end  of  the  platform,  I 
heard  the  rattle  of  a  train  approaching,  and  feel- 
ing that   something  was  wrong,  I   immediately 
diouted  as  loudly  as  I  could  to  the  guard,  ''Get 
out,  and  go  ahead."    This  warning  guard   Pert 
acted  upon,  and  several  passengers  alighted  from 
the  South-Westem  train.   The  District  Company's 
train  appeared  to  be  entering  the  station  at  the 
usual  speed,  and  I  could  see  that  the  driver  of  it 
was  doing  his  best  to  stop  the  train  to  lessen  the 
collision.     Personally,  I  should  prefer,  as  an  old 
signalman,  that  the  instrument  key  should  be 
kept  outside  the  cabin,  possibly  in  the  station- 
master's  office.    There  are  about  340  trains  a  day 
through  the  station.      Delay,   of  course,  would 
result  from  taking  the  key  from  the  signalman, 
possibly  two  or  three  times  a  week. 

Walter  Pert,  guard,  states :  1  have  30  years' 
service  with  the  Company,  25  as  guard.  I  came 
on  duty  on  Wednesday,  November  6th,  at 
8.45  a.m.,  to  work  until  8.30  p.m.,  having  an 
interval  of  five  hours  off  duty.  I  was  guard  of 
the  4.25  p«m.  passenger  train  from  Richmond  to 
Waterloo,  which  arrived  at  Tumham  Green  at 
4.41  p.m.  by  my  watch.  I  walked  from  the  rear 
van  in  which  I  was  riding  to  the  front  part  of  the 
train,  when  I  found  that  the  starting  signal  was 
at  danger.  After  waiting  there  a  few  minutes,  I 
beard  Mr.  Maynard,  who  had  just  previously  been 
talking  to  me  on  the  platform,  shouting  *'  Get 
-out,*'  and  hearing  anodier  train  approaching,  I 
immediately  concluded  something  wrong  had 
happened,  and  shouted  as  quickly  and  loudly  as 
I  could  to  the  passengers  in  my  train  to  get 
out,  and  most  of  thein  did  so.  There  were  about 
25  to  80  passengers  in  the  train,  and  all  got  out 
•oxeept  .two  in  the  front  of  the  train.  I  received 
no  complaints  from  any  of  my  passengers  of 
having  been  injured. 

James  Cocker ^  driver,  states :  I  have  been  in 
^  service  22  years,  20  years  of  which  I  have 


been  a  driver.  I  came  cm  duty  on  Wednesday, 
November  6th,  at  lJ30  p.m.  to  work  until 
11.30  p.m.  I  worked  the  4.25  p.m.  train,  Rich- 
mond to  Waterloo.  My  engine  was  No.  432,  four- 
wheels-conpled  radial  tank  engine,  with  automatic 
vacuum  and  steam  brake  combined,  working 
blocks  on  four  wheels,  running  chimney  first. 
On  approaching  Turnham  Green  I  found  the 
distant  signal  at  danger,  the  home  signal  off,  and 
the  starting  signal  at  danger.  According  to  my 
watch  we  arrived  at  Turnham  Green  about  4!41. 
After  waiting  at  the  signal  about  six  or  seven 
minutes  I  heard  someone  shouting  *'  All  out,**  and 
immediately  afterwards  *'  Pull  up,**  and  as  I  was 
about  to  give  my  engine  steam  the  collision 
occurred,  which  threw  my  mate  and  myself  back 
against  the  coal  bunker.  The  brakes  had  been 
blown  off  before  the  collision  occurred.  I  did 
not  sound  the  engine  whistle  while  detained  at 
the  starting  signal,  as  I  fully  expected  another 
train  was  at  the  next  station,  and  was  momentarily 
expecting  the  signal  to  be  lowered  for  me.  I 
was  slightly  shaken,  but  able  to  complete  my  duty 
for  the  day. 

James  Phillips^  fireman,  states :  I  have  been 
six  years  in  the  Company's  service,  two  years  as 
fireman.  I  was  working  the  same  turn  of  duty 
as  driver  Cocker.  I  have  heard  my  driver*s 
statement,  which  is  quite  correct.  1  was  shaken 
by  the  collision.  I  don't  think  anything  would 
have  been  visible  at  50  yards,  owing  to  thq 
thickness  of  the  fog. 

Thomas  Iseety  driver,  states :  I  have  27  years* 
service  with  the  Metropolitan  District  Company, 
about  12  years  as  driver.  I  came  on  duty  on 
Wednesday,  6th  November,  at  1.20  p.m.,  to  work 
until  7.45.  I  was  working  the  4.42  p.m.  pas- 
senger train  from  Chiswick  Park  to  Earl's  Court. 
My  engine  was  No.  52,  four- wheels-coupled  bogie 
tank  engine,  running  chimney  first,  fitted  with 
the  Westinghouse  automatic  brake,  working 
blocks  on  four  wheels.  The  train  consisted  of 
six  coaches,  close  buffered.  We  left  Chiswick 
Park  at  4.46,  and  on  passing  thn  up  distant  signal 
for  Turnham  Green  it  was  "  on,"  and  I  ran  at  a 
speed,  not  exceeding  10  miles,  that  would  have 
enabled  me  to  pull  up  at  the  home  signal.  The 
home  signal  was  off,  and  I  ran  into  the  station. 
My  fireman  first  called  my  attention  to  the  train 
in  front  when  we  wt^re  about  half-way  between 
the  signal  cabin  and  the  station,  and  I  did  every- 
thing in  my  power  in  the  short  time  at  my 
disposal  to  lessen  the  force  of  the  collision  by 
fully  applying  the  automatic  brake  and  also 
reversing  my  engine  and  giving  it  steam.  I  was 
not  injured  in  any  way.  We  were  running  at  a 
speed  of  about  10  to  12  miles  an  hour  at  the 
time  of  the  collision.  I  was  looking  out  ahead, 
and  failed  Uy  notice  the  standing  train  earlier  on 
account  of  the  fog.  My  brakes  were  in  good 
working  order,  and  the  wheels  were  not  locked 
by  the  forcible  application  of  the  brake  power. 

James  Elswood,  fireman,  states  :  I  have  17  years' 
service  with  the  Metropolitan  District  Company, 
and  have  been  a  fireman  about  14  years.  My 
hours  of  duty  on  6th  November  were  the  same  as 
driver  Iseet.  I  have  heard  the  statement  of  my 
driver  and  agree  with  it.  1  was  not  injured  in 
any  way.  I  saw  the  train  standing  at  the  station, 
when  we  were  about  20  yards  from  it,  tod  shouted 
out  to  the  driver.  I  think  I  saw  the  outline  of 
the  van  before  I  saw  the  tail  lights. 

Joseph  Titmus^  guard,  states:  I  have  about 
17  years'  service,  about  13  as  undergoard.  My 
hours  of    duty  on    6th  November    were    from 
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3.6  p.m.  to  12.14  a.in.  There  ^ere  six  four* 
wheeled  coaches  on  my  train,  all  wheels  braked. 
I  was  riding  in  the  rear  carriage,  and  do  not 
think  I  could  see  more  than  30  yards  through  the 
fog.  I  was  standing  in  my  van  ready  to  get  out, 
when  I  felt  the  brakes  violently  applied,  and  was 
then  thrown  against  the  partition  by  the  force  of 
the  collision,  and  was  insensible  for  a  short  time. 
There  were  three  passengers  in  my  train,  and  no 
complaints  wei^  made  to  me  after  the  accident 
byany  of  them. 

Herbert  Parsons^  signalman,  states :    I   have 
15  years'  service,  and  have  been  3^  years  signal- 


man, and  have  been  stationed  at  Tumham  Oreen 
the  last  16  months.  My  hours  of  duty  on 
6th  November  were  from  10  p.m.  to  6  a.m. 
I  had  to  use  the  key  four  times  to  release  the 
down  home  signal  for  Richmond  on  the  14th 
instant,  and  twice  sent  for  the  lineman  on  that 
night.  There  were  two  other  failures  of  the 
same  treadle  in  the  morning  after  I  ^yas  relieved. 
New  batteries  were  supplied  the  next  day,  and 
no  failure  has  occurred  since  thsct  day.  The 
Mlures  due  to  the  treadles  not  working  are  not 
so  frequent  aa  to  cause  serious  delay  if  the 
release  key  for  the  instruments  were  kept  in  the 
station-master's  office. 


ConclvMon. 

Signalman  Watts,  in  his  straightforward  statement,  leaves  no  doubt  as  to  how  this 
accident  occurred. 

There  was  a  dense  fog  at  the  time,  and  it  may  be  taken  as  proved  that  it  was 
impossible  from  the  signal  cabin  to  see  the  tail  lights  of  the  South-Westem  train  as  it 
stood  at  the  platform. 

Watts  signalled  the  departure  of  this  train,  forgetting  to  pull  "  off "  the  starting 
signal  to  allow  it  to  proceed.  The  train  was,  therefore,  held  at  the  station,  while  Watts 
concluded  it  had  left.  When,  after  accepting  the  District  train,  he  found  he  could  not 
lower  the  home  signal,  the  lever  of  which  was  locked  as  the  starting  signal  had  not  been 
used,  Watts  assumed  there  had  been  a  failure  in  the  electrical  interlocking.  By  means  of 
his  release  key,  he  freed  the  iever  of  the  electrical  lock,  and  was  thereby  enabled  to  lower 
the  home  signal,  and  authorise  the  District  train  to  enter  the  station.  The  collision 
resulted. 

The  primary  cause  of  the  accident  appears  to  have  been  the  irregular  method  of 
signalling  the  departure  of  a  train  before  it  had  left  the  station,  or  was  ready,  apparently, 
to  leave  the  station.     The  immediate  cause  was  the  improper  use  of  the  release  key. 

The  full  responsibility  for  the  collision,  therefore,  rests  on  signalman  Watts,  and  by 
his  statement  he  frankly  accepts  it.  The  thick  fog,  by  depriving  him  of  the  view  of  the 
tail  lights  of  the  standing  train,  increased  his  difficulties  in  working  the  traffic.  This 
circumstance  and  his  straightforward  evidence  may  be  set  to  his  credit. 

No  blame  attaches  to  any  other  employe  of  either  of  the  Railway  Companies 
concerned. 

« 

The  station-master  and  staff  at  Turnham  Green  appear  to  have  acted  promptly  when 
the  District  train  was  heard  approaching.  To  their  efforts  is  doubtless  due  the  small 
numl»er  of  casualties  amongst  the  passengers  of  the  South-Westem  train. 

I  endeavoured  to  obtain  data  as  to  the  number  of  failures  that  normally  occur  in  the 
electrical  interlocking,  but  the  evidence  of  the  witnesses  on  this  point  was  somewhat 
contradictory,  and  there  is  no  full  record  kept  of  such  failures. 

There  are  difficulties,  in  the  way  of  delay  to  traffic,  to  be  foreseen  if  the  release  key 
of  the  electrical  instruments  is  removed  from  the  charge  of  the  signalman  and  placed 
under  the  care  of  the  station-master  or  inspector.  But  if,  as  should  be  the  case  with 
proper  maintenance,  the  failures  in  the  electrical  interlocking  are  of  rare  occurrence,  the 
delays  should  be  infrequent  and  inconsiderable,  except  at  terminal  or  other  stations  where 
the  regular  use  of  the  release  key  is  necessary  for  shunting  operations. 

I  submit,  therefore,  for  the  consideration  of  the  Company,  whether  it  would  not  be 
advisable  at  stations   like   Tumham  Green,  where  the  use  of  the  release  key  is  only 
necessary  in  the  case  of  a  fiailure  in  the  electrical  interlocking,  to  place  the  key  in  charge 
of  one  or  other  of  the  station  officials  rather  than  to  leave  it  in  the  uncontrollea  charge  of 
the  signalmen. 


The  Assistant  Secretary, 

RailT\'ay  Department,  Board  of  Trade. 


I  have,  &c«y 

J.  W.  Pbingle, 

Majar^  R.E^ 


tt 
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APPENDIX. 


Paktictjlars  of  Dahaob  to  Rolling  Stock. 

South- Western  Train,    No.  0367   third    class         District  Train,  No.  52  engine. — Leading  buflEer 
brake. — Completely  broken  up.  beam  broken,  smokebox  door  damaged,  and  two 

No.    368  third    class  brake. — Headstock   and         ^^      -o   .,  .  ^     ,'  ,       ^ 

buffer  casting  broken.  ^^"  ^^  thurd  class  coach. — One  cross  bearer 

broken. 

In  Fix  of  the  coaches  38  qnarter  lights  and  one         No.    7    first    class    coach. — One    cross   bearer 
-door  glass  were  broken.  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Companies  concerned  on  the  27th  December. 


LONDON  AND  SOUTH-WESTERN  RAILWAY. 

Board  of  Trade,  Railway  Department, 

8,  Richmond  Terrace,  Whitehall.  S.W. 
SiK,  14th  December,  190i. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  the  Order  of  the  27th  November,  the  result  of  my  inquiry  into  the  cause  of  the 
accident  which  occurred  on  the  23rd  No^'-ember,  about  10.42  p.m.,  near  Maiden  Station, 
on  the  London  and  South- Western  Railway. 

In  this  case,  a  goods  train  was  slowly  drawing  past  the  up  home  signal  on  the  King- 
ston line,  when  a  following  passenger  train  entered  the  same  block  section,  and  dashed 
into  the  rear  of  the  goods  train. 

The  goods  train  was  the  5.15  p.m.  (Brent  to  Wimbledon)  and  consisted  of  a  four- 
wheels-coupled  tender  engine,  running  chimney  first,  with  23  waggons  and  a  brake  van, 
all  four-wheeled  vehicles.  The  engine  was  fitted  with  the  steam  brake,  actuating  blocks 
on  the  four  coupled  and  six  tender  wheels. 

The  passenger  train  (10.35  p.m.  Kingston  to  Waterloo)  was  composed  of  one  six- 
wheeled  and  13  four-wheeled  coaches,  drawn  by  a  four-wheels-coupled  tank  engine, 
chimney  in  firont.  The  train  was  fitted  throughout  with  the  vacuum  automatic  and 
steam  brake,  working  blocks  on  the  four-coupled  engine  and  on  56  out  of  the  58  coach 
wheels. 

"  The  guard  of  the  goods  train  was  so  severely  injured  by  the  collision  that  he  died 
shortly  afterwards.  In  addition,  the  two  guards  of  the  passenger  train  and  43  passengers 
suffered  from  contusion  or  complained  of  the  effects  of  shock. 

The  brake  van  at  the  rear  of  the  goods  train  was  smashed  to  pieces.  Six  goods 
waggons  were  derailed,  four  lieing  thrown  over  the  embankment.  A  list  of  damage  to 
rolling  stock  and  permanent  way  is  given  in  the  Appendix. 

A  thick  fog  prevailed  at  the  time  in  the  vicinity  of  the  scene  of  the  accident. 

Description. 

§ 

Maiden  Junction,  at  the  west  end  of  Coombe  and  Maiden  Station,  is  the  point  where 
the  double  line  branch  to  Norbiton  and  Kingston  bifurcates  from  the  Company's  main 
line.     Norbiton  Station  lies  north-west  of  Maiden  Junction. 

Between  Maiden  Junction  and  Norbiton  Station  signal  cabins  there  is  a  block  post 
known  as  Maiden  Crossing  signal  cabin,  where  the  railway  crosses  on  the  level  Elm  Grove 
Road.  This  signal  cabin  is  about  a  mile  distant  from  Norbiton,  and  one- third  of  a  mile 
from  Maiden  Junction.  The  up  hne  between  Norbiton  and  Maiden  is  alone  concerned  in 
this  accident,  and  need  only  be  referred  to  in  this  description. 

The  gradient  on  this  line  falls  at  an  inclination  of  1  in  242  from  Norbiton  to  Maiden 
<!roBsing.     Thence  the  line  rises  by  a  gradient  of  1  in  130  to  Maiden  Junction. 
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An  up  train  travelling  on  this  road  is  governed  by  the  following  signals  :• 

Yards. 


•  •  • 


(1)  Norbiton  starting  ••. 

(  2  )         „         advance  starting. . . 

3)  Maiden  Crossing  distant    ... 

4)  „  „         outer  home 
(5)       „  ,,         inner  home 


[ 


(6)  Maiden  Janction  distant  ... 

(7)  „  „  home 


.  .  . 


74  S.E.  of  Norbiton  signal  cabin. 
473         „      No.  I. 
338         „     No.  2. 
603         „     No.  3. 

321         „     No.  4  and    10   yards   N.W.   of 

Maiden  Crossing  signal  cabin* 
on  the  same  post  as  and  under  No.  5. 
509  E.  of  No.  6,  and  152  yards  W.  of  Maiden 
Junction  signal  cabin. 

The  posts  carrying  Nos.  1,  2  and  3  signals  are  on  the  proper  left  of  the  up  line,  the 
|x)st  carrying  No.  4,  and  that  carrying  Nos.  5  and  6  are  on  the  right-hand  side  and  south 
of  both  lines  of  way. 

The  actual  point  of  collision  was  between  Nos.  6  and  7  signals,  151  yards  w^est  of 
No.  7.  The  goods  train,  after  first  coming  to  a  stand  at  No.  7  signal,  had  just  com- 
menced to  draw  forward  in  obedience  to  a  clear  signal,  when  the  engine  of  the  following 
passenger  train  struck  the  rear  brake  van. 

There  is  the  usual  electrical  interlocking  between  Maiden  Junction  and  Maiden 
Crossing  signal  cabins,  by  means  of  which  the  signalman  at  the  latter  cabin  is  unable  to 
give  a  '*  clear  "  signal  with  No.  5  until  the  passage  of  a  previous  train  over  an  electric 
treadle  in  advance  of  No.  7  signal  enables  the  signalman  at  Maiden  Junction,  after  replac- 
ing No.  7  to  "  danger,"  to  send  the  clearance  signal  for  that  train  on  the  block  instrument 

The  following  extracts  from  the  Company  s  "  Supplementary  Instructions  as' to  Fogs 
and  Snowstorms  "  will  be  of  interest  :— 

No.  3.  In  order  that  drivers  may  be  aware  of  the  fogmen  being  at  their  posts,  the  latter  most, 
if  the  signal  be  lowered,  show  a  green  light  to  the  driver  of  each  train  when  passing  him.  In 
the  absence  of  such  a  signal,  and  if  the  fixed  signal  cannot  be  seen,  the  driver  is  to  conclnde  that 
the  f ogman  is  not  at  his  post,  and  act  in  accordance  with  Rale  74,  as  follows  : — 

*'  The  absence  of  a  signal  at  a  place  where  a  signal  is  ordinarily  shown     ....  mosi 
.  be  considered  a  danger  signal,  and  treated  accordingly *' 

No.  45.  Enginemen  are  not  to  consider  that  they  can  run  up  to  a  red  signal  without  risk, 
provided  they  do  not  pass  it,  but  a  red  signal  wherever  placed  means  "  Slop  immediately."  .  .  . 
This,  in  the  case  of  distant  signals,  is  simply  modified  to  the  extent  that  trains  may  DRAW  AT 

A  WALKING  PACE  WITHIN  THE  PROTECTION  OF  THE   DISTANT  SIGNAL.      .      •      . 

No.  46.  In  the  case  of  a  fo^  or  snowstorm  coming  on  suddenly,  and  the  fogmen  have  not 
taken  up  their  positions,  enginemen  are  instructed  to  stop  at  the  signal-box  and  ascertain  whether 
the  section  ahead  is  clear. 

Evidence. 


Henry  Vincent^  signalman,  states :  I  have 
about  23  years'  service  with  the  Company.  I  am 
signalman  at  Norbiton,  and  came  on  duty  at  1.30 
p.m.  on  Saturday,  23rd  November,  and  left  off  at 
11  p.m.  The  5.15  p.m.  goods  train  from  Brent 
is  booked  to  stop  at  Norbiton,  but  having  no 
vehicles  to  take  off  on  this  occasion  and  nothing 
to  be  attached,  the  train  did  not  stop.  It  left 
Kingston  at  10.22  p.m.,  passed  my  box  at  10.29, 
and  was  accepted  at  the  same  time  by  Maiden 
Grossing,  all  my  signals  being  off  for  it.  This 
train  was  cleared  back  from  Maiden  Crossing  at 
10.38  p.m.  The  10.35  p.m.  passenger  train  from 
Kingston  left  that  station  at  10.36,  arrived  at 
Norbiton  10.38,  and  stood  at  the  up  platform.  I 
did  not  pull  ofE  all  my  signals  for  this  train  until 
it  was  in  the  station,  when  just  as  it  came  in  I 
received  the  all  clear  signal  from  Maiden  Crossing 
behind  the  goods  train.  The  train  left  Norbiton 
at  10.39  p.m.,  and  I  signalled  her  departure  to 
Maiden  Crossing  accordingly.  It  was  foggy  at 
this  time,  but  I  did  not  consider  it  thick  enough 
to  have  fogmen  out.  At  10.39  I  should  say  I 
could  see  signal  lights  at  a  distance  of  about  200 
yards.  The  fog  was,  however,  increasing,  and 
was  approaching  from  the  direction  of  Maiden 
Crossing.    The  fogmen  as  a  rule  come  out  of  their 


own  accord  and  report  themselves  to  me.  If  they 
do  not  come  and  I  consider  it  necessary  I  send 
for  them.  If  I  could  not  see  signals  at  a  distance 
of  200  yards  I  should  send  for  fogmen. 

Cliarles  Hester ^  signalman,  states  :  I  have  about 
11  years'  service,  and  have  been  signalman  at 
Maiden  Crossing  about  2  years,  and  came  on  duty 
on  Saturday,  23rd  November,  at  10  p.m.,  to  work 
until  6  a.m.  the  following  morning.  I  received 
the  departure  signal  of  the  5.15  p.m.  Brent  goods^ 
train  at  10.30  p.m.,  and  it  passed  my  box  at  10.37, 
and  I  cleared  back  to  Norbiton  at  10.38.  I  re- 
ceived the  clearance  for  the  previous  train  from 
Maiden  Junction  at  10.32  p.m.,  and  pulled  off  all 
my  signals  for  the  goods  train.  The  10.35  pjn. 
train  &om  Kingston  left  Norbiton  at  10.39,  and 
all  my  up  signsds,  distant,  outer  and  inner  homeB 
were  at  danger.  After  having  received  the  de- 
parture signal  from  Norbiton  of  the  Kingston 
train,  I  rang  the  public  warning  bell  on  the  level 
crossing,  and  opened  the  gates  to  allow  the  train' 
to  pass,  as  after  the  goods  train  had  cleared  the 
gates  I  had  again  closed  the  gates  across  the 
railway.  We  open  the  gates  upon  receipt  of  the^ 
departure  signal  gf  a  train  from  Norbiton.  I  had 
to  wait  some  little  time  to  allow  foot  passengers 
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over  the  crossing  before  locking  the  wickets,  and 
I  had  only  just  looked  the  wickets  when  I  heard 
the  10.35  train  close  upon  me.  I  never  lowered 
my  signals  for  this  train,  all  three,  the  distant, 
stop,  and  home,  being  at  danger  at  the  time.  I 
shonld  say  the  driver  of  the  10.35  was  running 
about  30  miles  an  hour  when  passing  my  box. 
The  train  had  run  there  from  Norbiton  in  two 
minutes,  whereas  it  generally  takes  2^  minutes 
to  travel  the  distance.  When  I  saw  the  train  was 
running  past  my  signals  I  went  to  the  window 
and  shouted  to  the  driver,  and  shewed  a  red  light, 
and  also  telephoned  to  the  signalman  at  Maiden 
Junction,  telling  him  the  train  had  run  past  my 
Bignals,  and  directly  after  I  heard  the  collision. 
Shortly  after  the  goods  train  was  signalled  from 
Norbiton,  I  went  outside  to  put  some  fog-signals 
at  the  inner  home  signal.  This  was  just  before  I 
received  the  all  clear  signal  from  Maiden  Junc- 
tion. On  hearing  the  clearance  signal  I  came 
back  and  pulled  off  the  signals  for  the  goods 
train,  and  did  not  trouble  to  place  the  detonators 
on  the  line.  It  did  not  occur  to  me  to  place  a 
detonator  on  the  line  for  the  Maiden  Junction 
up  distant  signal,  which  is  on  the  same  post  as 
my  inner  home  signal.  As  the  goods  was  ap» 
preaching  I  went  out  some  distance  towards 
Norbiton  and  told  the  driver  that  my  home 
signal  was  off  but  that  the  Maiden  distant  was 
on.  I  then  walked  back  to  the  cabin,  and  could 
see  my  inner  home  signal  and  the  Maiden 
Junction  distant  signal  lights,  at  a  distance  of 
about  ten  yards.  On  reaching  my  cabin  I  sig- 
nalled the  departure  of  the  goods  train.  I  am 
quite  certain  I  had  some  fog-signals  with  me 
when  I  went  out,  but  I  did  not  put  any  down 
although  I  knew  the  Maiden  Junction  distant 
was  at  danger,  because  I  do  not  understand  it  is 
my  duty  to  fog  other  than  my  own  signals.  After 
replacing  my  distant  signal  to  danger  behind  the 
goods  train,  the  electrical  repeater  in  my  box 
went  to  and  remained  at  danger.  The  electrical 
repeater  of  my  outer  home  signal  also  went  to 
daiiger.  About  10.20  p.m.  the  fog  was  so  thick 
tihat  I  expected  to  see  the  fogmen  out;  but 
no  fogmen  arrived  for  my  signals  that  night. 
Under  ordinary  circumstances  I  have  my  up  and 
down  distant  signals  fogged — ^in  dense  fogs  a 
third  fogman  attends  to  protect  the  crossing.  He 
also  fogs  my  up  inner  home  signal.  I  did  not 
telephone  to  Maiden  Junction  for  the  fogmen  on 
this  occasion.  They  are  generally  to  be  depended 
upon  for  coming  out  in  foggy  weather.  The  fog 
came  over  very  suddenly.  I  can't  say  from  which 
direction.  I  could  not  have  pulled  off  my  inner 
home  signal  for  the  passenger  train  as  it  had  not 
been  freed  by  the  plunger  in  Maiden  Junction 
box.  I  saw  the  indicator  on  the  instrument 
reading  "  locked "  and  did  not,  therefore,  try  to 
pull  the  lever. 

John  Skinner^  signalman,  states :  I  have  about 
28  years'  service,  and  have  been  signalman  at 
Maiden  Junction  signal-box  about  five  years. 
I  came  on  duty  on  Saturday,  23rd  November,  at 
10  p.m.  to  work  till  6  a.m.  the  following  morning. 
The  5.15  p.m.  goods  train  was  signalled  on  to  me 
from  Maiden  Grossing  at  10.37,  and  all  my  signals 
applying  to  the  Kingston  line  were  at  danger,  the 
block  being  on  at  Haynes  Park,  a  sheep  special 
train  having  passed  me  on  the  local  line,  which 
was  not  cleared  from  Raynes  Park  until  10.40. 
Soon  after  the  train  had  left  Maiden  Crossing 
I  pulled  my  home  signal  off  to  admit  it  to  the  up 
main  local  line,  and  so  avoid  its  stopping  on  the 
bank.  I  do  not  know  whether  the  train  actually 
came  to  a  stand  at  the  home  signal,  as  it  was  too 
foggy  for  me  to  see  so  far.    A  few  moments  after 
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this  the  signalman  at  Maiden  Orossing  called  me 
up  on  the  telephone  and  said,  '*  The  10.35  has  run 
by  my  signals,"  and  I  replied  that  the  goods  had 
not  reached  here  yet,  and  directly  after  this  I  heard 
the  collision.  When  I  came  on  duty  it  was  quite 
clear,  but  about  twenty  minutes  later  a  fog  came 
on  from  the  direction  of  Raynes  Park,  and  I  was 
told  that  a  fogman  had  arrived  at  the  Maiden 
Crossing  box  and  had  asked  if  he  was  required. 
1  told  the  signalman  to  send  him  on  to  my  box* 
He  arrived  about  10.30  p.m.  and  proceeded  to  fog 
both  down  main  roads.  1  had  one  other  fogman 
out,  who  fog-signalled  the  up  main  lines,  both 
local  and  through.  William  Adams  should  have 
fogged  my  up  distant  Kingston  line  signal,  but  he 
did  not  turn  up.  The  up  inner  home  signal  at 
Maiden  Grossing  is  freed  by  the  use  of  the  plunger 
in  my  box.  I  did  not  use  this  plunger  to  free  it 
for  the  passenger  train. 

William  Clements,  driver,  states:  I  have  39 
years'  service,  and  about  23  years  as  driver. 
I  was  the  driver  of  the  5.15  p.m.  goods  train  from 
Brent  to  Wimbledon  on  the  23rd  November. 
I  came  on  duty  at  8  a.m.  and  should  have  left  off 
duty  at  6  p.m.,  but  on  account  of  the  fog  being  so 
thick  I  had  missed  my  relief.  When  I  arrived  at 
Norbiton  all  my  signals  were  off,  and  I  did  not 
stop  at  the  station.  The  Maiden  Grossing  distant 
signal  was  on,  and  I  proceeded  cautiously  to  the 
outer  stop  signal,  which  I  found  off,  and  I  then 
went  on  to  the  home  signal  at  the  gates,  and  the 
signalman  at  Maiden  Grossing  came  out  and  told 
me  his  signal  was  off,  but  the  Maiden  J-unction 
distant  signal  was  at  danger.  I  saw  them  both  as 
I  passed  them.  I  then  went  on  to  the  Maiden 
Junction  home  signal  and  stopped.  Almost 
directly  it  was  pulled  off,  and  I  again  started, 
and  had  run  about  a  length  of  the  engine  and  a 
waggon  past  the  signal  when  the  passenger  train 
ran  into  us.  It  was  foggy  at  Norbiton  when 
I  passed  there,  but  it  became  much  thicker  sud* 
denly  before  I  reached  the  Maiden  Grossing 
distant  signal.  I  think  that  a  driver  with  a 
knowledge  of  the  road  could  not  have  failed  to 
see  the  Maiden  Grossing  signal  lights  as  he  passed 
them,  though  the  fog  was  thick.  The  force  of 
the  collision  threw  me  against  the  tender.  My 
engine  was  a  four-wheels-coupled  tender  engine 
for  mixed  traffic,  running  chimney  first.  It  was 
fitted  with  the  steam  and  hand  brake — brake 
blocks  on  the  four-coupled  engine  and  on  the  six 
tender  wheels.  The  steam  brake  was  applicable 
to  all  the  braked  wheels ;  hand  brake  to  the 
tender  wheels  only.  The  train  consisted  of  23 
four-wheeled  waggons  and  a  four-wheeled  brake 
van.  I  was  running  slowly  on  account  of  the 
fog.    There  were  no  fogmen  out  at  the  signals. 

Frederick  Bailey,  fireman,  states :  I  have  four 
years'  service  with  the  Company.  I  was  fireman 
to  driver  Clements  on  the  5.15  p.m.  goods  train 
from  Brent  to  Wimbledon  on  the  23rd  November, 
and  performed  the  same  hours  of  duty  as  the 
driver.  This  was  the  first  time  I  had  been  over 
this  line.  At  Norbiton  all  the  signals  were  off, 
but  I  did  not  see  either  the  Maiden  Crossing 
distant  or  outer  stop  signal.  I  saw  the  inner 
stop  signal  was  off  and  the  Maiden  Junction 
distant  signal  was  at  danger  when  we  were  close 
to  the  post.  I  could  see  these  signals  quite 
plainly.  After  we  passed  the  level  crossing  we 
proceeded  very  cautiously,  and  I  saw  the  Maiden 
Junction  home  signal  off,  and  had  passed  it  just 
about  an  engine's  length  when  something  collided 
with  us  at  the  rear,  and  threw  me  and  my  mate 
over  into  the  tender.    We  just  came  to  a  stand 
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before   the  Maiden  Junction  home  signal 
talcen.  oiff  for  ua; 
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Willitnn    Themas  Squires^  driTer,  states: — I 
haTeaboat  20  years'  serrioe,  four  years  as  a  driver. 
I  nms  the  driver  of  the  10^5  p^m.  passenger  train 
fircMtn   Kingston  to  Waterloo  on  Saturday,  23rd 
Not'^smbea*,  and  oame  on  duty  at  Strawberry  Hill 
at  4.0  p.]n.,  and  should  have  signed  off  at  2.0  a*m. 
My  finrt  duty  was  to  work  the  4.22  passenger 
tradn^    Strawberry   Hill  to  Kingston,  then    the 
5.10  p.m.  train,  Kingston  to  Waterloo,  arriving 
there  at  6.19,  then  the   6.32  p.m.,  Waterloo  to 
Richmond,  then    the    7.45   p.m^   Richmond  to 
Waterloo,  where   I  arrived  eight  minutes  late, 
and  then  my  next  train  was  the  9.35  p.m.  "  round- 
about''   train,    which    is  the  10.35  p.m.    from 
Kingston.    To   the  best  of   my  recollection  we 
were  about  two  minutes  late  arriving  at  Kingston. 
We  left  Kingston,  I  think,  right  time,  and  arrived 
at  Norbiton  about  10.37,  having  had  a  clear  run 
from  Kingston,  and,  after  we  had  done  the  work 
at  the  station,  we  proceeded  on  our  journey,  all 
the  signals  being  off  for  us  to  do  so,  that  is— the 
Norbiton    starting  and    advance   signals.      The 
advance  signal  I  could  see  from  a  distance  of 
about   50    yarda.      My  speed  would    be  about 
15  miles.    Before  reaching  the  Maiden  Crossing 
distant  signal  we  ran  into  a  thick  bank  of  fog. 
I  could   see  the  distant  signal  light    at  about 
15  yards  distance.    It  was  showing  a  green  light. 
The  next  signal  is  the  Maiden  Crossing  outer 
home,  and  that  I  did  not  see.    But  having  seen 
the    distant    i^gnal    was    off  I  assumed  I   was 
justified  in  passing  the  outer  home  signal.    The 
stop  signal  at  the  level  crossing  I  did  not  see 
either,  but  my  fireman  saw  it,  and  told  me  it  was 
off.    I  saw  the  distant  from  Maiden  Junction  was 
at  danger.      I  am  quite  confident   the  Maiden 
Crossing  distant  was  showing  a  ?reen  light  as  I 
passed  it.    I   saw  the  Maiden  Junction  distant 
signal,  but  could  not  see  the  level  crossing  home 
signal,  although  I  looked  for  it,  and  I  daresay  the 
fog  {^evented  me.      My  speed  at  the  crossing 
would  be  from  20  to  25  miles  an  hour.    After  I 
had  passed   this  signal   I   shut    off  steam  and 
applied  my  brake  slightly,  and  when  I  had  done 
this   I  saw  two  red  lights  in  front  of  us,  and 
directly  after  collided  with  the  rear  van  of  the 
goods  train.     My  speed  might  then  have  been 
from  12  to  15  miles  an  hour.    When  we  ran  into 
the  goods  train  my  mate  was  knocked  against 
the  weather  board,  and  I  was  knocked  against 
the  side    of  the  engine,  both  being  somewhat 
stunned  for  the  moment.     I  do  not  think  my 
brakes  were  applied  at  the  moment  of  the  col- 
lision.    Immediately  we  had  stopped  I  called  my 
mate  and  told  him  to  go  up  to  the  station  for 
assistance,  and  tell  them  what  had  happened. 
He  did  so,  and  I  then  got  off  the  engine  and 
called  my  guard,  who  came  to  the  window,  and  I 
a^feed  him  if  he  was  hurt,  and  he  replied  that  he 
had  hurt  his  head.     I  then  went  roimd  the  train 
and  looked  at  it  and  came  back  to  my  engine,  and 
saw  the  guard  of  the  goo^  train  lyin^  against  our 
bunker.     I  had  not  seen  him  previous  to  this*    I 
saw  the  body  move,  for  at  first  I  did  not  think  it 
was  a  man,  and  stooped  down  and  lifted  his  head, 
and    then    noticed    his    leg  was    off.    He    was 
conscious  and  told  me  he  was  wry  much  hurt, 
and  just  at  the  time  assietanee  came.     It  wias 
foggy  at  Norbiton  when  we  oame  through,  but  it 
was  very  much  thicker  at  Maiden.    There  were 
no  fogmen   out  either  at  Maiden    Crossing   or 
Maiden  Junction.    My  engine  wasafour^wheels*- 
coupled    trailing    bogie    tank    engine,    running 
chimney  first,  fitted  with  the  vacuum  automatic 
and    hand    brake,    brake    blocks    on    the    four 


coupled  wheels.    My  brake  was  in  good  working 
order,  the  pressure  gauge  showad  about  18  inohes. 

Willicnn    Stapley^    fireman,  states  :  — I    have 
nine-and-s^half  years*  service.    I  was  fireman  to 
driver  Squires  on  Saturday,  23rd  November,  and 
did  the  same  hours  of  duty.    When  appvoaohing 
Norbiton  with  the  10.36  p.m.  train  from  Kii^ston 
our  Signals  were  all  off,  and,  after  stopping  at  the 
station,  we  proceeded  on  our  journey,  the  starting 
and  advance  signals  being  off.     I  saw  the  latter 
at  a  distance  of  about  50  y^ards.    The  Maiden 
Crossing  distant  signal  was  off.     I  saw  it  about 
40  yards  away.    I  &iled  to  notice  the  outer  home 
owing  to  the  thick    fog.      My    mate    shut    off 
steam.     I   plainly  saw  t<he  scop    signal  at  Mai- 
den   Crossing,    and    it    was    off,    the    Maldaa 
Junction  distant  signal  on  the  same  poet  being 
at    danger.       The    gates    were    properly    open 
for  the  train  to  pass.    I  then  told  my  mate  that 
the  stop  was  off  and  the  distant  for  Maiden -was 
against  us*.    He  replied,  ''  All  right,  Bill.''    We 
had  passed  the  level  crossing  between  30  and 
40  yards  when  he  applied  the  vacuum  brake,  and 
shortly  after  we  struck  the  rear  of  the  coal  tnain^ 
and  I  heard  persons  screaming  in  the  train.     I 
went  round  my  side  to  see  if  anyone  was  out  of 
the  train.    I  saw  nothing.    My  mate  then  called 
to  me  to  come  over  his  side.     I  did  so  and  he 
told  me  to  go  to  the  station  for  assistance.     I  came 
to  Maiden  and  found  the  station-master's  ofiice 
locked  up,  and  could  see  no  porters  about,  and  I, 
therefore,  gave  information  to  the  booking  <^rk. 
When  we  passed  the  level  crossing  I  should  say 
we  were  running  from  18  to  24  miles  an  hour, 
I  did  not  see  the  signalman,  and  we  ran  over  no 
fog  signals  between  Kingston  and  Maiden.    kSkmt 
passiag  the  level  crossing  the  driver  shut  off 
steam  and  applied  his  vacuum  brake,  just  after 
which  we  stnick  the  rear  van  of  the  goods  train. 
I  saw  one  of  the  red  tail  lights  of  the  goods  tadn 
on  my  side  (the  right  eide  of  the  engine).    I  saw 
nothing  of  the  injured  man  until  I  returned  from 
the   station.      I   am    quite    confident    that   my 
remarks  *  concerning    the    signals    for    Maiden 
Crossing  are  ociTeot. 

WiU'tam  Pricey  aasistaot  guard,  states  :  I  have 
about  8  3rettrs'  service,  2^  years  as  assifttaut 
guard.  I  was  rear  guard  of  the  10.35  pjn.  pas- 
senger train  on  23rd  November,  and  rode  in  the 
reaar  brake  van.  My  hours  of  duty  on  that  day 
were  fron).  3A5  p.m.  till  12.30  a.m.  All  was  as 
usual  at  N^xrbiton  when  we  stopped  at  the  station. 
It  was  oleir  enorogh  for  me  to  see  my  mate's 
light.  Whilst  we  were  passing  Maiden  level 
crossing  o«r  speed,  I  should  say,  was  about 
25  miles  an  hour,  but  I  cannot  speak  with  any 
oertainty.  The  fog  wais  so  dense  at  the  level 
crossing  that  I  could  see  nothing.  Just  before 
(perhaps  a  few  seconds)  we  struck  the  goods  train 
in  front  of  us,  the  driver  slightly  applied  the 
vacuuim.  brake,  and  immediately  afterwards 
violently  applied  the  brake,  and  then  we  struck 
the  goods  tradn  at  a  speed  of  about  20  mUes  an 
hour,  as  near  as  I  could  judge.  I  saw  no  signals 
after  the  honiA  signal  at  Norbiton,  which  was 
'^  off."  When  the  collision  occurred  I  had  got  up 
off  my  seat  thinking  the  train  was  at  Maiden 
Station,  and  as  soon  as  I  had  done  so  I  was 
thrown  aeroa»  my  van  and  knocked  my  head 
violently^  Direetly  after  the  mishap  I  went  back 
and  advised  the  signalman  at  Maiden  Crossing  of 
what  had  happened  and  protected  the  rear  o£  my 
train.  The  train  consisted  of  14  vehicles,  one 
with  six  wheels ;  the  remainder  were  four* 
wheeled.  There  were  56  wheels  braked  out  of 
58.    The  brake  was  in  good  working  order* 
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/.  Pearcey  gaard,  statee :  On  Saturday,  Novem- 
ber 23rd,  I  joined  the  9.35  p.m.  ex  Waterloo  at 
Teddington,  and  rode  **  spare  '*  in  the  front  van 
and  sat  on  the  off  side  seat.  We  left  Norhiton 
all  right,  but  I  cannot  Bay  as  to  the  position  of 
the  sigmls ;  I  was  simply  a  passenger.  I  heard 
a  bancr  as  if  of  an  explosion.  I  first  thought  we 
had  run  through  the  gates.  Hathaway,  the  guard, 
said,  **  Oood  Ood,  what  has  happened.'*  I  said, 
**  Hold  tight."  I  sustained  no  injury  whatever. 
The  t^ain  came  to  a  standstill,  the  concussion 
knocking  both  our  lamps  out.  I  lighted  mine 
and  went  out  to  search,  and  the  first  thing  I  saw 
was  an  oil  tank  leaning  against  a  telegraph  pole, 
and  someone  was  bandaging  the  injured  guard's 
leg,  and  I  showed  my  lamp  to  help  them. 

James  Lavender^  fogman,  states :  I  fog  the 
Maiden  Crossing  up  distant  signal*  but  I  was  not 
<^nt  on  the  night  in  question.  I  went  to  bed 
abwut  9.45  pan.,  at  which  time  there  was  no  fog. 
I  Uve  diose  to  the  Maiden  Crossing  distant 
aignal. 

Williams  Adams,  fogman,  states :  I  fog  the 
Maiden  Junction  distant  signal  applying  to  the 
Kingston  line.  This  signal  is  at  the  level  cross- 
ingy  but  I  was  not  out  on  tl^  night  in  question. 


I  went  to  bed  just  before  ten  o'clock  and  saw  no 
fog  about  then.  [  was  not  called  out.  I  live 
between  the  level  crossing  and  the  station,  about 
i  mile  away. 

[^TTie  tinder  mentioned  evidence  was  taken  by  the 
Railway  Company ;  the  witness  was  not  able, 
on  account  of  illness,  to  attend  my  inquiry.'] 

J,  Hathaway,  guard,  stated  :  1  worked  the 
9.35  p.m.  train,  Waterloo  to  Kingston  md  Twick- 
enham, and  the  10.35  p.m.  train  Kingston  to 
Waterloo  on  Saturday,  the  23rd  November,  and 
left  Kingston  at  10.36,  and  Norbiton  at  10.39.  All 
signals  were  off  at  Norbiton.  I  v^s  standing  in 
the  van  after  leaving  Norbiton.  Guard  J.  Peaxoe, 
who  was  riding  spare  to  Waterloo,  was  sitting  on 
the  off  side  seat.  Pearce  called  out  '^  hold  on  ** 
and  bang  we  went  into  something.  I  was 
knocked  down  and  the  next  I  remember  was  the 
driver  Squires  calling  to  me  to  know  if  I  was 
hurt.  It  was  very  foggy,  and  I  saw  no  aigiials 
after  leaving  Norbiton.  We  were  running  at  tlxe 
usual  speed.  I  heard  no  fog  signals  and  no 
whistle.  Assistant  Guard  Price  was  my  mate, 
and  I  sent  him  back  to  protect  the  train.  Price 
told  me  that  the  signalman  said  the  driver  had  ran 
past  all  signals.  The  driver  said  the  distant 
signal  was  off.    I  do  not  know  how  it  stood. 


'  Conclusion. 

The  evidence  given  in  the  oftse  of  this  collision,  which  unfortunately  had  a  fetal 
result,  is  of  a  conflicting  nature. 

Signalman  Hester  states  that  the  goods  train  passed  Maiden  Crossing  cabin  at  10.37 
p.m.,  and  that  he  sent  the  clearance  signal  for  this  train  to  Norbiton  at  10.38  p.m.  By 
his  account  all  his  electrical  and  mechanical  appliances  were  in  good  working  order.  Efe 
must  accordingly  have  replaced  his  distant,  outer  and  inner  home  signals  to  danger, 
before  he  was  able  to  send  the  clearance  signal  on  his  block  instrument,  and  before  open- 
ing the  gates  of  the  level  crossing  behind  the  goods  train.  He  affirms  that,  after  so 
replacing  his  signal  levers,  the  electrical  repeaters  in  his  cabin  for  the  distant  and  outer 
home  signals  went  to  "  danger."  He  would  not  be  in .  a  position  to  again  use  his  inner 
home  signal  until  he  hwi  i^eceived  from  Maiden  Junction  the  clearance  signal  on  hk  block 
instrument  for  the  goods  train.  His  distant  signal  was  consequently  also  locked  in  the 
daiiger  position.  The  outer  home  signal  is  'free  of  interlocking,  but  Hester  states  this  also 
he  kept  at  ^^  danger." 

The  passenger  train  1^  Norbiton  Station  at  10.39  p.m.,  and  its  departure  signal  was 
duly  received  by  Hester,  who  proceeded  to  open  the  level  crossing  gates  preparatory  to  the 
passage  of  the  train.  No  further  action  was  taken  by  him  before  the  passenger  train 
passed  the  cabin  at  a  stated  speed  of  about  30  miles  an  hour.  Hester  appears  to  have  at 
once  telephoned  to  Maiden  Junction  cabin  that  the  passenger  train  had  passed  his  signals 
at  danger. 

The  statements  of  the  driver  of  the  passenger  train.  Squires,  and  of  his  fireman, 
Stapky,  are  in  unison. 

They  passed  the  starting  and  hdvanoe  starting  signals  for  Norbiton  when  these  were 
in  the  "  clear "  position.  They  assert  that  they  both  saw  a  green  light  at  the  distant 
signal  post  for  Maiden  Crossing,  and  that  neither  of  them  were  able  to  see  the  light  of 
the  outer  home  signal.  Squires  also  failed  to  see  the  inner  home  signal  light,  but  on 
receiving  positive  information  from  his  fireman  that  it  was  "  oflF,"  he  entered  the  next 
section.  Both  men  admit  that  the  distant  signal  for  Maiden  Junction  was  at  danger 
when  they  passed  it.  They  give  their  speed  at  this  distant  signal  as  from  18  to  25  miles 
an  hour.  They  were  aware  that  there  were  no  fogmen  on  duty  between  Norbiton  and 
Maiden  Crossing. 

Squires  gave  his  e\ddence  in  a  straightforward  manner,  but  I  am  not  inclined  to 
attach  equal  weight  to  that  of  his  fireman.  Both  men  are  of  good  character,  and  have 
clear  registers. 

I  am  persuaded  that  Squires  honestly  believed  he  did  receive  a  clear  signal  at  the 
-distant  post  for  Maiden  Crossing.     But  I  prefer  to  believe  Hester's  story  as  regards  the 
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position  of  this  signal.  I  think  a  possible  explanation  is  that  Squires,  in  the  thick  fog, 
may  have  mistaken  the  Norbiton  advance  starting  for  the  Maiden  Crossing  distant  sign^ 
ana  that  he  &iled  to  see  the  latter,  which  was  really  at  danger,  because  he  would  in  this 
case  be  looking  on  the  wrong  side  of  the  road  to  notice  it. 

Squires  considered  himself  justified  in  passing  the  outer  home  signal,  though  he 
could  not  see  its  position,  on  the  ground  that  he  had  received  a  "  clear  "  signal  at  the 
distant  post.  The  Rule  (No.  3)  quoted  in  the  descriptive  portion  of  the  report  does  not 
bear  out  this  contention. 

Rule  45  inculcates  especial  caution  on  the  part  of  enginemen  in  foggy  weather  as 
regards  the  speed  at  which  distant  signals  at  danger  may  be  passed,  and  specific  instructions 
are  given  by  Rule  46  to  stop  at  a  signal  cabin  in  the  case  of  the  sudden  appearance  of  fog 
and  in  the  absence  of  fogmen.  It  is  unfortunate  that  Squires  did  not  act  with  the  caution 
indicated,  especially  as  regards  the  speed  of  his  train. 

I  come  to  the  conclusion  that  driver  Squires  is  mainly  responsible  for  this  collision, 
in  that  he  passed  a  stop  signal  without  ascertaining  whether  its  position  warranted  his 
doing  so,  and  further  was  not  displaying  the  special  caution  called  for  in  fog^  weather 
by  the  Company's  instructions,  as  regards  the  speed  of  his  train,  after  passing  the  distant 
signal  for  Maiden  Junction.     I  hold  that  fireman  Stapley  is  responsible  in  a  minor  degree. 

Their  good  characters,  and  the  suddenness  with  which  the  dense  fog  came  on,  but 
for  which  the  accident  very  probably  would  not  have  occurred,  are  extenuating  points  in 
their  favour.  Both  men  had  been  on  duty  about  6^  hours  at  the  time  the  collision 
occurred. 

I  noticed  indications,  when  I  made  an  inspection  of  Maiden  Junction  signal  cabin, 
that  the  examination  of  the  signalling  instruments  is  not  so  thorough  as  would  appear  to 
be  necessary.  I  mention  the  point,  though  it  has  no  bearing  on  this  particular  accident, 
as  the  maintenance  in  the  highest  pitch  of  efficiency  of  all  such  electrical  appliances  is  of 
first  importance,  and  cannot  be  too  strongly  insisted  upon  by  the  Company. 

I  have,  &c., 

J.  W.  Pringle, 
The  Assistant  Secretary,  Major ^  R.E. 

Railway  Department,  Board  of  Trade. 


APPENDIX. 


Particulars  of  the  Damage  caused  to  the  Engine  and  Rolling  Stock. 


Engine  No.  42  of  the  passenger  train. — Front 
buffer  plate  bent ;  springs  in  both  buffer  castings 
broken ;  main  vacuum  pipe  bent ;  both  sand 
boxes  loose  ;  right  sand  casting  broken  ;  pipe  and 
sand  rod  bent ;  foot  framing  and  main  framing 
damaged. 

No.  543,  third-class  brake. — End  and  two 
quarter  lights  broken. 

No.  302,  third. — Two  quarter  lights  broken. 

No.  546,  third. — One  quarter  light  broken. 

No.  162,  composite. — One  quarter  light  broken. 

No.  114,  composite. — One  quarter  light  broken. 

No.  116,  first. — ^Three  quarter  lights  broken. 

No.  98,  second. — One  quarter  light  broken. 

No.  16,  composite. — Two  quarter  lights  broken. 

No.  157,  composite. — Two  quarter  lights  broken. 

No.  10,744,  open  goods. — End  completely 
smashed — 2  end  boards,  2  axle  boxes,  1  buffer 
casting,  sheet  rail  guide  and  steel  longitudinal 
broken,  2  buffer  rods  and  axle  bent ;  buffer  rod 
missing. 

No.  11,086,  goods  brake  van. — Body  and  under- 
frame  smashed  up. 


No.  7,272,  South-Eastem  and  Chatham  Rail- 
way waggon. — Completely  smashed  up. 

No.  1,116,  London,  Brighton  and  South  Coast 
Railway  waggon. — Sole  bar  split,  2  headstocks 
and  2  buffer  castings  broken,  diagonal  split,  and 
2  buffer  rods  bent. 

No.  10,148,  Midland  Railway  waggon. — One 
coupling  broken. 

No.  452,  Anglo-American  oil  tank. — Buffer  rod 
bent. 

No.  322,  Anglo-American  oil  tank. — Sole  bar, 
headstocks  and  2  buffer  castings  brokeui  end 
pillars  and  stays  damaged,  wheels,  axle  guards, 
and  brake  work  stripped. 

No.  323,  Anglo-American  oil  tank. — ^Two  sole- 
bars  and  headstocks  broken,  end  pillars  and 
stays  broken,  wheels,  axle  boxes,  and  brake 
work  stripped. 

No.  324,  Anglo-American  oil  tank. — Two  sole- 
bars  and  headstocks,  axle  guard,  diagonal,  2 
buffer  castings,  end  pillars,  stays  and  axle  boxes 
broken,  diagonals  bent  and  broken,  axle  box 
broken  and  wheels  knocked  from  under. 


Damage  to  Permanent  Way. 
Three  sleepers,  8  chairs,  and  1  fish  plate  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  16th  January,  1902. 
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NORTH-EASTERN  RAILWAY. 

Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  January  21  St,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  2nd  December,  the  result  of  my  inquiry  into  the 
circumstances  under  which  a  collision  occurred  at  about  5  p.m.  on  the  24th  November, 
near  Castleford  Station  on  the  North-Eastem  Railway,  between  a  North-Eastern  special 
passenger  train  and  a  Great  Northern  empty  passenger  train. 

In  this  case,  as  the  Great  Northern  train,  consisting  of  an  engine  and  five  empty 
vehicles,  was  being  crossed  firom  the  down  to  the  up  line  by  means  of  the  cross-over  road 
at  the  east  end  of  Castleford  Station,  its  two  rear  vehicles  came  into  collision  with  the 
engine  of  a  North-Eastern  special  passenger  train,  consisting  of  an  engine,  tender,  and 
seven  vehicles,  which  was  running  through  the  station  on  the  down  line. 

Fortunately  the  greater  portion  of  the  Great  Northern  train  had  moved  sufficiently 
fieur  along  the  cross-over  road  to  be  clear  of  the  North-Eastern  train,  and  it  was  only  the 
two  rear  vehicles  of  it,  viz.,  a  third-class  carriage  and  a  brake  van,  which  came  into 
contact  with  the  buffer  beam  o£  the  engine.  The  brake  van,  which  was  derailed,  wa^* 
very  severely  damaged,  but  the  third-class  carriage  next  to  it  had  merely  its  step  broken 
The  remainder  of  the  train  did  not  suffer  at  all.  The  guard  of  the  Great  Northern  train, 
who  was  riding  in  the  brake  van  at  the  time  of  the  collision,  was  seriously  injured. 

The  engine  of  the  North-Eastern  train  had  its  right  buffer  beam  broken,  and  its  front 
bogie  wheels  were  derailed,  but  in  other  respects  it  suffered  no  damage,  and  none  of  the 
other  vehicles  of  the  train  nor  any  of  its  passengers  were  at  all  injured.  The  train  was 
brought  to  a  stand  in  about  380  yards,  in  which  space  a  large  number  of  chairs  were 
broken  by  the  derailed  wheels  of  the  engine. 

The  Great  Northern  train  consisted  of  an  engine  and  the  following  vehicles  attached 
to  it  in  the  order  given  : — 

1  carriage  brake, 

2  composites, 

1  third-class  carriage, 
1  carriage  brake. 

The  engine  of  the  North-Eastern  train  was  a  four-wheels-coupled  bogie  tender 
engine,  fitted  with  the  Westinghouse  brake  working  blocks  on  the  four  coupled  wheels 
and  on  the  tender  wheels,  and  with  the  usual  hand  brake. 

The  North-Eastern  train  consisted  of  the  following  vehicles  attached  to  the  engine  in 
the  order  given  :— 

1  van  •••  6  wheels,  fitted  with  Westinghouse  brake. 

1  carriage  truck  4       „       only  piped  for 


1  third-class  bogie  8  „  fitted  with 

1  third-class  carriage  6  „  only  piped  for 

1  van  ...  4  „  only  piped  for 

1  carriage  truck  4  „  fitted  with 

1  van  ...  4  „  fitted  with 


According  to  Board  of  Trade  scale  it  would  be  calculated  that  the  above  train  was 
equal  to  nine  vehicles,  and  that  two  of  these  were  unbraked  though  piped  for  the 
Westinghouse  brake. 

The  damage  to  rolling  stock  is  given  in  the  Appendix ;  that  to  permanent  way 
consisted  in  the  breakage  of  about  200  chairs. 

Descriptioiu 

Castleford  Station,  where  this  collision  occurred,  is  a  station  on  the  North-Eastem 
Railway,  between  Normanton  and  York,  and  it  is  situated  2  miles  37  chains  from  the 
former. 

There  is  a  double  line  of  rails  running  through  the  station  in  a  direction  which  is 
approximately  east  and  west,  the  down  line  being  on  the  north  side.  At  each  end  of  the 
station  are  cross-over  roads  between  the  up  and  down  lines,  and  the  station  signal  box  ig 
at  the  west  end  of  the  station  on  the  up  side  of  the  line. 
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The  next  signal  box  to  the  west  of  the  Station  box  is  Castleford  High  Town  Gkites 
box,  usually  known  as  the  Gates  box,  distant  506  yards  from  the  Station  box,  and  the 
next  box  to  that  again  is  the  Whitwood  Junction  box,  distant  1,539  yards  from  the 
Gates  box. 

The  gradient  for  a  down  train  approaching  Castleford  from  Whitwood  Junction  is 
at  first  a  felling  one  of  1  in  484  for  a  distance  of  about  600  yards,  and  then  a  felling  one 
of  X  in  3,153  up  to  the  point  where  the  collision  occurred.  Down  trains  approach  and 
run  through  Castleford  Station  therefore  on  a  very  gently  falling  gradient. 

The  following  are  the  distances  from  the  Castleford  Station  signdl  box  to  the  various 
points  referred  to  in  this  Report,  all  of  these  being  to  the  westward  of  that  box  : — 


From  the  Station  signal  box  to  the  Station  box  home  signal 

Ditto  ditto        distant  signal 

Ditto  Gates  box 

Ditto  ditto 

Ditto  ditto 

Ditto  ditto 


•  •  • 


•  •  • 


Ditto 


home  signal 
distaoit  signal 
fog  apparatus 


Whitwood  Junction  box 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


Yards. 

190 

512 

506 

512 

1,240 

1,291 

2,045 


On  a  clear  day  a  driver  approaching  Castleford  Station  on  the  down  line  obtaiiw  an 
e^gcellent  view  of  the  signals  worked  from  the  Gates  and  Station  signal  boxes,  but  on  the 
day  on  which  the  collision  occurred  there  was  a  fog,  which  appears  to  have  come  on  and 
gone  off  intermittently,  and  the  density  of  which  seems  to  have  varied  conaidecably  at 
pliW^es  comparatively  near  to  each  other/ 

Neither  the  signalman  at  the  Gates  box  nor  the  one  at  the  Station  box  had 
considered  it  necessary  to  ask  for  fogmen,  but  there  can  be  no  doubt  that  at  the  point 
wliere  the  collision  occurred,  which  was  183  yards  to  the  ea&t  of  the  Station  box,  the  hg 
was  exceedingly  dense  at  the  time  of  the  accident. 


Evidence. 


Henry  Wood,  guard,  states :  I  have  been 
14  years  in  the  service  of  the  Great  Northern 
Railway  Company,  and  have  been  passenger 
guard  for  nearly  three  years;  previous  to  that 
1 39fa6  pa^xself  porter.  I  came  off  duty  at  1.11  a.Di. 
on  itbe  24th  Novembary  and  cai&e  on  duty  again 
at  12.45  p.m.  on  the  same  day  to  work  till  about 
9  prm.  I  was  guard  of  the  4.20  p.m.  train  from 
W'est  Gkite,  Wakefield,  to  Castleford.  My  train 
consisted  of  five  carriages  attached  to  the  engine 
in  the  following  order  :^*^ 

One  carriage  .brake, 
Two  composites, 
One  third, 
One  carriage  brake. 

They  were  all  six-wheeled  vehicles.  I  was  riding 
in  the  rear  van.  My  train  arrived  at  Castleford 
at  4.52,  that  is,  12  minutes  behind  time.  On 
arrival  at  Castleford  all  the  passengers  left  the 
ioain  and  the  engine  was  uiiconpled  to  run  round. 
When  it  had  done  so,  and  was  coupled  on  again, 
I  transferred  myself  to  the  brake  van  at  the  other 
end  of  the  train,  and  the  train  was  pushed  out  of 
the  station  in  order  that  it  might  cross  over  to  the 
U])  side.  I  did  not  see  the  disc  signal  myself,  but 
the  driver  pulled  the  train  on  to  the  up  line.  As 
I  passed  the  disc  signal  I  did  not  notice  it,  90  1 
cannot  say  whether  it  was  pulled  off  or  not  I 
was  on  the  oflE  side  of  my  brake  van  waiting  to 

Set  out  when  we  arrived  at  the  platform.  I  felt 
iie  shock  of  the  coUUsiop  and  felt  the  brake  heel 
^▼er ;  it  threw  me  against  the  door  and  bruised 
my  knee  and  hand.  I  felt  that  my  carriage  was 
AearaiW  and  felt  it  bump  over  tlie  sleepers. 
Before  I  could  get  to  the  brake  Uie  train  bad 
been  brought  to  a  standstill.  1  was  taken  over 
to  the  porters'  room,  where  my  injuries  were 


attended  to.  I  saw  nothing  of  the  train  running 
into  us  before  the  collision  occurred.  At  the 
time  of  the  collision  we  were  going  very  slowly, 
about  five  miles  an  hour  I  should  say.  My  train 
was  fitted  with  the  vacuum  automatic  brake ;  it 
was  in  good  ocder. 

Joseph  West^  signalman,  states :  I  have  been 
21  years  in  the  service  of  the  North-Eastem 
Railway  Company,  during  nine  of  which  I  l«?e 
been  a  signalman^ .  .Before  that  1  was  parcels 
porter.  I  have  been  employed  for  about  three 
years  in  the  Castleford  High  Town  Gates  box,  and 
am  employed  there  now.  I  came  on  duty  at 
6  a.m.  on  the  24th  November  to  work  until  6  p.nL  I 
had  not  been  on  duty  before  £or  four  days  as  I  had 
been  on  leave.  At  4.47  pan.  the  Great  Northern 
train  from  Wakefield  to  Castleford  passed  my  box, 
and  at  4.55  p.m.  Whitwood  Junction  offered  me 
the  North-Eastem  special  train.  1  accepted  it  at 
once.  The  weather  at  the  time  was  ratl»9r  foggj, 
but  1  had  no  fogmen  out.  I  did  not  ask  for  fognMD 
as  the  fog  during  the  day  had  only  been  of  a 
shifting  character.  There  is  a  rule  that  during 
fogs  1  am  not  allowed  to  accept  a  train  until  I 
have  received  "  1  rain  out  of  section,"  signal  frwn 
Castleford  for  the  preceding  train.  I  did  not 
wait  for  this  on  this  occasion,  as  I  did  not  consider 
Uiat  the  fog  was  a  permanent  one.  I  did  not, 
however,  lower  my  signals  for  the  train  when  I 
accepted  it.  At  4^8  pan.  1  reoaived  "Train 
entering  section,''  signal  from  Whitwood  Junotion. 
I  at  once  placed  a  fog  signal  at  my  down  distant 
signal  by  means  of  the  fog  apparatus. '  I  then 
went  to  the  window  to  hear  whether  the  train 
explo  ied  that  detonator.  I  baard  the  floimd  ^  the 
fog  signal  explode  and  1  heard  the  driver  viiiat- 
ling,    I  heard  the  train  still  approaching  my  box, 
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80  I  Tvn  <mt  of  tire  cabin  with  four  detonators  to 
place  on  the  rails,  but  I  had  only  time  to  get  two 
on.  I  also  held  up  my  red  lamp  as  a  danger 
sigmd,  and  called  out  as  the  driver  passed  me, 
»*  Hold  on  !  stop  ! "  but  I  did  not  see  either  the 
drivw  or  fireman.  The  train  went  past  at  a  speed 
wMch  I  estimate  at  about  50  miles  an  hour.  It  did 
not  show  any  signs  at  all  of  pulling  up.  I  then  ran 
back  into  the  cabin  and  sent  "  Train  running  away 
on  right  line  •*  to^the  Castleford  signalman.  After 
I  had  accepted  the  train  at  4.55  p.m.,  the  fog 
seemed  to  get  worse  at  the  time  the  train  ran  past 
my  box,  but  I  did  not  think  it  was  sufficiently 
foggy  to  prevent  the  driver  seeing  his  signals. 
I  think  J  could  see  about  30  yards  at  that  time. 
The  two  detonators  which  I  placed  on  the  line 
near  to  my  box  both  exploded.  I  never  lowered 
my  signals  at  all  for  the  train,  and  never  offered 
it  to  the  Castleford  box.  I  did  not  ask  for  fog 
signalmen  as  I  did  not  consider  that  they  were 
necessary. 

Thnnas  Limbert^  states  :  I  have  been  24  years 
in  the  service    of   the   North-Ea«H^m    Railway 
Oompany,  during  the  whole  of  which  I  have  been 
asignaimftn.    I  am  employed  in  the  Castleford 
SiaSoB  hcfx  where  I  have  been  just  four  years.    I 
casne  e<n  duty  on  the  24th  November  at  6  a.m.  to 
work  mrtll  6  p.m.    I  came  off  duty  on  the  23rd 
at  10  p.m.    The  Great  Northern  tradn  arrived  at 
Castleford  Station  at  4.53  p.m.    When  the  train 
arr^ed  I  placed  the  signals  to  danger  behind  it. 
After  the  train  had  come  to  a  stondstill  and  the 
engine  had  been  uncoupled,  I  worked  the  engine 
rcrnnd  to  tiie  other  end  of  the  train  by  means  of 
the  twt>  cross-over  roads  and  up  line.     I  gave  the 
drivera  discf  orcoming  thro  ugh  the  cross-over  inad 
at  the  east  end  of  the  station,  and  hand  signal  for 
that  at  the  west  end,  and  the  engine  coupled  up 
again  to  the  train;    I  then  lowered  the  starting 
signal  for  the  drrvw  topropel  his  train  beyond 
the  cmsB^over  road.     When  he  had  done  so  I 
placed  the  starting  signal  to  danger  and  set  the 
cross-over  road  for  him.    I  then  pulled  over  the 
disc  signal  for  him  to  run  on  to  the  up  line. 
While  he  was  crossing-over  he  was  run  into  by  the 
North^Eastem  train.    The  first  I  heard  about  the 
North-&8tem    train    was   receiving   the  signal 
from  the  Oatee  box  that  there  was  a  tmin  running 
away  on  the  right  line,  that  was  at  4.59  p.m.    I 
acknowledged  the  signal,  but  befbre  I  could  do 
anything*  the  train  was  at  my  box.    I  went  to  the 
whidow  and  held  out  a  danger  signal,  and  shouted 
to  tlie  driver,  but  did  not  appear  to  make  any 
impresBion  on  him.    I  estimate  the  speed  of  the 
train  when  it  passed  my  box  at  about  40  miles  an 
hour.    I  eotrld  not  discern  anything  to  make  me 
tUnk  that  it  was^  checking  speed.    I  did  not 
xlotiee  whether  the  brakes  were  on  or  not,  but  I 
tbtnk  I  should  ha:ve  noticed  it  if  they  had  been 
on.    At  4.58  p.m.  I  had  received  from  the  Oates 
box  the  shunt  signal,  and  from  that  I  knew  there 
^WB  a  train  following.    All  my  signals  were  at 
danger.     It  was  foggy  at  the  time.    About  10 
prfnutes  before  the  Great  Northern  train  arrived 
it  was  fairly  clear  and  I  could  discern  my  junc- 
tion signals,  but  after  that    it  got   very  much 
thicker.    I  had  no  fog  signalmen  out ;  ¥  had  not 
Mked  for  fog  signalmen  as  up  to  this  time  I  had 
not  thought  ttoy  were  necessary.      After   the 
accident  the  f  ogmen  were  sent  out  by  the  station- 
niarter.    At  the  time  tiie  NorthEastem  train  ran 
pwt  my  box  I  do  not  think  that  the  driver  could 
rave  seen  whether  his  signals  were  off  or  not. 
I  did  not  receive  the  "Running  away"  signal 
from  Gates  box  until  I  had  set  the  cross-over  road 
and  pulled  off  the    disc   signal    for  the  Great 
Northern  train.    I  had  not  time  to  put  any  deto- 


nators on  the  line  myself.  I  did,  however,  hefir 
one  set  of  detonators  go  off  at  the  Oates  box  at; 
about  the  time  the  North-Eastern  train  must  hvw 
bt9en  passing.  I  only  heard  one  set,  and  am  not 
sure  whether  it  was  one  or  two  detonators. 
There  seemed  to  be  a  lot  of  smoke  and  steffin 
about  the  engine  when  it  passed,  but  I  covM 
see  the  engine,  and  I  think,  therefore,  that  the 
driver  could  have  seen  my  red  light.  I  did  no* 
send  **  Train  out  of  section  "  signal  for  the  Qreat^ 
Northern  train. 

John  William  Mcmghan^  driver,  states :  I  have 
been  about  18  years  in  the  service  of  the  Nortlip- 
Eastem  Railway  Company,  during  seven  of  wh^eh 
I  have  been  ei^ne  driver.  Previous  to  that  I 
was  a  fireman.  I  came  on  duty  on  the*  2#lh 
November  at  8.28  a.m.  to  work  to  7.52  p.m.  I 
came  off  duty  on  the  23rd  November  about  7  p.iflik 
I  was  driving  a  North-Eastern  special  train  from 
Normantonto  Newcaistle.  My  engine  was  a  fowr^- 
wheels-courpled  bogie  engine,  fitted  with  Wes^ 
inghouse  brake  working  blocks  on  the  fotrr 
driving  wheels  and  on  the  six  tender  wheels,  and 
with  hand  brake  working  blocks  on  the  six 
tender  wheels.  The  brakes  were  in  good  order. 
We  left  Normanton  at  4.52  p.m.,  27  minutes  lata 
It  was  quite  clear  when  we  left  Normanton,  bat 
we  ran  into  a  dense  fog  at  Altofts  Junction.  I 
eased  the  train  up  at  that  junction  because  I 
could  not  see  the  signals.  I  got  a  hand  signal 
from  the  signalman  at  West  Riding  Colliery  that 
all  was  right.  I  went  on  to  Whitwood  Junction; 
all  signals  were  off  for  me  there  ;  I  had  no  diO 
culty  in  seeing  the  signals  at  this  point.  Tie 
next  signal  I  came  to  was  the  distant  signal  1^ 
the  Gates  box.  I  could  not  see  this  signal,  but  as 
I  passed  it  I  heard  a  fog  signal  go  off.  I  had'  be«n 
on  the  fireman's  side  looking  out  for  the  signal, 
but  when  I  heard  the  detcmator  go  off  I  sftepped 
back  to  the  driver's  side,  applied  the  brake  and 
shut  off  steam.  When  passing  the  Oates  sigottl 
box  I  caught  a  glimpse  of  the  home  signal  wHk 
the  distant  signal  under  it.  I  saw  a  green  ligbl^ 
and  I  therefore  took  it  that  the  signal  was  oft 
After  I  had  heard  the  detonator  explode  at  \km 
distant  I  heard  no  other  detonator  at  all,  and  I 
am  qnite  sure  no  detonator  went  off  whev  i 
passed  Oates  box.  I  am  quite  sure  that  if  the 
signalman  had  been  on  the  ground  holding  a  red 
light  or  a  red  light  from  the  window  I  mmit 
have  seen  him,  but  I  did  not  do  so.  At  the  time 
I  reaped  the  home  signal  I  was  going  at  a  epeod 
of  25  miles  an  hour.  If  the  home  signal  had  beenr 
at  danger  I  should  not  have  been  able  to  stop  my 
train  at  it.  The  reason  for  this  is  that  the  raiki 
were  very  greasy  and  my  brake  power  wh»  mci 
sufficient.  The  reason  of  my  brake  power  belnig 
insuffloient  was  that  the  whole  of  the  carriages 'on 
the  train  were  not  fitted  with  the  Westin^onse 
brake,  only  four  of  the  seven  were  so  fitted*  I 
kept  the  brake  fully  on  from  the  time  I  pawed 
the  Oates  distant  signal  until  I  saw  that  the  Oaten 
home  signal  was  off.  When  I  saw  that  the  Oatea 
home  signal  was  off  I  released  the  brakest,  I 
could  not  see  the  Castleford  home  signal  when  I 
passed  it,  but  as  I  had  seen  the  distant  off  I  t^k 
it  that  the  home  was  off.  I  saw  the  Castleford 
box  as  I  paosed,  and  I  saw  the  signalman ;  he  was 
standing  against  the  levers  ;  he  was  not  making 
any  signals  to  me.  I  am  quite  sure  that  I  sarw 
him.  It  was  not  very  foggy  at  this  point  at  that 
time.  We  ran  on  through  the  station.  I  knew 
nothing,  however,  until  I  felt  the  engine  jolting. 
I  then  applied  the  brake  and  pulled  up.  I  ran 
about  250  yards  or  so  before  I  was  able  to  pull  up» 
Until  I  stopped  I  had  no  idea  I  had  been  in 
collision   with  anything.    The  two  front  bogie 
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wheels  of  my  engine  were  derailed,  but  nothing 
^lae.  At  the  time  when  the  collision  occurred 
we  were  going  about  25  miles  an  hour.  The  fact 
«f  the  rails  being  greasy  prevented  my  bringing 
my  train  to  a  stand  earlier.  No  damage  was  done 
to  my  train  except  to  the  engine.  The  two  front 
wheels  were  still  off  the  rails  when  I  came  to  a 
stand.  When  I  left  Normanton,  I  thought  that 
my  brake  power  was  sufficient  for  my  train,  at 
all  events  as  far  as  York,  and  I  made  no  com- 

Flaint  on  the  subject.  At  the  Oates  home  signal 
could  only  see  one  green  light,  and  this  I  took 
to  be  the  distant,  and  I  therefore  thought  the 
home  signal  above  it  must  be  off  also.  I  did  not 
hear  the  signalman  at  Gates  box  shout  to  me,  if 
he  had  done  so  I  think  I  should  have  heard  him. 
I  did  not  see  the  outer  home  signal  at  the  Gates 
box  at  all.  I  was  on  the  driver's  side  of  the 
engine  as  I  went  through  Castlef  ord  station,  that 
\»  the  right  hand  side.  I  did  not  go  over  to  the 
fireman's  side  at  all  while  passing  through  the 
station.  The  joint  inspector  at  Normanton  told 
me  that  there  were  only  three  or  four  brakes 
upon  the  train,  and  that  I  had  to  be  careful  at 
York  station.  I  had  no  conversation  with  the 
guard  before  leaving  Normanton  on  the  subject 
of  the  brakes.  I  am  acquainted  with  the  Com- 
pany's rules  about  brake  power  on  passenger 
trains. 

B.  Steadman^  fireman,  states :  I  have  been 
about  three  years  and  nine  months  in  the  service 
of  the  North-Eastem  Railway  Company,  during 
two-and-a-half  of  which  I  have  been  a  fireman. 
I  was  on  duty  on  the  24th  November  with  driver 
Maughan,  and  I  worked  the  same  hours  as  he  did. 
I  had  come  off  duty  on  the  23rd  at  6  p.m.  It 
was  the  first  time  I  had  ever  been  on  this  line  and 
I  did  not  know  any  of  the  points  on  it.  I  did 
not  know  any  of  the  signal  stations  along  the  line, 
and  did  not  know  where  any  of  the  signals  were 
placed.  I  looked  for  them  but  I  did  not  see  any 
of  them.  I  remember  hearing  one  detonator  go 
off,  and  I  think  it  was  about  400  or  500  yaids 
from  where  we  came  to  a  stand.  We  had  only 
slackened  down  once  before  we  exploded  a 
detonator,  and  that  was  soon  after  leaving  Nor- 
manton Station.  As  soon  as  we  ran  over  the 
detonator  the  driver  turned  off  steam  and  applied 
the  brake.  The  brake  seemed  to  act  well  on  the 
train  so  far  as  I  could  see.  Our  train  was  not 
brought  to  a  standstill,  but  I  cannot  say  whether 
the  driver  took  the  brake  off,  as  I  was  looking  out 
on  my  side  of  the  engine.  I  did  not  see  any 
signal  boxes  at  all  on  my  side  and  I  heard  no 
more  detonators  go  off.  I  saw  the  lights  in 
Castlef  ord  Station  when  we  ran  through  it ;  the 
steam  v^as  still  turned  off  at  that  time,  but 
I  cannot  say  whether  the  brake  was  still  applied. 
I  did  not  know  we  had  struck  anything  until  the 
engine  began  to  roll.  My  mate  then  put  full 
pressure  of  the  brake  on  and  we  stopped  as  soon 
as  we  could.  My  mate  and  I  both  got  down  to 
see  what  was  wrong,  and  found  the  two  front 
wheels  were  off  the  rails.  I  did  not  know  then 
that  we  had  run  into  another  train.  It  was 
fairly  clear  when  we  left  Normanton,  and  I  saw 
two  or  three  signals  there,  but  later  on  the  fog 
became  denser  and  I  could  see  none  at  all.  The 
driver  told  me  the  signals  were  mostly  on  my 
side  and  I  was  to  keep  a  look  out  and  catch 
a  glimpse  of  them.  I  did  not  see  any  signal 
at  all  on  my  eide  after  we  had  passed  over 
the  detonator  which  exploded.  I  was  on  the 
left-hand  side  of  the  engine.  After  the  collision 
and  after  we  had  come  to  a  stand  the  driver 
remarked  to  me  that  he  thought  he  had  caught  a 
glimpse  of  the  signal  off.    I  was  put  on  this  train 


because  the  fireman  who  was  booked  for  it  did 
not  turn  up. 

John  Wilson^  guard,  states :  I  have  been 
22  years  in  the  service  of  the  North-Eastem 
Railway  Company,  during  15  of  which  I  have 
been  guard.  I  came  on  duty  at  9.30  a.m.  on 
the  24th  November  to  work  until  8  p.m.  I  came 
off  duty  on  tlie  23rd  November  at  7.30  p.m.  I 
was  guard  of  the  special  train  fiom  Normanton  to 
Newcastle.  The  train  consisted  of  seven  vehicles, 
which  were  attached  to  the  engine  in  the  follow- 
ing order : — 

WheelB. 

X     V  ClIX  ...  ...  ...  •.•  aa.  O 

1  Midland  covered  carriage  truck    ...  4 

1        „        third  bogie            8 

1  N.S.  third      ..•         ...         ...         ...  6 

1  Midland  van 4 

1  N.S.  carriage  truck 4 

1  North-Eastem  van ..  4 

The  first,  third,  fifth,  and  seventh  vehicles  had 
blocks  on  their  wheels  worked  by  the  Westing- 
house  brake,  the  remaining  three  vehicles  were 
piped  for  that  brake.  The  brakes  were  in  good 
order.  I  did  not  give  the  driver  any  directions 
myself ;  the  assistant  station-master  at  Normanton 
informed  me  he  had  given  the  driver  information 
on  that  point.  We  left  Normanton  at  4.52  p.m., 
27  minutes  late.  When  we  left  Normanton  it 
was  not  foggy.  At  Altofts  Junction  I  noticed 
the  brakes  were  slightly  applied,  but  I  saw 
nothing  of  the  signals  there.  After  that  I  saw 
nothing  more  of  the  signals,  though  I  was  looking 
out  for  them.  I  heard  no  detonator  go  off  at  alL. 
I  did  not  see  any  signals  after  leaving  Normanton, 
though  I  was  looking  out  for  them,  and  if  they 
had  been  visible  I  must  have  seen  them.  I  was 
looking  out  when  we  passed  Castleford  Gates  box, 
but  I  could  not  see  the  box  itself.  I  was  also 
looking  for  the  Castleford  Station  box,  and  that 
I  was  not  able  to  see.  My  train  did  not  slacken 
down  again  before  reaching  Castleford  Station; 
it  did  not  slacken  down  near  Castleford  G^tes. 
I  am  quite  sure  on  this  point.  I  am  quite  sure 
that  if  the  brake  had  been  applied  I  should  have 
heard,  and  I  am  quite  positive  that  it  was  not 
applied.  I  do  not  think  that  we  exceeded 
15  miles  an  hour  the  whole  of  the  journey.  We 
were  running  at  this  speed  through  Castleford 
Station.  I  knew  nothing  whatever  about  the 
collision  until  after  my  train  had  come  to  a 
standstill.  I  then  heard  that  the  wheels  of 
my  engine  were  off  the  line.  I  went  back  to 
protect  my  train,  and  I  then  heard  what  had 
happened.  I  noticed  the  brake  applied  as  we 
passed  through  Castleford  Station ;  it  seemed  to 
act  very  well,  and  it  stopped  the  train  in  the 
usual  way.  I  fully  realized  when  we  left  Nor- 
manton that  we  were  starting  without  the 
regulation  proportion  of  brake  power.  The 
explanation  I  give  is  that  I  could  not  use  the 
vacuum  brake  because  the  first  and  third  vehicles 
were  not  fitted  for  it.  I  did  not  make  any 
protest  against  starting  without  sufficient  brake 
power. 

Albert  iftmdy,  assistant  foreman,  states  :  I  am 
ticket  collector  and  assistant  foreman  at  Nor- 
manton Station.  I  was  acting  as  station-master 
at  Normanton  station  on  the  afternoon  of  the 
24th  November.  I  remember  the  special  train 
for  Newcastle  being  marshalled.  I  am  acquainted 
with  the  Company's  rules  as  to  the  amount  of 
brake  power  which  each  passenger  train  should 
be  provided  with.  This  train  had  not  quite  the 
right  amount  of  brake  power.  It  was  only  just 
before  the  train  started  I  noticed  that  it  was  half 
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a  vehicle  over  the  margin.  I  had  no  vehicles 
available  with  which  to  correcc  the  vehicles  on 
the  train,  so  I  told  the  driver  that  he  had  three 
iinbraked  vehicles.  I  did  not  say  anything  to 
the  guard  on  the  subject,  and  he  did  not  say 
anything  to  me.  I  thought  I  was  justified  in 
letting  the  train  go  as  it  was,  and  I  took  the 
responsibility  of  doin§  so.  1  admit  I  ought  to 
have  taken  more  steps  to  correct  the  brake 
power. 

John  BeetoHy  driver,  states :  I  have  been  HO 
years  in  the  service  of  the  Oreat  Northern  Rail- 
way Comipany,  during  15  of  which  I  have  been 
a  driver.  I  came  on  duty  at  3.15  p.m.  on  the 
24th  November  to  work  until  about  11.30  p.m. 
I  had  previously  come  off  duty  at  1.45  a.m.  on 
the  24th.  1  was  in  charge  of  the  4.20  p.m.  train 
from  Wakefield  to  Castleford.  After  arriving  at 
Castlef  ord  my  engine  uncoupled  and  wa«  worked 
round  to  the  other  end  of  the  train.  Aftor  this 
the  starting  bignal  was  lowered  for  me,  and  I 
propelled  my  train  forward  till  I  was  clear  of  th« 
crossover   road.     I   could  not  see  the  starting 


signal  before  we  started,  but  I  was  informed  by 
the  signalman  that  it  was  off,  and  as  we  passed  it 
my  fireman  saw  it.  When  1  got  clear  of  the 
cross-over  ro.id  I  gave  a  crow  whistle,  and  then 
the  points  were  pulled  over,  the  disc  signal  given 
me,  and  1  drew  my  train  across  the  cross-over 
road  towards  the  up  line,  and,  when  doing  so,  a 
North-Eastern  train  arrived  on  the  down  line, 
:ind  ran  into  the  reai*  portion  of  my  train.  The 
fog  was  so  dense  at  this  time  that,  although  the 
North-Eastern  train  passed  me  on  the  next  line,  I 
could  not  see  it.  Judging  from  the  sound  of  the 
North-Eastern  train  I  should  say  it  was  running 
at  least  between  30  and  40  miles  an  hour.  The 
collision  gave  a  jerk  to  the  train,  but  it  did  not 
stop  it  dead  ;  we  went  on  for  five  or  six  yards. 

Mr.  James  Yorke  states :  1  am  station-master 
at  Castleford.  On  the  24th  November,  about 
5  p.m.,  1  was  in  my  house  close  to  the  station.  I 
distinctly  heard  two  detonators  go  off  one  after 
the  other,  and  immediately  afterwards  I  heard  a 
train  ran  fast  through  the  station. 


Conclusion. 


The  Great  Northern  tram  concerned  in  this  collision  arrived  at  Castleford  on  the 
down  line  at  4.53  p.m.  ;  thia  train  does  not  proceed  further  than  Castleford,  and  it 
subsequently  returns  from  that  station  as  an  up  train.  On  its  arrival  the  engine,  having 
been  uncoupled,  ran  round  its  train  by  means  of  the  cross -over  roads  at  the  ends  of  the 
stiition  ;  as  soon  as  the  passengers  were  discharged  the  train  was  backed  along  the 
down  line  until  it  was  clear  of  tho  cross-over  road  at  the  east  end  of  the  station,  and  it 
was  then  drawn  forward  towards  the  up  line  by  means  of  that  cross-over  road.  Before 
the  rear  of  the  train  was  quite  clear  of  the  fouling  point  between  the  down  line  and  the 
cross-over  road,  the  North-Eastern  train  dashed  through  the  station,  and  the  collision 
above  described  occurred. 

The  North-Eastern  train  had  started  from  Normanton  at  4.52  p.m.,  which  was  about 
25  minutes  after  its  right  time.  Its  driver,  John  Maughan,  states  that  the  weather  was 
clear  when  he  left  Normanton,  but  that  at  Altofts  Junction,  a  short  distance  from 
Normanton,  he  ran  into  a  thick  fog,  and  bad  to  ease  up  in  consequence  ;  at  Whitwood 
Junction,  however,  he  had  no  difficulty  in  seeing  that  the  signals  at  that  junction  were 
off  for  him. 

When  approaching  the  Castleford  Gates  box  the  fog  was  again  thicker,  and  he  was 
miable  to  see  the  Gates  distant  signal,  but  he  heard,  as  he  admits,  a  detonator  explode 
under  his  engine  at  that  point,  so  he  knew  that  that  signal  was  at  danger,  and  he  states 
that  he  accordingly  shut  off  steam  and  applied  his  brakes. 

When  he  reached  the  Gates  box  Maughan  states  that  he  was  travelling  at  a  speed  of 
25  miles  an  hour ;  he  admits  that  with  that  speed  he  could  not  have  brought  his  train  to  a 
stand  at  the  home  signal  if  he  had  found  it  against  him,  and  this  he  says  was  due  to  the  fitct  of 
there  not  having  been  sufficient  brake  power  on  the  train  ;  he  saw,  however,  a  green 
light,  which  he  took  to  be  the  distant  signal  for  the  Station  box,  and  he  consequently 
concluded  that  the  home  signal  for  the  Gates  box,  which  was  above  the  distant  signal  for 
the  Station  box,  must  be  off  also  ;  Maughan  denies  that  any  detonator  went  off  under  his 
engine  when  passing  the  Gates  box,  or  that  the  signalman  showed  him  a  red  light ;  he 
accordingly  released  his  brakes,  and  ran  on  to  Castleford  Station. 

When  approaching  Castleford  Station  Maughan  admits  that  he  could  not  see  the 
Station  box  home  signal,  but  having,  as  he  thought,  seen  the  distant  signal  off,  he  concluded 
that  the  home  signal  must  be  off  also,  and  he  accordingly  ran  through  the  station  at  a 
speed  which  he  estimates  at  25  miles  an  hour.  The  fog  at  this  time  was  so  dense  at  the 
point  where  the  collision  occurred  that  he  never  saw  the  train  with  which  he  collided  ; 
he  felt  his  engine  checked,  so  he  at  once  took  steps  to  bring  it  to  a  stand  ;  he  then  dis- 
covered that  the  front  wheels  of  the  engine  were  derailed,  and  he  subsequently  ascertained 
that  it  had  been  in  collision  with  the  Great  Northern  train. 

The  fireman,  Steadman,  corroborates  Maughan's  evidence,  but  he  states  that  after 
the  detonator  exploded  at  the  Gates  distant  signal  he  himself  could  not  distinguish  any 
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iriore  signals  on  the  line,  though,  in  accordance  with  Maughan's  instructions,  he  was 
specially  looking  out  for  them. 

The  guard,  Wilson,  can  give  no  evidence  at  all  about  the  signals.  He  corroborates 
the  driver's  statement  that  the  brakes  were  slightly  applied  at  Altofts  Junction,  but  he 
positively  asserts  that  they  were  not  applied  again  before  reaching  Castleford  Station,  arid 
he  also  asserts  that  the  train  never  slackened  speed  when  approaching  the  Gates  box. 
He  does  not  however  think  that  the  speed  of  the  train  ever  exceeded  15  miles  an  hour 
after  leaving  Normanton  ;  but,  as  it  had  travelled  from  Normanton  to  Castleford — a 
distance  of  2  miles  37  chains — in  seven  minutes,  including  a  slack  at  Altofts  Junction, 
this  estimate  is  clearly  inaccurate. 

Signalman  West,  who  was  on  duty  in  the  Grates  box,  positively  asserts  that  neither 
his  distant  nor  his  home  simal  were  ever  lowered  for  the  North-Eastern  train.  When 
he  accepted  that  train  he  placed  one  detonator  on  the  line  near  his  distant  signal  by 
means  of  his  fog  apparatus  ;  he  heard  that  detonator  explode,  but  as  he  thought  from  the  . 
sound  of  the  train  tihat  it  was  approaching  his  box  too  quickly  he  ran  down  and  placed  • 
two  more  detonators  on  the  line  at  that  point ;  he  also  held  up  a  red  light  and  shouted 
to  the  driver  as  he  ran  past.  The  detonators,  he  states,  both  exploded,  but  the  train  ran 
past  his  box  at  a  speed  which  he  estimates  at  50  miles  an  hour  without  showing  any  signs 
of  pulling  up.  West  at  once  sent  to  the  Castleford  Station  box  the  signal  denoting 
"  Train  running  away  on  right  line."  West  had  never  offxired  the  train  to  the  Station 
box,  as  he  had  never  received  the  "  Tr.iin  out  of  section  "  signal  for  the  Great  Northern 
train.  .  •  ^  * 

Signalman  Limbert,  who  was  on  duty  in  the  Station  box,  states  that  the  North- 
Ettstern  train  W'as  never  offered  to  him  at  all,  and  that  the  first  he  knew  of  its  approach 
was  the  receipt  of  the  above-mentioned  signal  from  the  Gates  box.  At  that  time  all  his  * 
signals  were  at  danger,  and  he  had  already  pulled  off  the  disc  signal  for  the  Great 
Northern  train  to  cross  from  the  down  to  the  up  line.  He  at  once,  th<^refore,  went  to  the 
window  and  held  out  a  red  light,  but  the  train,  which  arrived  immediately  after  the  receipt 
of  the  signal,  passed  his  box  at  a  speed  which  he  estimates  at  40  miles  an  hour. 

There  can,  in  my  opinion,  be  no  doubt  that  the  signals  both  at  the  Castleford  G^tes 
box  and  at  the  Station  box  were  at  danger  when  the  North- Eastern  train  passed  them, 
and  driver  Maughan  does  not  seriously  dispute  this  fact.  Considering  that,  as  Maughan 
himself  admits,  a  detonator  exploded  when  he  passed  the  Gates  distant  signal,  showing 
him  thai  that  signal  was  at  danger,  it  was  incumbent  on  him  to  have  had  his  train  well 
in  hand.ready  to  stop  at  the  home  signal.  His  excuse  for  not  doing  so,  viz.,  that  he  had  not 
BuflBcient  brake  power,  will  not  hold  water,  for  the  distance  between  the  distant  and  home 
signals  is  728  yards,  and,  though  the  brake  power  on  his  train  wa«  not  as  great  as  it 
should  have  been,  it  was  ample  to  have  brought  his  train  to  a  stand  in  that  distance. 

Again,  even  according  to  Maughan's  own  account,  the  view  which  he  got  of  the  * 
Gates  home  signal  was  a  very  uncertain  one,  and  his  fireman  was  unable  to  see  it  at  all. 
Under  those  circumstances  he  acted  very  recklessly  in  running  on  without  ascertaining 
whether  it  was  off  for  him.     The  same  remark  applies  to  his  passing  the  home  signal  at 
the  Station  box,  which  he  admits  he  did  not  see  at  all. 

Maughiin  and  his  fireman  both  dispute  the  fact  of  any  detonators  having  exploded 
under  their  train  at  the  Gates  box,  but  signalman  West's  evidence  on  this  point  is 
corroborated  by  that  of  the  station-master  at  Castleford,  who  asserts  that  just  before  the 
North -Eastern  train  arrived  he  distinctly  heard  two  detonators  explode. 

It  is  therefore  clear  that  this  collision,  which  might  have  had  most  serioue  results, 
waft  due  to  the  fact  of  driver  Maughan  not  having  exercised  due  caution  in  approaching 
the  Gates  box,  and  to  his  having  run  past  both  the  Gates  box  and  the  Station  box  without 
ascertaining  that  the  signals  were  off  for  him  ;  the  responsibility  for  this  acddent  must  ' 
therefore  rest  on  him.  At  the  time  of  the  collision  he  had  been  on  duty  for  eight-and-a- 
half  hours,  but  it  must  be  noted  that  his  booked  hours  for  the  day  were  1 1  hours  39 
minutes  ;  this  is  longer  than  a  driver  should  be  called  upon  to  work,  and  the  •  Company 's  • 
attention  should  be  drawn  to  this  point. 

It  is,  I  think,  probable  that  both  signalman  West  in  the  Gates  box  and  signalman 
Limbert  in  the  Station  box  committed  errors  in  judgment  in  not  asking  for  the  serxdces 
of  fog-men  on  this  day  ;  but^  as  it  is  clear  from  the  evidence  that  the  fog  oh  this  occasion 
was  .of  a  very  variable  andi  shifting  nature,  it  is  impossible  for  anyone  who  was  not  * 
actually  on  the  spot  at  the  time  to  form  a  definite  opinion  on  this  point,  and  the  signal- 
men must. therefore  be  given  the  benefit  of  the  doubt. 

The  omily  other' point  in  connection 'with  this  accident  w^hich  appears  to  call  for 
remark  is  the  brake  power  of  the  North -Eastern  train  ;  this  train  was,  as  above  stated, 
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according  to  the  Board  of  Trade  scale  equal  to  nine  vehicles,  and,  as  it  was  running  mo^e 
than  10  miles  without  a  stop,  the  Company  was  authorized  to  have  on  it  only  one-and-a- 
half  unbraked  vehicles  ;  its  unbraked  vehicles,  according  to  the  same  scale,  were  equal  to 
two,  i.e. J  half  a  vehicle  in  excess  of  the  authorized  allowance. 

This  fact  appears  to  have  been  clearly  recognized  both  by  foreman  Mundy,  who 
was  acting  on  .that  day  as  station-master  at  Normanton,  where  the  train  was  made  up, 
and  by  guard  Wilson,  who  took  over  charge  of  the  train  from  him.  Both  of  these  officials 
are  to  blame  for  allowing  the  train  to  start  from  Normanton  when  its  composition  was 
not  in  accordance  with  the  Company's  rules,  which  are  in  strict  agreement  with  the 
Board  of  Trade  requirements. 

I  have,  &c., 
The  Assistixnt  Secretary,  P.  G.  von  Donoi% 

Railway  Department,  Board  of  Trade.  Lieut.- Col. ^  R.E, 


APPENDIX. 


Particulars  of  Damage  to  Rolling  Stock. 

North-Eastem  engine.  No.  1,910. — Right  buffer  1  door  light,  4  steps,  2  axle  boxes,  2  axle  guards 

beam  broken.  broken ;   step  irons   broken   and    bent ;    4  axle 

Great  Northern  brake  third,  No.  1,419.-1  sole,  1  guards  and  1  axle  bent. 

Bide  rail,  4  side  panels,  )\  door  stileB,  4  door  pillars,  Great  Northern  third,  No.  1,300. — 1  step  damaged.. 


Printed  copies  of  the  above  Report  were  sent  to  the  Companies  concerned  on  the  13th  February,  1902^. 


NORTH  EASTERN   RAILWAY. 

Railway  Department.  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  December  :^7th,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  9th  December,  1901,  the  result  of  my  inquiry  into  the 
circumstances  under  which  an  accident  occurred  at  about  5.7  p.m.  on  the  3rd  December, 
near  Bardsey,  on  the  North  Eastern  Railway,  to  a  passenger  train  belonging  to  that 
Company. 

In  this  case,  as  the  4.32  p.m.  down  express  train  from  Leeds  to  Newcastle,  consisting 
of  an  engine,  tender,  and  six  vehicles,  had  reached  a  point  about  406  yards  from  Bardsey 
Station,  a  derailment  occurred,  causing  all  the  vehicles  of  the  train,  with  the  exception  of 
the  engine,  to  leave  the  rails  and  to  foul  the  up  line. 

The  tender  became  uncoupled  from  the  vehicle  n  rear  of  it,  and  was  dragged 
forward  by  the  engine,  its  wheels  taking  the  road  again  at  a  cross-over  road  close  to 
Bardsey  Station;  the  engine  and  tender  then  came  to  rest  about  150  yards  ahead  of  the 
remainder  of  the  train. 

The  train  consisted  of  the  foUowing  vehicles  attached  to  the  engine  in  the  order 
given  : — r 

Wheels. 
One  brake  composite     ...         ...         ...         ...         ...         8 


One  brake  third 

One  composite 

One  composite 

One  third-class  carriage 

One  brake  third 


.•*         ...         ...         ... 

...         ...         •.«         ... 


...         . • . 


8 
8 
8 

8 
8 

e  come  to  rest  in  the 


The  first  four  vehicles  were,  after  the  accident,  found  to  hav 
six-foot  way,  between  the  up  and  down  lines  ;  they  were  standing  on  their  wheels,  but 
two  of  them  were  leaning  slightly  over  towards  the  up  line  ;  the  fifth  vehicle  was  also 
entirely  derailed,  but  was  standing  partly  in  the  six-foot  and  partly  in  the  four-foot  ; 
the  end  vehicle  was  aei*oss'  the  down  line,  its  rear  bogie  being  on  the  rails.     All  these 
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vehicles  were  very  severely  damaged  ;  they  were  not  uncoupled,  but  they  were  jammed 
together,  and  some  of  them  were  buffer-locked. 

Fortunately  no  loss  of  life  occurred,  but  the  guard  of  the  train  was  shaken  and 
bruised,  and  the  Company  has  since  received  complaints  from  seven  passengers  of  personal 
injuries  received. 

The  engine  of  the  train  was  a  four- wheels-coupled  tender  engine  with  bogie  in  front ; 
it  was  fitted  with  the  Westinghouse  automatic  brake  working  blocks  on  the  four  coupled 
wheels  and  on  the  six  wheels  of  the  tender  ;  it  had  also  the  usual  hand-brake  working 
the  blocks  on  the  tender  wheels. 

The  train  also  was  fitted  throughout  with  the  Westinghouse  automatic  brake  working 
blocks  on  all  its  wheels. 

The  brakes  are  reported  as  having  been  in  efficient  order. 

Details  of  damage  done  to  the  rolling  stock  and  permanent  way  are  given  in  the 
Appendix. 

Description. 

Bardsey  Station,  near  which  this  accident  occurred,  is  a  station  on  the  Cross  Grates- 
Wetherby  branch  of  the  North  Eastern  Railway  ;  this  branch  forms  a  portion  of  the 
Company's  route  between  Leeds  and  Harrogate.  The  Une  was  originally  constructed  in 
1871  as  a  single  line,  but  it  was  doubled  during  1900,  the  down  line  being  then  added  to 
it.  At  the  point  where  the  accident  occurred  the  direction  of  the  lines  is  approximately 
north  and  south,  the  down  line,  on  which  the  train  to  which  the  accident  occurred  vras 
running,  being  on  the  west  side. 

The  next  station  to  Bardsey  in  the  up  direction,  i.e.^  in  the  direction  fi'om  which  the 
down  train  was  approaching,  is  Thorner,  and  the  distance  between  these  two  stations  is 
exactly  2  miles.  At  Thorner  Station  the  line  is  nearly  level,  but  immediately  after 
leaving  that  point  a  falling  gradient  commences,  which  continues  the  whole  way  t-o 
Bardsey  Station  ;  this  gradient  varies  from  1  in  70  to  1  in  94,  with  the  exception  ol 
one  length  of  a  quarter  of  a  mile,  in  which  the  gradient  is  only  1  in  292.  The  derailment 
occurred  when  the  train  was  about  400  yards  from  Bardsey  Station  ;  it  h4>d  therefore 
been  running  down  a  somewhat  severe  falling  gradient  for  a  distance  of  If  miles. 

As  regards  the  curvature  of  the  line  :  for  the  first  mile  after  leaving  Thorner  Station 
the  curves  are  very  slight,  but  after  that  for  a  distance  of  half  a  mile  there  are  reverse 
curves  of  20  and  36  chains  radius  respectively.  There  is  then  a  straight  portion,  8 
chains  in  length,  and  then  a  second  set  of  reverse  curves  commences,  the  first  of  which 
is  a  right-handed  one  of  25  chains  radius  and  16  chains  in  length,  and  the  second  a  left- 
handed  one  of  20  chains  radius  and  10  chains  in  length.  These  reverse  curves  are 
provided  with  check  rails,  but  in  neither  of  them  is  there  any  straight  between  the 
right  and  left-handed  portions.  The  derailment  occurred  a  short  distance  before  reaching 
the  termination  of  the  right-handed  curve  of  the  second  set  of  reverse  curves. 

The  train  was  therefor^  running  on  a  right-handed  curve,  and  it  was  derailed  to  the 
right  of  the  line  on  which  it  was  running,  that  is,  on  the  inside  of  the  curve. 

On  account  of  the  above  curves  there  is  a  speed  restriction  of  25  miles  an  hour  over 
this  ])ortion  of  the  line,  and  on  the  day  on  which  the  derailment  occurred,  there  was  also 
a  speed  restriction  on  the  south  side  of  Thorner  Station  on  account  of  repairs  which  were 
being  carried  out ;  down  trains  therefore  had  to  slacken  down  shortly  before  reaching 
that  station. 

The  permanent  way  of  the  line  on  which  the  train  was  running  was  laid  with  new 
material  about  a  yejir  and  a  half  ago  ;  the  rails  weighed  90  lbs.  to  the  yard,  were  30  feet 
in  length,  and  were  connected  b}'  fish  plates,  weighing  26  lbs.  the  pair  ;  the  chairs 
weighed  40  lbs.  each  ;  the  sleepers  were  of  the  usual  description,  and  there  were  II  of 
them  to  each  rail. 

The  first  marks  on  the  line  connected  with  the  derailment'  were  at  a  point  which,  for 
convenience  of  reference,  will  be  called  A,  situated  about  60  yards  before  reaching  the 
termination  of  the  right-handed  curve  on  which  the  train  was  running  ;  at  this  point  a 
chair  under  the  left-hand  rail  had  a  slight  mark  upon  it  on  the  inside  of  the  rail,  and 
just  ahead  of  this  point  there  was  a  small  depression  of  the  left-hand  rail.  Similar  marks, 
growing  gradually  more  defined,  continued  on  the  inside  portions  of  all  the  succeeding 
chairs  under  the  left-hand  railft,  but  no  marks  of  any  sort  appeared  near  the  right-hand 
rails  for  about  15  yards.  At  that  point  (B)  marks  commenced  to  appear  on  the  outside 
portions  of  the  chairs  under  the  right-hand  rail,  and  fi-om  that  point  forward  the  chairs 
of  both  rails  were  either  badly  marked  or  broken,  a  vehicle  having  clearly  been  derailed 
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on  the  inside  of  the  carve.  Near  B,  wheel  marks  also  commenced  on  the  sleepers  inside 
the  left-hand  rail,  and  they  shortly  afterwards  commenced  outside  the  right-hand  rail. 
The  breakage  of  chairs  and  marking  of  sleepers  continued  up  to  the  point  where  the 
check  rail  of  the  left-hand  curve  commenced.  The  end  of  this  check  rail  was  broken  off, 
and  showed  signs  of  having  received  a  severe  blow.  From  this  point  forward  the 
permanent  way  was  practically  destroyed,  the  right-hand  r^il  being  completely  overturned. 
The  train  came  to  a  stand  in  the  six-foot  way,  as  described  above,  with  its  rear  vehicle 
just  100  yards  ahead  of  the  point  A,  where  the  first  marks  of  derailment  occurred. 


Evidence. 


WiUiam  Toung^  guard,  of  Newcastle,  states  : 
I  have  been  25  years  in  the  service  of  the  Com- 
pany, during  12  of  which  I  have  been  a  passen- 
ger guard.  Previous  to  that  I  was  employed  as  a 
passenger  porter.  On  the  3rd  December,  I  came 
on  duty  at  9.30  a.m.  to  work  till  7.30  p.m.  I 
came  off  duty  on  the  2nd  December  at  7.45  p.m. 
I  was  in  charge  of  the  4.32  p.m.  Leeds  to  New- 
castle express.  My  train  consisted  of  the  follow- 
ing vehicles  attached  to  the  engine  in  the  order 

given  : — 

Wheels. 

1  brake  composite    8 

1  brake  3rd  8 

1  composite  8 

1  composite  8 

13rd  8 

1  brake  3rd   8 

All  the  vehicles  were  fitted  with  the  Westing- 
bouse  automatic  brake  working  blocks  on  all 
wheels  of  the  train.  The  brake  was  in  excellent 
order.  We  left  Leeds  at  4.46  p.m.,  that  is,  14 
miuutes  late.  1  cannot  tell  the  time  at  which  I 
passed  any  of  the  intermediate  stations  between 
Leeds  and  the  spot  where  the  derailment 
occurred.  The  first  check  that  I  remember 
being  made  in  the  speed  of  the  train  was  at 
Cross  Gates,  at  the  Junction,  at  which  point  we 
slackened  down  to  about  ten  miles  an  hour.  The 
next  check  that  took  place  was,  I  think,  at 
Thomer.  I  do  not  know  the  precise  cause  of  the 
check,  but  I  thought  it  must  be  there,  as  that  is  a 
spot  where  speed  has  to  be  reduced.  I  think 
this  check  reduced  our  speed  to  about  20  miles 
an  hour.  I  do  not  think  our  speed  between 
Ticeds  and  Cross  Gates  exceeded  25  miles  an 
hour.  Between  Cross  Gates  and  Thomer  I 
estimate  our  speed  at  about  35  miles  an  hour. 
After  the  check  at  Thorner  I  estimate  our 
speed  at  somewhere  about  25  miles  an  hour, 
and  it  continued  at  this  rate  up  to  the  time  of 
the  derailment.  I  was  travelling  in  the  rear  van 
of  the  train,  and  at  the  time  of  the  derailment  I 
was  walking  about  the  van  shifting  parcels.  The 
first  I  knew  of  the  accident  was  being  thrown 
down  and  slung  to  the  extreme  end  or*  the  van 
amongst  the  parcels.  1  think  I  experienced  a 
second  shock,  after  which  I  was  able  to  get  up 
and  go  out  of  my  van.  I  found  that  the  whole  of 
my  train  was  derailed  on  the  side  towards  the 
up  line  and  that  the  vehicles  were  mostly  leaning 
over  in  that  direction.  The  passengers  were  then 
scrambling  out  of  the  train.  The  engine  and 
tender  were  not  off  the  line  when  I  saw  them, 
but  all  the  other  vehicles  were,  and  were  coupled  to- 
gether. When  I  first  saw  the  train,  the  engine 
and  tender  were  on  the  rails  about  150  yards 
ahead  of  the  train.  The  remainder  of  the  train 
was  not  uncoupled  but  the  vehicles  were  jammed 
up  together  and  some  of  them  were  buffer- 
locked.  I  sent  my  assistant  back  to  protect  the 
rear  of  my  own  train.  When  I  got  forward  I 
found  that  the  up  line  was  already  blocked  and 
that  the  up  train  had  been  brought  to  a  stand  at 


Bardsey  platform.  I  myself  was  slightly  injured 
by  the  accident,  but  none  of  the  passengers 
appeared  to  be  so,  and  none  of  them  made  any 
complaints  to  that  effect.  I  could  not  form  any 
opinion  as  to  the  cause  of  the  derailment.  When 
the  check  occurred  at  Cross  Gates  I  noticed  the 
automatic  brake  was  slightly  applied  and  it 
appeared  to  act  properly — ^the  same  occurred  at 
Thorner  station.  Besides  these  two  occasions  I 
did  not  notice  any  other  occasion  between  Leeda 
and  the  scene  of  the  accident  at  which  the  auto- 
matic  brake  was  applied.  I  do  not  think  that 
the  automatic  brake  was  applied  after  we  passed 
Thomer,  but  it  might  have  been  applied  gently 
without  my  noticing  it.  There  are  curves  on  the 
line  between  Thorner  and  the  point  where  the 
accident  occurred.  I  do  not  very  frequently 
travel  over  this  line,  and  this  is  only  the  second 
time  I  have  been  over  it;  still  I  was  well  ac- 
quainted with  the  curves  between  Thorner  and 
Bardsey.  1  consider  that  we  travelled  fairly 
smoothly  round  the  curves  on  this  occasion,  and 
I  was  in  no  way  alarmed  by  the  speed  at  which  I 
went  round  them.  Previous  to  the  derailment 
itself  I  had  no  cause  for  alarm.  The  time  at 
which  the  derailment  occurred  must  have  beea 
about  5.7  p.m. 

William  Shenry,  assistant  guard,  states  t  I 
have  been  over  16  years  in  the  Borvice  of  the 
Company,  duriu^'  four  of  which  I  have,  been  an 
assistant  guard.  Previous  to  that  I  was  employed 
as  a  porter.  On  the  3rd  of  December  I  came  on 
duty  at  9.30  a.m.  to  work  till  7.30  p.m.  I  came 
oil'  duty  on  the  2nd  December  about  8  p.m.  I 
was  the  assistant  iruard  in  the  4.32  p.m.  train 
from  Leeds  to  Newcastle,  and  I  was  riding 
in  the  second  gaard's  compirtment  from  the 
engine.  We  left  Leeds  about  4.46  p.m.  The 
first  time  I  remember  the  train  being  checked 
was  a  slight  check  at  Thorner.  Between  Leeds 
and  Thorner  I  estimate  our  speed  at  between  30 
and  40  miles  an  h<»ur.  There  was  no  other 
check  after  Thorner  until  the  accident  occurred. 
After  Thorner  I  estimate  our  speed  at  about 
what  it  was  previously,  viz.,  about  30  milts  an 
hour.  I  noticed  that  the  Westinghouse  brake 
was  applied  slightly  at  Thorner,  but  I  am  confi- 
dent that  after  that  it  was  not  employed  at  all. 
I  know  this  line  fairly  well ;  there  are  two  rather 
sharp  curves  between  Thomer  and  the  scene  of 
the  accident.  I  believe  that  there  is  at  present 
a  speed  restriction  of  10  miles  an  hour  at  Thomer, 
and  again  before  reaching  Bardsey  there  is  a 
speed  restriction  of  25  miles  an  hour.  We  had 
reached  the  point  where  the  speed  restriction  of 
25  miles  an  hour  commences  some  w;iy  before 
the  acjident  occurred,  but  in  my  opinion  speed 
was  not  reduced  to  25  miles  an  hour.  I  estimate 
our  speed  over  that  portion  at  between  31)  and  40 
miles  an  hour.  At  the  time  the  derailment 
occurred  I  was  looking  out  of  my  "ducket** 
window  towards  the  front  of  my  train  on  the 
left  side.    The  first  I  knew  of  the  derailment, 
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v:bs  seeing  the  front  end  of  the  van  in  front  of 
me  give  a  lurch  tow\rds  thu  left.  I  then  noticed 
that  the  front  van  gave  one  or  two  violent  jumps. 
I  jumped  up  and  pulled  the  Westinghouse  tap 
right  down.  When  I  first  jumped  up  I  noticed 
that  the  gauge  was  standing  at  between  65  and  75. 
After  pulling  the  handle  I  noticed  that  the  gauge 
.«went  dbwn  to  45.  I  then  noticed  that  the  air 
-  teased  to  flow  altogether,  and  the  needle  fell  to 
2ero.  I  saw  nothing  more  that  happened  to  the 
front  van.  As  soon  as  I  got  up  on  my  feet  to 
apply  the  brake  my  vehicle  left  the  road.  My 
vehicle  pitched  and  rolled  desperately  for  a 
matter  of  about  30  yards,  and  then  came*  to  a 
stand.  It  was  derailed  on  the  right-hand  side 
of  the  road,  but  leaning  over  towardb  the  left. 
I  cannot  say  what  happened  at  that  time  to 
any  of  the  vehicles  behind  me.  Neither  did  I 
see  anything  that  happened  to  the  engine  and 
tender.  When  I  got  out  of  my  van  I  saw  that 
the  engine  and  tender  were  about  150  yards 
ahead  of  the  rest  of  the  train.  The  whole  of  the 
train  was  derailesd,  and  about  three  carriages 
were  leaning  over,  but  none  of  it  was  uncoupled. 
The  carriages  were  jammed  up  altogether.  I 
was  not  injured  at  all.  The  train  seemed  to  go 
very  smoothly  when  crossing  the  bridge,  but 
after  crossing  the  bridge  it  seemed  to  go  in  a 
downward  direction,  but  we  had  gone  about  40 
yards  beyond  this  point  before  I  noticed  the  van 
in  front  of  me  derailed.  Previous  to  this  point  I  had 
not  noticed  any  unusual  roughness  in  travelling. 
I  recollect  distinctly  that  something  seemed  to 
urge  me  to  be  in  readiness,  and  on  that  account 
I  was  sitting  near  the  regulator.  On  one 
occasion  I  put  up  my  hand  to  be  in  readiness  to 
work  the  regulator,  but  I  withdrew  it  again  to 
cL  an  the  window  so  as  to  give  me  a  clear  view. 
There  is  no  doubt  it  was  the  speed  of  the  train 
which  prompted  me  to  do  this.  I  have  travelled 
twice  each  way  on  this  train  previously.  I  thiuk 
our  speed  on  this  occasion  will  have  been  nearly 
the  same  perhaps  as  it  was  on  the  two  previous 
occasions.  After  the  derailment  I  went  forward 
and  found  that  the  up  line  was  blocked.  1  then 
went  back  and  met  the  rear  guard,  who  instructed 
me  to  go  and  protect  the  rear  of  my  own  train, 
which  I  did.  One  pa-»senger  informed  me  that 
he  was  a  little  shaken,  but  that  was  the  only 
complaint  I  received.  The  opinion  I  formed  as 
to  the  cause  of  the  accitient  was  the  soft  nature 
of  the  embankment,  and  the  speed  of  the  train. 
I  formed  this  opinion  from  the  fact  that  I  walked 
down  the  embankment,  and  I  not'ced  that  it  was 
all  clay,  and  that  it  was  ver\  wet.  I  did  not 
notice  the  times  of  pas^sing  any  of  the  interme- 
diate stations,  nor  did  I  notice  the  time  the 
derailment  occurred.  I  think  it  is  quite  possible 
that  the  front  wheels  of  the  van  in  front  were 
derailed  towards  the  inside  of  the  line,  and  on 
that  account  the  top  of  the  van  was  slewed  over 
towards  the  left-hand  side  of  the  line.  I  cannot 
say  for  certain  whether  steam  was  ever  turned 
off  after  leaving  Thomer,  but  1  did  not  notice 
any  indication  of  it.  I  did  not  notice  anything 
wrong  with  the  tender  before  1  noticed  the 
vehicle  in  front  of  me  being  derailed. 

Thomas  Charlton^  driver,  states :  1  have  been 
46  years  in  the  service  of  the  Company,  during  3)i 
of  which  I  have  been  a  driver.  I  came  on  duty 
on  December  3rd  at  9.50  a.m.  to  work  till 
7.45  p.m.  I  had  not  been  at  work  previously  for 
nine  days.  I  was  driving  the  4.32  p.m.  train 
fiom  Leeds  to  Newcastle.  My  engine  was  a  four- 
wheels- coupled  tender  engine  with  bogie  in  front. 
It  was  fitted  with  Westinghouse  automatic  brake 
working  blocks  on  the  four  coupled  wheels  and 


on  the  six  tender  wheels,  and  with,  a  hand  brake 
working  blocks  on  the  six  tender  w^ieels.     My 
brakes  were  in  middling  order  between  Newcastle 
and  Leeds.    I  had  driven  the  same  engine  from 
Newcastle  to  Leeds  that  morning,  and  on  arrival 
at  Leeds  I  wrote  a  report  which  I  sent  to  the 
locomotWe    foreman    when    passing    the    shed^ 
sayini:,  '*  Engine  and  tender  brakes  to  be  taken 
up  if  possible  before  working  the  4^2  train  back 
to  .New  -astle."    About  2  p.m.  two  fitters  oame  to 
,  my  engine  and  they  took  up  the  tender  brake,  but 
they  could  not  deal  with  the  engine  brake,  as  it 
was  not  sufficiently  worn  to  take  up  at  the  bolt 
holes.    As  regards  the  tender  brake,  it  was  in 
good  order  when  1  left  Leeds.    The  engine  brake^ 
however,  was  not  as  good  as  I  have  had  it,  bat 
I  consider  that  my  brake  was  quite  efficient  when 
I  left  Leeds  station.    The  brake  power  was  amply 
sufficient  to  control  my  train,  and  I  never  had 
any  difficulty  in  controlling  my  train  with  it 
We  left  Leeds -at   4.45   p.m. — 13  minutes  late. 
The  first  slack  took  place  at  Waterloo,  where  we 
slackened  down  to  15  miles  an  hour.     The  next 
slack  took  place  at  Cross  Gates,  where  I  slackened 
down  to  25  miles  an  hour.    After  leaving  Cross 
Gates  I  increased  speed  to  from  40  to  45  miles  an 
hour.     Our  next  slack   was  at   Thomer    Bank, 
where  I  slackened  down  to  about  seven  miles  au 
hour.     After  passing  the  Thorner  check   I  in- 
crease my  speed  again  to  about  40  miles  an  hour. 
My  next  slack  was  when  approaching  Bardsey 
curve,  before  reaching  the  Bardsey  distant  signaL 
I   slackened   up   there   in  order  to  prepare  for 
reaching  the  place  where  there  is  a  "  25  miles  an 
hour'*  limit.    When  passing  the  distant  signal 
I  estimate  our  speed  at  23  miles  an  hour.   1  never 
increased  speed  again  till  the  derailment  occurred, 
and  I  estimate  my  speed  tiierefore  at  the  time  of 
the  derailment  at  about  23  miles  an  hour.    I  do 
not  know  what  were  the  times  at  which  I  passed 
any  of  the  intermediate  stations,  but  the  time  at 
which  the  engine  stopped  at  Bardsey  was  5.8  p.m. 
This  was  the    time  at    which  the  engine  was 
brought  to  a  standstill  after  the  derailment.    The 
Thorner  distant  signal  had  been  against  m^*,  bat 
that  and  Cro^iS  Gates  distant  were  the  only  two 
which  had  been  against  me.    I  had  shut  ofp  ^team 
at  the  top  of  Thomer  Bank  ;  it  was  then  on  again 
for  a  few  yards  after  I  sighted  Thomer  advance 
signal,  and  I  then  shut  it  off  again.     1  did  not 
turn  on  steam  again  until  after  the  derailment 
occurred.     I  first  applied  the  automatic  brake  at 
Waterloo,  then  at  Cross  Gates,  then  at  the  Thomer 
distant  signal,  and  then  about  500  yards  before 
reaching  the  Bardsey  distant  signal.     I  applied  it 
again  shortly  after  passing  the  Bardfey  distant 
signal  and  checked  the  train  by  means  of  the 
brake  when  passing  over  the  bridge.    When  the 
train  was  passing  over  the  bridge  I  was  looking 
back  and  watching  it,  and  while  it  travelled  a 
train    length    beyond    the    bridge.      The    train 
appeared  to  me  to  travel  over  the  bridge  quite 
correctly.     The  first  intimation  that  I  received  of 
the  accident  was  feeling    that  my  tender  ^"sa 
vibrating — jumping  up  and  down.    It  suddenly 
then  became  derailed.     1  also  felt  sure  that  some- 
thing was  going  wrong  with  the  train,  although 
I  could  not  actually  see  it.    At  the  same  moment 
I  saw  a  train  approaching  on  the  up  line.    When 
the  tender  became  derailed  it  uncoupled  itself 
from  the  leading  vehicle  of  the  train.     I  then  got 
hold  of  the  whistle  to  draw  the  attention  of  the 
signalman,  and  in  a  short  distance  the  tender  was 
again  placed  on  the  rails.    1  opened  the  regulator 
and  ran  forward  in  order  to  try  and  stop  the  up 
train,  repeating  the  whistle  all  the  way  until 
I  had  passed  the  engine  of  the  up  express.   I  then 
came  to  a  stand.    When  I  met  the  up  train  it  had 
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not  reached  Bardsey  Station.  The  up  train  was 
not  travelling  fast  at  the  time  I  met  it.  Mv 
engine  was  not  derailed  at  all.  I  do  not  think 
that  the  derailment  originated  with  the  tender. 
I  think  that  some  of  the  train  was  derailed  first, 
and  that  that  caased  the  derailment  of  the  tender. 
I  think  that  the  tender  was  riding  badly  before 
it  left  the  rails,  an  t  that  therefore  something  had 
happened  to  the  train  in  tae  tear  to  cause  it  to 
do  80.  After  my  engine  crossed  the  bridge  it 
travelled  quite  smoothly.  The  brake  was  actually 
applied  at  the  time  I  noticed  my  tender  jumping. 
After  the  tender  commenced  to  jump  I  applie  I 
my  brake  fully,  but  there  was  no  pressure.  I 
have  been  13  times  recently  over  this  line,  so 
I  know  it  pretty  well.  I  know  the  curves  well 
between  Thomer  and  Bardsey,  and  J  know  there 
is  a  speed  restriction  of  25  miles  over  them.  I 
iiave  always  adhered  to  that  speed  restriction 
when  running  over  them,  rather  within  if  any- 
thing. The  curves  are  not  of  th^  best,  that 
is  why  I  take  the  care.  I  prefer  to  go  at  a  little 
less  than  25  miles  an  hour  over  them.  My  brake 
acted  quite  well  on  the  occasions  on  which  I 
applied  it.  When  my  engine  came  to  a  stand  we 
had  passed  the  down  starting  signal.  The  tender 
was  pnlled  on  the  rails  again  at  the  through 
shunt.  Owing  to  the  darkness  of  the  night  I  can 
throw  no  light  on  the  ultimate  cause  of  the 
derailment.  I  have  been  27  years  driving  e:c press 
trains  on  the  North-Eastem  Railway.  It  is  part 
of  my  duty  to  be  a  judge  of  speed  so  as  to  arrive 
at  my  destinations  at  the  proper  time.  I  have 
never  been  reported  for  not  adhering  to  speed 
regulations,  and  I  consider  I  am  a  pretty  good 
judge  of  speed.  I  have  worked  an  express  train 
for  17  years  (a  Leeds  to  Newcastle  express)  over 
a  section  where  there  is  a  speed  recorder,  and 
I  hjLve  never  had  any  complaint  made  against  me 
as  regards  excessive  speed. 

John  Harker^  fireman,    states :   I  have   been 
about  11  years  in  the  service  of  the  Company, 
during  seven-and-a-half  of  which  I  have  been  a 
fireman.     I  was  on  duty  on  the  3rd  December 
with  driver  Charlton,  and  worked  the  same  hours 
as  he  did.     I  think  I  came  off  duty  on  the  2nd 
December  at  6.10  p.m.     I*  was  on  the  4.32  p.m. 
train  from  Leeds  to  Newcastle.    After  leaving 
Leeds  our  first  slack  was  at  Waterloo.     I  think  we 
slackened  down  to  about  25  miles  an  hour.     Oar 
second  slack  was  at  Cross  Gates,  where  we  slackened 
down  asrain  to  about  25  miles  an  hour.    I  can- 
not say  at  what  speed   we   had  been   running 
bet   een  Waterloo  and  Cross  Gates.     Oar  next 
alack  was  at  Thorner,  where  we  went  very  slow 
indeed.  Our  n^xt  slack  down  was  at  the  restriction 
board    before  reaching    Bardsey   distant  signal, 
a: id  to  my  knowledge  we  did  not  increase  speed 
again    until  after    the  derailment  occurred.     I 
should  say  that  we  were  going  at  25  miles  an  hour 
over   the    portion    at  which  there  is    a    speed 
restriction,  and  that  wis  the  speed  of  the  train 
at  the  time  of  the  accident.     At  all  the  places 
where  speed  was  checked  the  brake  was,  to  the 
best  of    my  knowledge,    applied.      Steain    was 
turned  off  when  we  slackened  at  Thomer,  and  was 
thtin  turned  on  again,  and  was  turned  off  again  in  a 
very  short  time.     This  was  before  we  reached 
the  restriction  board,  and  steam  was  never  turned 
on  again  up  to  the  time  at  which  the  derailment 
occurred.    The  first'  1  knew  of  the  derailment 
"Was  from  the  oscillation  of  the  tender  off  the 
road.    I  cannot  say  that  any  of  the  rest  of  the 
train  was  derailed.     I  cannot  give  any  further 
particulars  as  to  the  position  of  the  tender.    At 
the  iame  timd  I  saw  an  np  train  and  I  immediately 
moved  to  the  driver's  side  and  moved  the  whistle 


violently  until  the  train  came  to  a  stand.  A  short 
distance  before  we  reached  the  station  the  tender 
wheels  had  got  on  to  the  Uue  atrain.  Previous  to 
the  accident  the  engine  seemed  to  run  round  the 
curves  all  right.  1  noticed  nothing  unusual  in 
the  speed  of  the  train  or  in  the  condition  of  the 
road.  I  can  throw  no  lij:ht  on  the  cause  of  the 
derailment.  I  cannot  state  the  times  at  which 
we  passed  the  different  stations.  Tiie  brakes 
appeared  to  act  all  right  whenever  they  were 
applied.  When  I  moved  across  the  engine  to 
apply  the  whistle  I  noticed  that  the  automatic 
brake  was  fully  applied. 

Christopher  Burnetty  signalman,  states :  I 
have  been  in  tho  service  of  the  Compa^y  about 
13  years,  for  five  of  which  I  have  been  employed 
as  a  signalman.  Previous  to  that  1  was  employed 
as  a  platelayer.  I  am  employed  as  a  signalman 
at  Thorner  station,  and  1  came  on  duty  at  4.30 
p.m.  on  the  3rd  December.  I  remember  noticing 
the  4.32  p.m  train  pass  my  signal  box.  I 
accepted  the  "  is  line  clear  "  signal  at  4.57  p.m. 
from  Scholes.  I  received  the  **  train  entering 
section "  signal  for  it  at  5.0  p.m.  The  train 
reached  my  box  at  5.5  p.m.  The  distant  signal 
had  been  at  **  danger  *'  for  the  train,  but  the 
"home'*  and  "starter"  were  both  off  for  it. 
The  "distant"  signal  was  at  "danger"  on 
account  of  the  temporary  speed  restriction  near 
my  station.  The  train  was  quickening  speed 
when  it  passed  my  box,  and  1  estimate  its  speed 
at  that  time  at  20  miles  an  hour.  I  looked  up  at  my 
clock  when  the  train  passed  my  box,  and  5.5  was 
the  correct  time  of  its  doing  so  by  my  clock. 
At  5  p.m.  1  offered  the  train  to  Bardsey,  and  he 
accepted  it  at  once  ;  at  5.5  1  sent  "  train  entering 
section"  signal  to  Bardsey.  I  noticed  nothing 
unusual  about  the  train  when  it  passed  my  box. 
I  think  that  20  miles  an  hour  is  about  the  usual 
speed  atwhich  trains  pass  my  box  since  the  speed 
restriction  has  been  put  on.  My  clock  is  cor- 
rected by  telegraph  evt^ry  morning  at  10.0  a.m. 
It  has  a  tendency  to  gain  a  little,  about  a  minute 
a  week. 

Robert  Whitelock  signalman,  states  :  I  have 
been  nearly  eight  years  in  the  service  of  the 
Company.  1  passed  as  a  signalman  nearly  ^ve 
years  ago.  I  am  employed  as  a  signalman  porter. 
I  came  on  duty  as  signalman  in  Bardsey  Station 
cabin  at  4.30  p.m.  on  the  evening  of  the  3rd 
December.  I  remember  the  4.32  p.m.  train  being  . 
offered  to  me  by  Thorner  at  5  o'clock.  When  I 
made  the  entry  I  looked  up  at  the  clock  and  saw 
that  this  was  the  time.  I  accepted  the  train  at 
once.  I  rpceived  the  "train  entering  section" 
signal  for  it  at  5.4  p.m.  I  looked  at  the  clock 
again  on  this  occasioit,  and  that  was  the  right 
time.  When  I  first  saw  the  train  approaching 
my  box  it  was  distant  about  400  yards.  I  noticed 
there  were  sparks  flying  from  the  wheels, 
and  I  thought  that  something  unusual  had  oc- 
curred. This  happened  at  about  5.7  p.m.  I  walked  , 
across  the  cabin  and  was  thinking  about  putting  ' 
the  signals  on  the  up  line  to  "  danger,"  and  I  then  - 
heard  the  engine  whistle,  upon  which  I.  did  at  , 
once  place  them  to  "danger."  I  offered  the 
train  to  CoUingham  at  5.4,  and  at  5.7  I  sent  r 
"train  entering  section"  for  it.  I  sent  this 
"  train  entering  section  "  signal  immediately  that 
I  first  s^w  the  train — that  is  400  yards  from  my 
box.  I  looked  at  the  clock  when  I  sent  this 
latter  signal  and  it  was  just  short  of  5.7  pan. 
^rom  this  1  say  that  the  af;cident  occurred  at  just 
about  5.7  p.m.  At  5.4  I  had  received  "train 
entering  section  "  for  the  up  train.  The  "  distant " 
signal  was  off  when  the  up  train  passed  it.    The 
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'^  home  **  signal  was  off  also  when  it  came  past  it, 
but  the  "  starting  "  signal  was  at  *'  danger,"  and 
the  driver  broaghtjhis  train  to  a  stand  at  that. 
My  clock  is  checked  every  morning  at  10  o'clock  ; 
it  sometimes  requires  altering-r-about  a  minute  a 
week.     It  generally  keeps  good  time. 

Charles  Garrett  states  :  I  h-^ve  been  about 
15  months  in  the  service  of  the  Company.  I  am 
employed  as  a  signal  porter.  I  was  on  duty  at 
Scholes  Station  on  the  3rd  December.  I  remember 
the  4.3*i  p.m.  train  from  J^eeds  passing  my  station. 
The  train  appeared  to  pass  my  station  at  the  usual 
speed,  but  I  cannot  say  what  that  speed  was. 
The  train  passed  my  station  at  5.0  o'clock,  and  I 
sent  "  train  out  of  section  "  signal  for  it  at  5.1. 
I  offered  the  train  to  Thorner  at  4.58  p.m.,  and 
it  was  at  once  accepted  by  him.  I  sent  "  train 
entering  section  "  signal  for  it  at  5.0  o'clock,  and 
I  received  "  train  out  of  section  "  signal  from 
Thorner  for  it  at  5.5  p.m.  When  1  inserted  the 
times  of  these  signals  in  my  book  I  looked  at  the 
clock  on  each  occasion.  My  clock  is  a  good  one. 
We  receive  the  time  at  10  o'clock  every  morning, 
and  I  think  I  have  only  had  to  alter  it  once 
in  the  last  three  months. 

John  Pearson^  driver,  states :  I  have  been 
41  years  in  the  service  of  the  Company,  during 
31  of  which  I  have  been  a  driver.  On  the  3rd  of 
December  I  was  driving  the  3.43  train  from  Leeds 
to  Harrogate.  In  the  lasr  nine  weeks  I  have  run 
13  times  over  the  line  from  Leeds  to  Harrogate, 
so  I  know  it  fairly  well.  I  know  that  between 
Thorner  and  Bardsey  there  are  some  curves  over 
which  there  is  a  speed  restriction.  When  I  ran 
over  these  curves  on  the  3rd  December  I  noticed 
nothing  unusual  about  them.  I  ran  over  these 
curves  at  -5  miles  an  hour  as  near  as  I  can  say. 
I  experienced  no  inconvenience  when  running 
round  them.  Nothing  occurred  to  make  me 
think  that  there  was  anything  wrong  with  the 
permanent  way.  I  can  make  no  suggestion  as 
regards  the  derailment  of  the  4.32  train.  I  know 
the  bridge  which  we  pass  over  before  reaching 
Bardsey  station.  I  did  not  notice  any  depression 
on  the  line  after  passing  it.  1  did  not  notice  any 
feeling  as  if  my  engine  was  descending  at  that 
point.  My  engine  on  that  occasion  was  a  single- 
wheeled  one.  All  the  vehicles  of  my  train  were 
six-wheeled  ones. 

Mr,  H,  J,  Rudgardy  district  engineer,  states  :  I 
am  district  engineer  for  the  York  District,  and 
the  scene  of  derailment  is  part  of  my  charge. 
I  arrived  at  tlie  scene  of  the  accident  about 
7. 15  p.m.  on  the  3rd  December.  At  that  time  all 
the  vehicles  of  the  train,  with  the  exception  of 
the  engine,  were  in  the  position  which  they  had 
taken  up  at  the  time  of  the  dej^ilment.  The 
first  carriage  was  standing  with  all  its  wheels  in 
the  six-foot  space,  the  second  was  in  a  similar 
position,  the  third  was  in  a  similar  position  but 
leaning  over  towards  the  right,  and  the  fourth 
vehicle  was  also  leaning  slightly  to  the  right. 
The  fifth  vehicle  was  also  derailed,  bat  partly 
within  the  four-foot,  and  the  end  vehicle  was 
derailed,  except  that  the  rear  bogie  was  still  on 
the  rails.  I  do  not  think  that  any  of  these 
vehicles  were  uncoupled,  but  the  head  stocks  of 
gome  of  them  were  very  close  together.  The 
first  marks  on  the  rails  were  about  50  yards 
beyond  the  smaller  road  bridsre.  The  inside 
portion  of  the  chair  of  the  left-hand  rail  had  a 
alight  cut  on  it — point  marked  A  on  plan.  The 
same  chairs  continued  to  be  marked  on  that  side. 
It  was  about  12  or  15  yards  on  before  there  were 
any  marks  connected  with  the  right-hand  rail. 


The  marks  connected  with  the  right-hand   rail 
were  on  the  outside  of  that  rail.     Point  marked 
B. — From  this  point  the  chairs  on  both  rails  were 
more  or  less  broken,  the  chairs  being  split  right 
under  the  rail  seat.    There  were  no  marks  on  the 
left-hand  side  of  either  one  of  the  rails.    These 
marks  continued  right  away  down  to  the  point 
where  the  vehicles  stopped.    The  marks  on  the 
sleepers  began  at  about  point  B  and  then  com- 
menced near  the  left-hand  rail,  and  eventually 
there    wer«   marks   on  the   sleepers  outside   the 
right-hand  rul.    At   the   point  where  the   two 
check  rails  end,  the  beginning  of  the  left-hand 
check  rail  was  broken  off.     It  had  the  appearance 
of  having  received  a  heavy  blow.     From    that 
point  forward  the  permanent  way  was  practically 
destroyed,  the  right-hand  rail  being  completely 
overturned,     it  looks  as  if  the  derailment  had 
occurred    before    meeting    the    check  rail,   and 
meeting  the  end  of  the  check  rail  had  finally 
completed  it.     1  have  examined  the  condition  of 
the  line  since  the  accident.     I  examined  it  imme- 
diately after  the  accident  and  I  could  not  find 
anything  seriously  amiss  with  it.    The  line  waa 
laid  somewhere  about  a  year-and-a-half  ago  with 
new  material,  90-10.  rails  on  40-lb.  chairs,  fish 
plates  26  lbs.  the  pair,  length  of  rail  30  feet  and 
11   sleepers  to  the  rail.    The  rails  appeared  in 
good  order.    I  could  not  find  any  trace  of  the 
road  having  shifted.     I  tried  the  gauge  of  the 
line   and   it   seemed    slightly   tight.     I    am    ac- 
quainted with  the  plan  which  has  been  submitte  I 
showing  the   curves  at  this  point.     1  am  now 
aware  that  there  is  a  curve  of  about  seven  chains 
radius.     I  was  not  aware  cf  that  fact  before.    To 
the  best  of  my  knowledge  there  has  always  been 
that  curve  at  that  point.     No  drivers  have  ever 
brought  it  to  my  notice  in  any  way,  and  I  waa 
entirely  ignorant  that  there   was  such  a   sharp 
curve  at  this  point.     I  noticed  near  the  point  A  a 
small  depression  of  the  left-hand  rail.   It  appeared 
to  me  that  this  depression  had  been  made  at  the 
time  of  the  accident.     From  what  I  saw  on  the 
spot  I  am  of  opinion  that  the  derailment   waa 
caused   by  excessive  speed.     I   saw  nothing  in 
connection     with    the     permanent    way    which 
could,  in  my  opinion,  have  caused  the  accident. 
When  I  pay  excessive  speed  I  mean  considerably 
exceeding  25  miles  per  hour.     I  do  not  consider 
that  a  speed  of  25  miles  per  hour  round  a  curve 
of  seven  chains  radius,  one  chain  in  length,  as  it 
is  in  this  place,  would  be  dangerous.     If  I  had 
known  of  this  curve  I  should  have  looked  into 
the  matter  carefully.     I  noticed  that  the  right- 
hand  leading  buffer  of  the  leading  vehicle  wat> 
bent    downwards  absolutely  at  a    right    angle. 
From  this  I  concluded  that  the  tender  buffer  had 
been  on  top  of  it.     This  may  account  for  marks 
appearing  on  one  side  before  they  appeared  on 
the  other.     I  cannot  think  of  any  other  way  in 
which  the  right-hand  buffer  of  the  leading  vehicle 
can  have  been  bent  down  in  the  way  it  was. 

Mr.  (7.  WatsoTiy  states  :  X  was  resident  en- 
gineer on  the  Wetherby  Branch  during  the 
doubling,  and  I  am  acquainted  with  the  nature 
of  the  soil  of  which  the  banks  are  formed.  Near 
the  points  A  and  B  where  the  derailment 
occurred  the  embankment  is  formed  entirely  of 
rock,  except  the  ballast.  The  sides  of  the 
embankment  are  simply  covered  with  soil  to  a 
small  depth,  which  was  then  sown  with  grass 
seeds.  I  do  not  agree  with  the  statement  that 
there  is  a  great  deal  of  clay  in  the  embankment. 
There  is  not  even  any  clay  in  the  top  covering. 
The  ground  at  the  foot  of  the  embankment 
consists  of  very  thick  clay,  and  it  is  probably  to 
this    that    the    guard    was    referring.      I    waa 
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responsible  for  the  laying  out  of  the  corveB  of 
the  line  when  it  was  made,  though  I  did  not 
actually  superintend  the  laying  out  of  the  curve 
at  the  point  at  which  the  accident  occurred.  I 
do  not  think  that  the  curve  of  seven  chains 
radius  existed  at  the  time  that  the  line  was  laid 
oat,  but  I  think  that  the  line  has  given  in  th^t 
direction  since.  I  know  that  there  has  been 
considerable  iroublo  with  the  bank  at  that 
point. 

Joaeph  Wilson^  ganger,  states :  I  am  a  ganger 
in  the  employ  of  the  Company,  and  have  been 
in  their  employ  23  years.  I  am  in  charge  of  the 
Bardsey  section  which  includes  the  scene  of  this 
accident.  My  district  extends  to  a  point  half 
way  between  Bardsey  and  Thomer,  and  includes 
all  the  curves  at  that  point  of  the  line.  I  had 
last  walked  over  my  section  before  the  accident 
occurred  on  the  same  afternoon.  I  had  found 
nothing  wrong  with  the  line,  and  seen  nothing 
which  I  thought  liable  to  cause  a  derailment.  I 
always  take  particular  notice  of  the  portion 
where  the  curves  are.  I  have  been  in  charge  of 
the  down  line  ever  since  it  was  laid.  I  think 
that  the  curves  at  the  point  where  the  accident 
occurred  were  in  the  same  condition  as  ihey 
were  when  I  took  charge  of  the  line.  The 
permanent  way  generally  was  in  very  grood  order. 
On  the  Saturday  previous  I  noticed  that  the 
down  road  had  slewed  a  bit  to  the  left,  about 
one-eighth  of  an  inch,  and  for  about  half  a  rail 
length.  I  put  it  in  line  again.  The  line  at  this 
point  has  not  given  me  any  special  trouble.  I 
have  only  had  to  ciirry  out  ordinary  repairs  on  it. 
I  believe  that  there  was  some  difficulty  with  the 
bank  when  the  line  was  being  doubled,  but  since 
the  new  do  vvn  line  has  been  opened  there  has 
bf^en  no  trouble  with'  it.  1  was  on  the  spot  very 
sooa  after  the  accident  occurred,  but  could  form 
no  opinion  as  to  what  had  been  the  cause  of  it. 
I  have  still  no  idea  how  it  occurred.  I  had 
gauged  the  line  that  afternoon  and  found  it 
correct. 

Gharlea  Gctttley  states :  I  am  permanent  way 
inspector  between  Cross  Gates  and  Wetherby, 
and  have  been  over  20  years  in  charge  of  that 
district.  Daring  all  recent  weeks  I  have  walked 
over  the  scene  of  the  accident  five  days  out  of  six, 
and  1  am  thoroughly  acquainted  with  the  state 
of  the  line.  I  consider  the  line  to  be  in  good 
order.  At  the  time  the  doubling  was  opened  we 
had  a  little  trouble  with  the  embankment  at  this 
point,  but  recently  there  has  been   no  trouble 


at  all.  I  am  aware  that  there  are  some  sharp 
curves  at  this  point  of  the  line.  These  curves 
have  not  given  me  any  trouble.  I  have  never 
had  any  idea  that  there  was  anything  dangerous 
with  the  curves  at  th  s  point.  I  am  aware  that 
tmins  travel  at  25  miles  an  hour  over  this  part  of 
the  line  The  trains  have  always  run  very  well 
round  the  carves  at  this  point.  I  was  on  the 
ground  soon  after  the  accident  occurred,  and  I 
could  not  form  any  conclusion  as  to  the  cause  of 
the  accident.  The  permanent  way  generally 
appeared  to  be  in  good  condition.  I  am  in  the 
habit  of  riding  on  trains  over  this  district.  I  rode 
over  it  twice  on  Monday,  December  2nd,  and 
twice  on  the  day  of  the  accident,  and  I  also 
examined  it  on  that  day,  and  on  neither  occasion 
did  I  detect  anything  amiss. 

Mr.  H.  Worsfkll  states  :  I  am  works  manager, 
carriage  and  waggon  workp,  North  Eastern  Rail- 
way. Alter  the  vehicles  concerned  in  this 
accident  were  brought  back  to  the  shops  I 
examined  them  all.  I  submit  a  table  giving 
particulars  of  the  damage  done  to  the  rolling 
stock.  I  consider  that  all  the  damage  done  to 
these  vehicles  appears  to  have  been  the  result  of 
the  accident,  or  of  getting  them  on  to  the  line 
again,  and  not  to  have  been  the  cause  of  the 
accideni.  All  the  wheels  of  the  vehicles  were  to 
gauge,  and  none  of  the  axles  were  bent  at  all.  I . 
d^  not  consider  that  the  bending  of  the  right 
leadin.(?  butfer  of  the  leading  vehicle  was 
necessarily  due  to  its  having  any  vehicle  on  top 
of  it.  It  might  have  been  caused  by  a  short  sharp- 
blow,  and  we  have  had  many  similar  instances- 
There  is  nothing  I  can  state  to  throw  any  light, 
on  the  cause  of  the  derailment. 

Mr.  V.  L.  Ravetiy  assistant  locomotive  superin- 
tendent, North  Eastern  Railway :  The  engine 
and  tender  wheels  were  gauged  by  my  staff  on 
the  scene  of  the  derailment  before  the  engine 
went  away.  They  were  all  found  correct  to 
gaage  with  the  exception  of  the  middle  tender 
wheel,  which  was  under  half  an  inch  out  of  gauge 
owing  to  the  axle  being  bent.  The  wheels  were 
perfectly  tight,  and  the  tender  travelled  back  to 
Newcastle  without  difficulty.  I  feel  confident 
that  the  bend  in  the  tender  axle  was  caused  by 
the  accident.  Even  if  it  had  occurred  before  the- 
accident,  I  do  not  think  it  could  have  caused  the 
accident.  The  tender  wheels  were  gauged  by  one 
of  my  foremen  at  Gateshead  on  the  30th 
November,  and  they  were  then  perfectly  right. 


Conclusion. 

The  only  witnesses  who  actually  saw  anything  which  occurred  at  the  time  of  this 
derailment  were  the  driver  and  fireman  of  the  engine  and  the  assistant  guard  of  the 
train.  The  first  intimation  which  the  two  former  received  of  anything  having  gone  wrong 
with  the  train  was  feeling  that  the  tender  was,  as  they  described  it,  jumping  up  and 
down  ;  it  then  became  derailed,  and  they  then  saw  that  something  had  also  gone  wrong 
with  the  vehicles  of  the  train.  The  driver  is  of  opinion  that  it  was  some  portion  of  the 
train  which  was  derailed  before  anything  went  wrong  with  the  tender,  but  he  is  unable 
to  state  any  grounds  on  which  he  based  that  opinion. 

The  assistant  guard,  Skerry,  who  was  riding  in  the  second  vehicle  of  the  train,  states 
that  he  was  looking  out  of  his  ducket  window  at  the  time,  and  that  he  distinctly  saw  the 
leading  end  of  the  vehicle  in  fi'ont  of  him  give  a  lurch  towards  the  left  and  then  give 
some  violent  jumps  ;  he  promptly  took  steps  to  apply  his  brake,  and  his  own  vehicle 
was  almost  simultaneously  derailed.  He  cannot,  however,  say  whether  anything  went 
wrong  with  the  tender  before  the  vehicle  immediately  in  front  of  him  began  to  lurch. 

From  this  evidence  it  is,  I  think,  clear  that  the  derailment  originally  occurred  in 
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connection  with  either  the  tender  or  the  leading  vehicle  of  the  train.  This  is,  howcTier, 
the  only  fact  that  can  be  deduced  from  the  evidence  of  these  eye-witnesses,  as  neither  of 
them  can  throw  any  definite  light  on  the  cause  of  the  derailment. 

The  train  had  left  Leeds  at  4.4H  p.m.,  which  was  14  minutes  after  its  booked  time. 
As  regards  its  speed  between  Leeds  and  Thorner,  driver  Charlton  states  that  he  slacked 
down. at  Waterloo,  Cross  Gates  and  Thorner,  but  that  his  speed  between  these  pointy 
was  at  times  between  40  and  45  miles  an  hour.  The  train  passed  Thorner  at  5.5  p.m., 
having  therefore  accomplished  the  8|  miles  from  Leeds  in  19  minutes.  This  works  out 
to  an  average  speed  of  nearly  28  miles  an  hour,  which  appears  to  substantiate  driver 
Charlton's  estimate  as  to  his  speed  for  that  portion  of  the  journey. 

As  regards  the  speed  from  Thorner  onwards,  there  appears  to  be  no  doubt  that  s]:eed 
was  reduced  at  the  point  just  before  reaching  Thorner,  where  there  was  a  temporary 
8.peed  restriction.  Driver  Charlton  states  that  he  reduced  speed  to  about  7  miles  an  hour 
at  this  point,  and  that  after  passing  the  check  he  quickened  up  to  40  miles  an  hour  again. 
Signalman  Burnett,  who  was  on  duty  at  the  time  in  the  Thorner  signal  box,  states  that 
the  train  was  quickening  when  it  passed  him,  and  he  estimates  its  speed  at  that  time  at 
20  miles  an  hodr.  Guard  Young  states  that  he  estimates  the  speed  at  the  Thorner  check 
a,t  20  miles  an  hour.  It  may  therefore,  1  think,  be  accepted  that  the  speed  at  Thorner 
was  reduced  to,  at  all  events,  under  20  miles  an  hour,  and  that  that  was  the  approximate 
B|jeed  when  passing  Thorner  signal  box. 

The  distance  from  Thorner  signal  box  to  the  point  where  the  derailment  occurred 
was  almost  exactly  If  miles,  and  the  evidence  as  to  the  speed  over  this  portion  of  the 
line  is  conflicting. 

The  25-miles-an-hour  speed  restriction  board  is  fixed  just  1  mile  from  Thorner,  and 
driver  Charlton  states  that,  though  he  ircreased  speed  to  40  miles  an  hour  after  passing 
Thorner,  he  maintained  that  speed  for  only  a  short  distance,  and  that  he  then  checked  his 
train  so  as  to  have  it  in  hand  for  the  :i5-miles-an-hour  restriction  ;  he  estimates  his  speed 
at  and  after  passing  the  speed  restriction  board  at  23  miles  an  hour,  and  he  states  that  he 
never  quickened  again,  and  that  that  was  the  speed  of  the  train  at  the  time  of  the 
accident. 

Fireman  Barker  and  guard  Young  both  estimate  the  speed  of  the  .train  after  passing 
the  speed  restriction  board  at  25  miles  an  hour,  but  assistant-guard  Skerry,  who  was 
riding  in  the  front  guard's  compartment,  estimates  the  speed  over  that  portion  at  between 
30  and  40  miles  an'  hour.  He  states  that  on  account  of  the  speed  of  the  train  something 
seemed  to  urge  him  to  be  in  readiness,  and  that  on  that  account  he  was  sitting  near  the 
trake  regulator,  and  was  holding  himself  prepared  to  \^ork  it. 

As  regards  the  Uctual  time  at  which  the  train  passed  Thorner  signal  box,  signalman 
Burnett  states  that  he  looked  at  the  clock  when  the  train  passed  him,  and  that  it  was 
5.0  p.m.,  and  that  he  at  once  sent  the  "  train  out  of  section  "  signal  to  the  Scholes  box, 
and  the  "  train  entering  section  "  signal  to  the  Bardsey  box.  The  signalman  in  the  Scholes 
box  corroborates  this  time,  stating  that  it  was  at  5.5  p.m.  that  he  received  the  "  train  out  of 
section  "  signal  from  the  Thorner  box  ;  but  the  signalman  at  the  Bardsey  box  states  that 
it  was  at  6.4  p.m.  that  he  received  the  "train  entering  section"  signal  from  Thorner. 
From  this  evidence  it  is  therefore  uncertain  whether  the  time  of  passing  Thorner  was 
5.4  p.m.  or  5.5  p.m.  ;  it  was  probably  somewhere  between  the  two. 

As  regards  the  timp  at  which  the  derailment  occurred,  signalman  Whitelock,  who  was 
on  duty  in  the  Bardsey  signal  box,  states  that  he  first  saw  the  train  just  as  it  reached  the 
point  where  it  was  derailed,  and  that  he  at  once  sent  the  "  train  entering  section  "  signal 
to  Collingham,  which  was  the  next  box  to  him.  He  states  that  he  looked  at  the  clock 
just  before  sending  this  signal,  and  that  it  was  just  short  of  5.7  p.m.  From  this  he  is 
confident  that  that  was  the  time  of  the  derailment.  The  accuracy  of  this  time  is 
confirmed  by  the  entry  in  the  Collingham  signal  box  book,  which  gives  the  time  of  the 
receipt  from  Bardsey  of  the  "train  entering  section"  signal  as  5.?  p.m.  This  time  may 
therefore,  I  think,  be  accepted  as  the  time  at  which  the  accident  occurred. 

From  the  times  recorded  in  these  signal  boxes,  it  would  therefore  appear  that  thiB 
time  taken  by  the  train  in  passing  from  Thorner  signal  box  to  the  pomt  where  the 
derailment  occurred  was  between  2  and  3  mhmtes.  The  distance  is  If  miles  ;  if 
2  minutes  were  the  time  taken,  the  average  speed  would  have  been  52^  miles  an  hour, 
while  if  three  minutes  were  taken,  it  would  have  been  35  miles  an  hour. 

Even  allowing  for  the  speed  during  a  portion  of  the  disttince  betwieen  Thorner  and 
the  restriction  board  being  as  much  as  40  miles  an  hour,  as  stated  by  the  driver,  it 
appears '  probable  that  the  ^peted  after  passing  the  restriction  board  must  have  beeil 
Bomewhat'in  exfcess  of  the  25-miles-an-hour  limit.  •        «     •   .  '    >  ^       •       - 
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-As  regards  the  condition  of  the  permanent  way  :  the  materials  of  which  the  dbwtt 
Kne  was  constructed  were,  as  stated  above,  new  when  laid  about  18  months  ago,  and 
when  examined  after  the  accident  appeared  to  be  in  excellent  condition.  A  detailed 
survey  has  been  made  since  the  accident  of  the  curve  on  which  the  derailment  occurred, 
which,  it  will  be  remembered,  was  a'  right-handed  curve  of  25  chains  radius.  The 
curvature  of  each  length  of  1 1  yards  has  been  checked,  and  the  gauge  and  superelevation 
measured  at  each  end  of  these  lengths. 

From  this  survey  it  appears  that,  while  the  curvature  is  for  the  most  part  fairly 
regular,  there  are  two  adjacent  lengths  where  the  radii  are  only  7  chains  and  7*3  chains 
respectively.  This  sharp  curve  commences  at  a  point  33  yards  on  the  up  side  of  the 
point  A,  referred  to  above,  where  the  first  marks  due  to  the  derailment  were  found.  The 
fiict  of  the  first  marks  of  the  derailment  occurring  almost  immediately  after  the  tmin  had 
passed  over  this  sharp  curve  seems  to  afford  strong  grounds  for  concluding  that  the 
derailment  was  connected  with  it. 

The euperelevation  appeared  to  be  slightly  high  for  a  curvQ  of  25  chains  radius  and 
a  speed  of  25  miles  an  hour,  but  the  excess  was  not  sufl&cient  to  account  for  the  derail- 
ment, and,  if  the  speed  was  in  excess  of  25  miles  an  hour,  it  wx)uld  tend  to  safety. 

The  gauge  of  the  line  round  the  curve  was  very  slightly  tight  throughout ;  the 
most  this  tightness  ever  amounted  to  was  ^\c  of  an  inch,  and  in  most  cases  it  did  not  exceed 
^^  of  an  inch,  but  a  tightness  of  gau2^e,  even  to  the  small  extent  which  occurred  in  this  case, 
is  not  desirable  round  a  curve,  and  undoubtedly  may  contribute  t6wards  causing  a  derailment. 

The  rolling  stock  was  all  examined  after  the  accident ;  the  wheels  were  all  found  to 
be  to  gauge,  except  the  centre  wheels  of  the  tender,  the  axle  of  which  was  slightly  bent ; 
this  vehicle  had  been  previously  examined,  on  the  30th  November,  when  the  wheels  were 
found  to  be  of  the  right  gau<:e.  It  therefore  apj^ears  probable  that  the  bending  of  this, 
axle  was  the  result  of  this  accident  and  not  the  cause  of  ijb.  Even  after  the  accident  the. 
tender  travelled  back  to  Newcastle  without  diflS.culty. 

From  the  above  considerations  there  can,  I  think,  be  little  doubt  that  either  th^, 
tender  or  the  leadin;?  vehicle  of  the  train  was  derailed  near  the  point  A,  causing  the 
eventual  derailment  of  the  whole  train,  and  that  the  ultimate  cause  of  this  derailment  was 
the  sharp  piece  of  curve  over  which  the  train  passed  just  before  reaching  this  point.  Of- 
the  two  vehicles  it  appears  more  probable  that,  on  account  of  its  rigid  wheel  base,  it  was 
with  the  tender  that  the  derailment  in  the  first  instance  occurred.  With  a  speed  of  30  or 
35 -miles  an  hour,  and  with  the  rails  slightly  tight  to  gauge,  the  derailment  of  such  a 
vehicle  round  a  curve  of  about  7  chains  radius  doe?,  not  appear  at  all  improbable.  The 
fiict  of  the  derailment  not  occurring  on  the  outside  of  the  curve,  as  would  naturally  have 
been  expected,  was  probably  due  to  the  presence  of  the  check  rail,  which  prevented  the 
train  leaving  the  rails  on  that  side  of  the  curve. 

The  Company  have  doubtless  already  taken  steps  to  have  the  irregularities  in  the^ 
curve*  attended  to,  and  this  appears  to  be  a  point  on  the  line  which  requires  careful 
watching.  Further  ;  with  the  view  of  ensuring  that  the  speed  of  down  trains  is  reduced 
to  25  miles  an  hour  before  reaching  the  reverse  curves  the  speed  restriction  board  should 
be  moved  back  half  a  mile  to  the  pouit  selected  when  this  line  was  inspected  ;  the 
Company  should  also  take  steps  to  ensure,  as  far  as  practicable,  ihat  this  speed  is  not 
exceeded  until  the  alterations,  which  it  is  understood  are  to  be  made  to  these  reverse 
curves,  are  carried  out. 

I  have,  &c., 

P.  G.  VON  DONOP, 

Lt'Col.  R.E. 

r  * 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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Damagb  to  Rolling  Stock. 


Particulars  of  Damage. 

Engine,  No.  2,109. — Middle  tender  wheel  axle  and  quarter  light,  2  chains,  2  buffer  castings,  Ac, 

bent ;  tender  brake  gear  damaged,  and  warming  broken  ;    step-irons,  a  draw-bar  shackle  and   2 

pipe  hanger  on  back  of  tender  broken  off.  buffer  rods  bent ;  one  truss  rod  bent  at  the  cot 

Bogie  brake  composite.  No.  2,695. — Brake  work  end  next  tender  ;  on-e  head  block  broken, 

damaged  ;    2    head-stocks,    step-boards,    caboose  Bogie  brake  third.  No.  1,839. — Brake  work  and 
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roof  boards  damaged  ;  2  head-stocks,  2  end  panels, 
step-boards,  quarter  light,  axle-box,  2  buffer 
castings,  &e.,  broken ;  step-irons  and  draw-bar 
bent. 

Bogie  lavatory  composite.  No.  1,632. — Brake 
work,  gas  connection,  2  channel  irons,  damaged  ; 
3  truss  rods,  2  head-stocks,  2  longitudinals,  5 

rmels,  moulding,  facings,  step-boards,  axle-box, 
oxter  krees,  2  buffer  castings,  draw-bar  shackle 
broken ;  3  buffer  rods  bent. 

Bogie  luggage  composite.  No.  53. — Brake  work 


damaged ;  a  truss  rod,  2  head-stocks,  8  panels, 
moulding,  casings,  step-boards,  3  end  uprights, 
16  buffer  casting  bolts  broken ;  2  draw-bar 
shackles  and  12  step-irons  bent. 

I^ogie  third,  No.  2,778. — Brake  work  and  gas 
connection  damaged ;  2  head-stocks,  4  panels, 
moulding,  door  and  axle-box  broken ;  2  buffer 
rods  bent. 

Bogie  brake  third.  No.  1,837. — End  /rail,  door 
pillar,  2  step-boards,  5  step-iron  bolts  and  axle- 
box  broken,  4  buffer-rods  and  3  step-irons  bent. 


Damagb  to  Permanent  Wat. 

3  rails  bent ;   265  check  chairs  broken ;   295  middle  chairs  broken  ;    348  sleep«)r8  injured ; 
1  crossing  destroyed. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  4th  February,  1902. 


NORTH-EASTERN  RAILWAY. 

Board  of  Trade  (Railway  Department), 

8,  Richmond  Terrace,  Whitehall,  S.W., 
Sir,  January  29th,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  30th  December,  the  result  of  my  inquiry  into  the 
circumstances  under  which  a  collision  occurred  at  about  6.40  p.m.  on  the  2l8t  December 
at  Neville  Hill,  Leeds,  on  the  North-Eastern  Railway,  between  two  jmssenger  trains, 
which  were  both  approaching  Leeds  in  the  same  direction. 

In  this  case,  as  the  5.48  p.m.  express  train  from  York  to  Leeds,  consisting  of  an 
engine,  tender  and  eight  vehicles,  was  standing  at  the  Neville  Hill  home  signal  it  was 
run  into  from  the  rear  by  the  4.50  p.m.  train  from  Bridlington  to  Leeds,  which  consisted 
•of  an  engine,  tender  and  six  vehicles. 

The  end  of  the  rear  brake  van  of  the  York  train  was  completely  smashed  in,  and  the 
guard  who  was  riding  in  it  received  injuries  to  which  he  shortly  succumbed.  Five  'of  the 
vehicles  also  of  that  train  were  more  or  less  damaged  ;  the  front  vehicle  of  it  was 
derailed,  and  the  train  parted  between  the  first  and  second  vehicles. 

The  engine  of  the  Bridlington  train  was  badly  damaged,  and  the  driver  received 
injuries  which  necessitated-  his  detention  in  hospital  for  about  three  weeks.  The  guard 
also  of  this  train  was  slightly  injured,  but  none  of  the  vehicles  suffered  any  damage. 

Six  complaints  in  all  have  been  received  from  passengers  of  personal  injuries 
received. 

The  York  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  the  order 
^ven  : — 

1  third-class  carriage. 

2  brake  vans. 
2  composites. 

2  third-class  carriages. 
1  brake  van. 

The  above  were  all  eight- wheeled  bogie  carriages,  and  they  were  fitted  with  the 
Westinghouse  brake  working  blocks  on  all  their  wheels. 

The  engine  of  the  Bridlington  train  was  a  single-driving-wheel  bogie  passenger 
engine,  fitted  with  the  Westinghouse  brake,  working  blocks  on  the  driving  wheels  and  on 
the  six  wheels  of  the  tender,  and  with  a  hand  brake  working  the  blocks  on  the  tender 
wheels. 

The  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  the  order 

given  : — 

1  brake. 

1  third-class  carriage. 

I  composite. 

1  first-class  carriage. 

1  third-class  carriage, 

1  brake. 
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The  whole  of  the  above  were  six- wheeled  vehicles  ;  they  were  fitted  with  the 
Westinghouse  automatic  brake,  working  blocks  ou  four  wheels  of  each  vehicle. 

All  the  brakes  are  reported  as  having  been  in  good  order. 

The  damage  to  rolling  stock  is  given  in  the  Appendix  ;  that  to  permanent  way  was 
practically  nil. 

Description, 

Neville  Hill,  near  which  place  this  accident  occurred,  is  a  signal-box  situated  a  short 
distance  from  Leeds  on  the  North-Eastem  Company's  main  line  between  Leeds  and 
York. 

There  are  several  lines  running  past  this  signal-box  in  a  direction  which  is  approxi- 
mately  east  and  west,  but  the  only  line  which  is  in  any  way  connected  with  this  accident* 
is  the  up  main  line,  which  is  the  third  from  the  box.  The  signal-box  is  situated  on  the 
«outh  side  o£  the  line,  and  up  trains  approach  it  from  the  eastward. 

The  next  signal-box  to  Neville  Hill  towards  the  east  is  Waterloo  Junction  signal- 
box,  distant  1,006  yards  from  it,  and  the  next  box  to  it  in  the  westerly  direction  is 
Marsh  Lane  East,  distant  1,265  yards  from  it. 

The  following  are  the  distances  from  the  Neville  Hill  box  to  the  various  places  and 
signals  connected  with  this  accident : — 

Yards. 
75 
195 
929 
929 
1,006 
L075 
1,157 
2,042 
1,270 


Neville  Hill  signal-box  to  Neville  Hill  home  signal 

to  point  where  collision  occurred 

to  Neville  Hill  distant  signal 

to  Waterloo  Junction  inner  home  signal 
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The  gradient  for  an  up  train  approaching  Neville  Hill  from  Waterloo  Junction  is  a 
falling  one  varying  from  1  in  160  to  1  in  300.  On  a  clear  day  a  driver  has  a  good  view 
of  his  signals.  * 

There  are  some  new  works  in  progress  near  Waterloo  Junction,  and  on  that  account 
«peed  is  restricted  over  a  portion  of  the  line  between  the  Waterloo  Junction  and  Neville 
Hill  signal-boxes  to  15  miles  an  hour  ;  a  flagman  is  stationed  a  short  distance  to  the  east 
of  Waterloo  Junction  box  in  order  to  call  drivers'  attention  to  this  speed  restriction. 

The  day  on  which  this  collision  occurred  was  foggy,  but  the  fog  does  not  appear  to 
have  become  dense  till  shortly  before  the  accident  occurred.  Fogmen  had  been  asked  for 
by  the  signalmen  in  the  Marsh  Lane,  Neville  Hill  and  Waterloo  Junction  boxes  about  ten 
minutes  before  the  collision,  but  at  the  time  at  which  it  occurred  they  had  not  yet  reached 
their  posts. 

Evidence. 


John  Fisher^  driver,  states  :  I  have  been  nearly 
28  years  in  the  service  of  the  Company,  during 
12^  of  which  I  have  been  a  driver.  I  came  on 
duty  oil  the  2l8t  December  at  7.47  a.m.  to  work 
until  6.47  p.m.  I  had  no  interval  during  which 
I  could  leave  the  engine.  I  came  off  duty  on  the 
20th  at  5.15  p.m.  On  the  2l8t  December  I  was 
in  charge  of  the  5.48  p.m.  train  from  York  to 
Leeds.  My  engine  was  a  single-driving-wheel 
engine,  fitted  with  WestinghouFe  automatic 
brakes  working  blocks  on  the  driving  wheel  and 
on  the  wheels  of  the  tender,  and  with  a  hand- 
brake working  the  blocks  on  the  tender  wheels. 
My  brakes  were  in  good  order.  Nothing 
nnuBual  happened  to  my  trail,  until  reaching 
Waterloo  Junction.  At  Waterloo  Junction  all 
the  signals  were  off  for  me  except  the  distant 
signals  for  Waterloo  and  for  Neville  Hill.  A 
detonator  went  off  under  my  train  to  remind  me 
of  the  speed  restriction  of  15  miles  an  hour  when 
passing  round  the  curve.  I  reduced  my  speed  to 
15  miles  an  hour  and  ran  on  to  Neville  Hill 
where  I  found  the  home  signal  at  danger,  and  I 
brought  my  train  to  a  stand  at  that  point.    We 


had  experienced  fog  on  the  journey  from  York 
to  Waterloo,  but  at  Waterloo  Junction  it  was  very 
clear  indeed,  and  I  had  no  difficulty  at  all  in 
seeing  all   my  signals.     About   100  yards  after 
passing  the  Waterloo  home  signal,  I  'ran  into  a 
dense   bank  of  fog  so  that  I  could  not  see  the 
Neville  Hill  home  signal.     I  got  off  my  engine 
and  walked  across  the  independent  to  the  side  of 
the  line  and  found   the  post.     I  found  that  my 
engine  had  just  run  past  the  signal-post  which 
was  opposite   the  leading  wheels  of   the  tender. 
Even  though  I  was  standing  at  the  post  I  could 
not  see  the  signal  itsf^lf ,  so  I  walked  forward  to 
the  cabin  to  see  the  signalman.     My  fireman  was 
a  passed  driver  so  I  left  him  in  charge  and  told 
him  to  look  af  cer  the  engine.     I  instructed  the 
signal  paan  whereabouts  I    was  standing,  and  he 
told  me  to  stanl  there.     I  stood  a  few  minutes  in 
the  cabin  and  the  signalman  said,  I  believe  the 
Marsh  Lane  box   is  going  to  take  you  on.     A 
message  then  arrived  on  the  telephone,  and  the 
signalman  told  me  that  the   Bridlington  express 
had  run  past  the  Waterloo  signals,  and  he  told  me 
to  bring  my  train  on.     I  went  out  and  shouted 
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to  iny-  Btote  to  brin^:  ^the  engine  forward.  He. 
haid  juBt  got  the  en^rine  n^oving  when  the  collision 
occurred.  The  fog  was  still  very  detise  so  that  I 
could  not  see  the  Bridlington  train  approach  me. 
There  were  no  fog  men  out  at  all  on  the  line  that 
day.  I  had  some  trouble  at  Church  Fenton  in 
finding  my  signals,  but  nowhere  else. 

Fred  Widdopy  fireman,  states  :  I  have  been  12 
years  in  the  service  of  the  Company,  during  8^ 
of  which  I  have  been  a  fireman.  I  worked  the 
same  houreras  driver  Fisher  on  the  20th  and  21st 
of  December,  and  I  was  with  him  on  the  5.48 
p-TO.  train  from  York  to  Leeds.  I  rertiember 
passing  through  Waterloo  Junction.  During  the 
journey  from  York  it  had  been  foggy,  but  not 
sufficiently  so  as  to  prevent  our  seeing  the  signals. 
There  was  a  slight  fog  at  VVaterloo  Junction  when 
wfet  rwi  tbproHgh,  but  it  was  not  sufficient  to  inter* 
fere  with  our  seeing  the.  signals.  A  detonator 
went  off  under  our  train  and  the  driver  accord- 
ingly reduced  speed  when  running  round  the 
curve.  The  driver  brought  the  train  to  a  stand 
just  opposite  the  Neville  Hill  home  signal.  We 
could  not  see  the  signal  on  account  of  the 
fog,  so  the  driver  brought  the  train  to  a  stand 
and  got  off  the  engine  to  search  for  it.  The 
driver  found  the*  signal  post  which  was  imme- 
diately opposite  the  footplate.  The  driver  could 
not  see  whether  the  signal  was  cm  or  off,  so  he 
said  he  would  go  on  and  see  the  sjgnaiman. 
After  he  had  been  gone  a  few  minutes  I  heard 
him  shouting  to  me  to  draw  down.  I  gave  the 
engine  steam  undit  moved  about  half  a  turn  of 
the  wheel  when  tKe  collision  occurred.  I  felt  th,e 
shock  on  the  engine  and  it  knocked  me  down, 
but  I  was  not  injured.  At  that  time  it  w'sts  still 
very  foggy  at  Nevijlfe  Hill,  and  I  was  still  unable 
to  see  the  home  signal.  When  I  gave  the  engine 
steam  I  took  off  my  brakes. 

Geirrge  Harrison^  assistant  guard,  states :  I 
have  been  32  years  in  the  service  of  the  Company. 
I  passed  as  a  guard  about  16  years  ago.  I 
was  employed  on  the  21st  December  as  assistant 
guard  on  the  5.48  p.m.  train  from  York  to  Leeds. 
I  was  riding  in  the  third  vehicle  of  the  train 
from  the  engine.  My  train  was  fitted  with  the 
Westinghouse  automatic  brake  working  blocks  on 
ail  wheels  of  the  train.  I  believe  it  to  have  been 
in  good  order.  The  first  that  I  knew  of  the 
collision  was  feeling  the  shock  of  it,  and  this  was 
about  four  minutes  after  we  had  come  to  a  stand 
at  Neville  Hill.  On  the  journey  from  York  the 
only  place  where  we  had  thick  fog  was  at  Church 
Fenton.  At  Waterloo  Junction  there  was  a  little 
fog.  I  looked  out  at  Waterloo  Junction  and  I 
saw  the  cabin  lights,  but  I  did  not  look  for  the 
signals.  At  Neville  Hill  there  was  a  dense  fog 
at  the  time  that  we  came  to  a  stand.  Before  the 
collision  occurred  I  looked  out  for  my  signals, 
but  I  could  not  see  them  on  accouni  of  the  fog. 
I  was  dazed  by  the  collision,  and  slightly  injured. 
I  believe  my  train  moved  forward  two  or  three 
yards  before  the  collision  occurred.  After  the 
collision  I  went  to  the  signal-box  and  warned  the 
signalman  to  block  both  roads.  He  said  that  it 
vyas  already  done.  I  went  back  to  my  train  to 
examine  the  state  of  it.  No  passengers  complained 
to  me  at  the  time  of  having  rect  ived  injuries,  but 
when  I  got  to  the  rear  of  the  train  I  heard  some 
moans  and  found  they  came  from  the  guard.  He 
was  lying  on  a  board  on  which  he  had  been 
placed  by  some  of  the  men  from  Neville  Hill. 
The  guard  was  then  carried  away.  I  then  went 
back  again  to  the  train  to  enquire  if  any  passengers 
were  injured.  One  gentleman  complamed  to  me 
of  being  injured.  The  leading  vehicle  of  the 
train  was  derailed,  and  the  train  parted  in  front 


.of  my  van.  ^  The  engine  of  the  Bridlingt^a  train 
was  right  in  the  middle  of  the  rear  brake  van, 
and  most  of  the  vehicles  at  the  rear  of  my  train 
bad  sustained  some  damage. 

Isaac  Smart,  signalman,  states:  I  have  been 
about  27i  years  in  the  service  of  the  Company^ 
during  25  of  which  I  have  been  a  signalman. 
I  am  employed  as  signalman  in  Waterloo  box 
and  have  been  employed  there  9^  y.^^vs*  I 
came  on  duty  at  2  p.m.  to  work  until  10  p.nu 
I  had  previously  come  off  duty  at  6  a.m.  on  the 
21st.  I  remember  the  5.48  p.m.  train  from  York 
to  Leeds  passing  my  box.  It  passed  my  box  at 
6,33  p.m.  All  my  signals  were  off  for  it  .ei^capt 
the  distant.  I  noticed  that  he  slackened  speea 
when  passing  my  box.  At  the  time  the  train 
passed  my  box  there  was  a  slight  fog,  but  I  waft 
able  to  see  all/the  si  glials  in  proximity  to  the  box. 
After  the  train  passed  I  put  all  my  signals  J<>, 
danger.  The  York  train  had  beep  accepted  by 
>'eville  Hill  box  at  6.'^0  p.m.  At  6.33  I  was 
offered  the  Bridlington  train  by  the  Cross  Qates 
box.  I  accepted  it  at  once.  Idid  not  lower  any 
of  my  signals  for  the  train.  It  arrived  at  6.37. 
At  this  time  I  was  at  the  west  end  ot  my  box,  so 
I  did  not  see  the  train  arrive  at  all,  but  my 
assistant  put  down  the  time  of  its  arrival  in  the 
book  as  6.37.  I  cannot  therefore  -say  definitely 
whether  the  train  came  to  a  stand  at  all.  My 
assistant  said,  '*The  train  has  arrived,  shall  I 
allow  him  to  draw  up?"  I  said  toihim,  *'Yoo 
may  lower  your  signals  and  allow  him  to  draw 
up  tO'  the  inner  home  signal."  My  assistant 
pulled  off  the  oater  home  and  the  direction 
signals.  The  next  thing  I  heard  was  my  assistant 
calling  out  to  me, ''  I  believe  he  is  going  to  run 
past  the  signal  I"  meaning  the  inner  home.  I  at 
once  picked  up  a  red  light  and  went  to  the, 
window  to  try  and  stop  him,  but  1  saw  that  I  was 
too  late.  I  saw  the  train  come  past  my  inner 
home  signal.  At  this  time  I  had  no  difficulty  in 
seeing  my  inner  home  signal  from  the  box. 
I  distinctly  saw. the  train  copie  past  jit.  1  at,  once, 
sent  to  Neville  Hill  the  signal  "Train  running 
away  on  the  right  line."  I  then  telephoned  to 
Neville  Hill  telling  him  that  the  train  had  run 
past  my  signals  at  danger,  and  he  must  look  ont^t 
He  acknowledged  the  message.  I  had  not  offered, 
the  Bridlington  train  to  the  Neville  Hill  box  as 
I  had  not  received  the  **  Train  out  of  section " 
signal  for  the  York  train.  As  far  as  I  can  say  it 
must  have  been  6.38  or  6.39  when  the  Bridlington 
train  passed  my  box.  Alter  the  Bridlington 
train  had  passed  the  fog  had  got  worse  at  my  box, 
but  I  am  positive  that  at  the  time  it  passed 
I  could  see  my  signals.  About  6.20  the  signal- 
man at  Neville  Hill  asked  me  if  I  wanted  the 
fogmen.  I  told  him  I  did  not  require  them.  He 
replied,  "Well,  the  fog  is  coming  towards  you,, 
and  you  will  have  it  sooner  or  later,"  and  said 
that  he  was  going  to  ask  for  bis  fogmen.  I  said 
to  him,  *'  All  right,  I  will  have  mine  also,"  but  at 
the  time  I  said  this  I  really  did  not  require  them. 
I  am  acquainted  with  rule  85,  which  says  that 
when  fog-signalmen  have  not  arrived  the  signal- 
man, when  he  requires  to  stop  an  approaching 
train,  must  place  two  detonators  on  the  line. 
I  did  not  carry  out  this  rule  on  this  occasion 
because  I  could  clearly  see  the  signal  from  my 
box,  and  therefore  there  was  no  necessity  fcr  it. 
I  am  quite  certain  that  after  the  Bridlington  train 
pabsed  me  I  looked  up  and  could  see  the  inner 
home.  There  was  no  difficulty  in  seeing  it  from, 
my  box. 

Frederick  Wilson,  assistant  signalman,  states : 
I  have  been  two  years  in  the  service  of  the  Cwn- 
pany.    I  have  been  an  assistant  signalman  about  - 
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0  months,  and  during  the  whole  of  these  six 
months  I  have  been  employed  in  the  Waterloo 
Janction  signal-box.  I  worked  the  same  hours 
on  the  Slst  December  as  signalman  Smart.  I 
r»mc»mber  the  5.48  p.m.  York  to  Leeds  train 
piissing  my  box.  All  the  signals  at.  Waterloo 
Junction  were  put  to  danger  after  this  train 
passed.  The  weather  was  pretty  clear  at  the  time 
the  train  passed  and  there  was  no  difficulty  in 
seeing  the  signals.  I  remember  seeing  the 
4.50  p.m.  Bridlington  to  Leeds  train  approach  my 
dgnals.  This  was  at  6.37  p.m.  At  this  time  all 
the  signals  were  at  danger.  The  Bridlington 
train  came  to  a  stand  at  the  outer  home.  It  was 
clear  enough  for  me  to  see  it  standing  at  that 
point.  I  asked  signalman  3mJtrt  whether  I  should 
lower  ihe  outer  home  and  the  direction  signals  to 
enable  him  to  draw  up  to  the  inner  home.  He 
said  '^Tes,**  so  I  did  so.  I'did  not  lower  the 
inner  home,  and  I  am  quite  sure  on  that  point. 

1  booked  the  train  as  arriving  at  6.37,  and  on 
turning  round  I  notice4  that  he  was  going  past 
tiie  cabin  with  steam  on.  I  at  once  told  Smart 
that  I  thought  the  train  was  not  going  to  stop  at 
the  inner  home.  Smart  then  ran  to  the  window 
to  try  and  attract  the  drrrer^s  attention,  but  he 
saw  he  was  too  late  to  do  so.  I  saw  the  Brid- 
lington train  run  past  the  inner  home  signal 
without  checking  speed.  I  myself  could  at  that 
timi  see  the  inner  home  signal  without  any 
difficulty,  and  I  am  quite  sure  that  it  was  at 
danger.  I  then  heard  Smart  send  the  *' Train 
ranaing  away  on  right  line  '*  signal  to  the  Neville 
Hill  box.  He  then  got  the  signalman  on  the 
telephone  and  told  him  what  had  happened. 
After  the  Bridlington  train  passed  the  fog  got 
worse.  We  had  not  had  fogmen  out  that  day, 
and  I  do  not  think  we  wanted  them  until  after 
the  Bridlington  train  had  passed. 

Robert  Fewster^  signalman,  states  :  I  have  been 
about  19  years  in  the  servioe  of  the  Company, 
daring  17  of  which  I  have  been  a  signalman.     I 
have  been  over  seven  years  in  the  Neville  Hill 
sigual-box.     1  came  on  duty  at  2  p.m.  to  work 
until  10  p.m.  on  December  2 1st.    I  had  previously 
come  off  duty  at  t)  a.m.  on  the  21st.  I  remember  the 
5.4^  p.m.  from  York  to  Leeds  arriving  at  my  box 
at  6.34  p.m.,  all  my  signals  were  at  that  time  at 
danger.    The  train  came  to  a  stand  ao  my  home 
fiigoal.    At  this  time  it  was  very  foggy.     I  could 
Qoi  rtee  the  train  from  my  box,  but  I  heard  it 
come  to  a  stand.    At  this  time   I  could  not  see 
the  tr  iin,  and  1  could  not  see  the  sigaal.     Imme- 
diately after  it  came  to  a  stand  the  driver  cam^  to 
my  bo :  and  told  me  that  he  had  brought  his 
train  to  a  stand  at  the  home  signal.     I  told  him 
to  stop  there  until  his  train   was  accepted   by 
Mardh  Lane.      He  remained  in  the  signal-box. 
At  6.37  I   received  from  Waterlo  >  Junction  the 
signal  "  Train  running  away  on  right  line."    At 
the  same  time  he  called  tne  up  on  the  telephone 
and  told  me  chat  the  Bridlington  train  had  run 
past  hid  signals  and  I  must  look  out.     I  at  once 
told  the  driver  to  go  out  and  to  draw  his  train 
inside  the  home  signal  in  spite  of  its  being  at 
danger.    The  driver  went  away  at  once,  but  in 
order  to  facilitate  matters  I  lowered  the  home 
aig  lal  so  as  to  attract  the  fireman's  attention. 
1  heard  tne  train  com  nence   to  move  forward, 
and  immediately  afterwards  heard  the  noise  of 
^he  collision.    The    Bridlington    train   had  not 
been  offered  to  me  by  the  Waterloo  Junction  box, 
and  1  had  not  sent  *'  Train  out  of  section  "  to  that 
hox.    At  the  time  of  the  collision  the  fog  was 
'^ry  dense.     I  had  not  any  fosrmen  out.     I  had 
asked  for  thdih  at  6.27  p.lm.    Up  to  6.27  p.m.  I 
bid  not  considered  fogmen  were  necessary,  at 


this  time  the  fog  came  on  thicker.  About  6.20  I 
had  communicated  with  Waterloo  Junction  about 
calling  out  fogmen.  He  said  to  mie  that  he  did' 
not  require  them  at  all.  I  had  further  oommuQi-^ 
cation  with  him,  and  he  subsequently  concurred' 
in  my  sending  for  his  fogmen.  He  demtirved  to^ 
doing  so  at  first  as  he  said  he  did  not  require- 
them.  I  had  heard  from  the  signalman  at  Marsh 
Lane,  that  the  fog  was  thick  at  that  point  before' 
it  was  thi6k  at  my  box,  and  it  was  from  that 
direction  that  the  fog  approached  me. 

Frederic  Levitt^  platelayer,  states  :  I  have  been 
about  nine  years  in  the  service  of  the  Compauy^, 
during  seven  of  which  I  have  been  employed  as. 
a  platelayer.  On  the  2l8t  December  I  was  em- 
ployed as  flagman  at  Waterloo  signal-box.  I  was 
posted  in  the  flagman's  cabin  outside  the  outer- 
home  signal.  My  duty  was  to  put  fog-signals  on. 
the  line  to  remind  drivers  of  the  speed  restrictions 
round  the  curve.  I  remember  both  the  York  and 
Bridlington  trains  passing  me.  I  put  detonators 
under  each  of  them  which  exploded.  When  tb^ 
York  train  passed  it  was  slightly  foggy,  l^ut  quite, 
clear  enough  to  see  all  signals.  When  the  Brid- 
lington train  passed  the  weather  was  just  the 
same.  I  am  quite  confident  there  was  not  the 
least  difficulty  in  seeing  the  signals.  The  Brid- 
lington train  came  to  a  stand  at  the  outer  home 
signal.  I  saw  both  the  outer  lu)me  signal  and^ 
the  direction  signal  lowered  for  it.  I  saw  the. 
signals  quite  plainly.  I  could  also  see  the  inner 
home  signal,  and  that  signal  was  not  lowered  for 
the  Bridlington  train.  About  6.50  the  tog  got 
very  bad  and  fogmen  came  out.  At  the  time  the, 
Bridlington  train  passed  Waterloo  there  was,  in 
my  opinion,  no  need  for  fogmen.  I  was  standing 
near  my  flagman's  box  when  the  Bridlington 
train  passed.  , 

William  Toumend^  driver,  states :  I  have  been 
in  the  service  of  the  Company  28  years,  during 
21  of  which  I  have  been  a  driver.  On  the  21st 
December,  I  was  driving  the  4.50  p.m.  Bridlington 
to  Leeds.  I  came  on  duty  on  that  day  at  12.45 
p.m.  to  work  until  12.15  a.m.  on  the  22nd.  I  had 
previously  gone  off  duty  at  1.15  a.m.  on  the  21st. 
I  did  not  leave  my  engine  after  coming  on  duty 
on  the  21st.  My  engine  was  a  four-wheels- 
coupled  passenger  engine,  fitted  with  the  Westing- 
house  brake,  working  blocks  on  the  four  coupled 
wheels,  and  on  the  six  wheels  of  the  tender,  and 
with  a  hand-brake  working  blocks  on  the  tender 
wheels.  My  brake  was  in  good  order.  Nothing 
unusual  happened  on  the  journey  from  Bridling- 
ton to  Waterloo  Junction  except  the  fogs.  I  had 
no  difficulty  in  coming  from  Bridlington  to  Selby, 
but  between  that  point  and  South  Milf  ord  we  had 
been  stopped  once  on  account  of  dense  fog.  My 
train  arrived  at  Waterloo  Junction  at  6.33  p.m; 
1  sighted  the  distant  signal  when  I  was  about  15 
yards  from  it.  It  wa<  at  danger.  I  reduced  my 
speed  and  rian  on  quietly  to  the  outer  home  signal 
where  I  came  to  a  st md.  Before  reaching  this ' 
signal  I  exploded  a  detonator  which  reminded  me 
of  the  speed  restriction.  I  was  kept  standing  at 
the  outer  home  signal  between  two  or  three 
minutes,  and  it  was  then  lowered  for  me.  I  gave 
my  engine  steam  and  ran  on.  I  came  to  the 
direction  signal,  which  I  found  off  for  me,  soi;, 
still  ran  on.  1  passed  the  signal-cabin  at  about 
five  miles  an  hour.  I. looked  to  the  cabin  to  see 
if  there  was  a  red  light,  meaning  me  to  stop  there. 
There  was  no  red  light  shown  nor  was  there  any 
verbal  commtmicatibn  whatever,  nor  were  there 
any  detonators  placed  opposite  the  cabin.  I  then 
went  forward,  and  under  a  wrong  impression 
that  on  account  of  the  outer  home  and  inter- 
mediate signals  being  lowered,  the  section  aheAd' 
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was  clear.  By  rule  85  it  was  the  signalman's 
duty  on  a  night  like  that  to  have  placed  detona- 
tors opposite  his  cabin.  I  went  past  the  cabin, 
and  about  20  yards  past  I  entered  a  dense  bank 
of  fog.  At  that  point  I  lost  my  position.  The 
fog  was  very  dense.  I  proceeded  steadily  with 
steam  on  an  til  I  came  to  the  termination  ^£  the 
portion  over  which  there  is  a  speed  restriction, 
and  at  that  point  I  regained  knowledge  of  my 
position.  I  shut  off  steam  and  ran  forward  about 
300  yards.  ^ v  hen  I  thought  that  I  was  about  a  train's 
distance  from  Neville  Hill  home  signals  I  applied 
the  brake  slightly.  A  few  seconds  after  that  I 
sighted  the  side  light  of  the  York  train  iti  front 
of  me.  I  at  once  applied  the  brakes  fully.  At 
that  moment  the  collision  occurred.  I  only 
sighted  tho  train  in  front  of  me  immediately 
before  the  collision  occurred.  I  never  saw  the 
inner  home  signal  at  all  at  Waterloo  Junction,  on 
account  of  the  dense  fog  which  we  ran  into.  I 
am  well  acquainted  with  this  line,  and  I  know 
where  the  signals  are  placed.  I  knew  that  there 
was  an  inner  home  signal  at  Waterloo  Junction. 
I  am  acquainted  With  the  rule  which  says,  if  I 
cannot  see  a  signal  I  am  to  treat  it  as  a  danger 
signal.  I  cannot  explain  why  I  did  not  carry 
out  this  rule  on  this  occasion. 

Henry  Laztmby,  fireman,  states :  I  have  been 
in  the  service  of  the  Company  10  years,  during 
eight  of  which  I  have  been  a  fireman.  I  was 
acting  as  fireman  on  the  4.50  p.m.  train  from 
Bridlington  to  Leeds  on  the  2l8t  December. 
I  came  on  duty  on  that  any  at  VZAi}  p.m.  tu  wurlc 
until  12.15  a.m.  on  the  22nd.  I  came  off  auty 
on  the  2l8t  at  12.15  a.m.  I  remember  our- train 
arriving  at  Waterloo  Junction  and  being  stopped 
at  the  outer  home.  It  had  been  very  thick 
between  Selby  and  South  Milford,  but  beyond 
tiiat  we  had  not  been  much  troubled  by  the  fog. 
1  had  no  difficulty  in  seeing  the  outer  home 
signal  at  Waterloo  Junction.  We  remained  there 
about  two  or  three  minutes,  and  then  the  board 
was  pulled  off  and  we  moved  forward  down  to 
the  intermediate  signal,  which  was  off  for  us 
also.  We  went  p.ist  that  signal  and  ran  past  the 
box  and  I  never  saw  the  next  signal  at  all. 
I  know  where  the  next  signal  is,  but  owing  to 
the  fog  I  was  unable  to  see  it.  1  did  not,  how- 
ever, look  out  for  the  third  one.  I  do  not  know 
whether  my  driver  was  looking  out  for  it.  We 
did  not  stop  at  it  and  we  ran  forward  at  a  speed 
of  about  10  miles  an  hour.  I  never  saw  any- 
thing in  front  of  me  on  the  line,  and  the  first 
I  kni'W  of  the  collision  was  feeling  the  shock  of 
it.  We  were  going  about  10  miles  an  hour  at  the 
time  of  the  collision.  The  driver  had  not  steam 
turned  on  at  that  time.  The  automatic  brake 
was  on.  It  was  hard  on  at  the  time  of  the 
collision,  but  I  cannot  say  whether  it  was  hard 
on  at  the  time  previous  to  it.  We  could  just  see 
the  direction  signal  when  wo  passed  it.  We 
could  see  the  signal-box  quite  clearly  when  we 
passed  it,  but  I  cannot  say  anything  about  the 


inner  home  signal.  I  did  not  look  for  the  inner 
home  signal  because  my  mate  said  **  Right 
away." 

Joseph  Redman,  guard,  states :  I  have  been 
nearly  25  years  in  the  service  of  the  Company, 
during  13  of  which  I  have  been  a  gnard.  I  was 
gnard  of  the  4.50  train  from  Bridlington  to  Leeds 
on  the  21st  December.  I  came  on  duty  at  3  p.m. 
to  work  until  12.10  a.m.  on  the  22nd.  I  came  off 
duty  at  12.10  on  the  21st.  My  train  consisted  of 
the  following  vehicles  attached  to  the  engine  in 
the  following  order : — 

Wheels. 
1  brake  van  ...        ...        6 

1  third       ..^         •••         .-•        6 

2  composites         6 

1  third       ...         .••         .••        6 
I  brake  van  6 

The  train  was  fitted  with  the  Westinghoufle 
brake  working  blocks  on  four  wheels  of  each 
carriage.  My  brake  was  in  good  order.  It  had 
been  foggy  at  Selby,  but  we  had  not  been  inter- 
fered with  by  the  fog.  I  remember  arriving  at 
Waterloo  Junction.  We  came  to  a  stand  at 
the  outer  home  signal.  I  was  riding  in  the  rear 
van  of  the  train.  I  looked  out  of  my  winduw 
and  saw  that  the  outer  home  signal  was  at  danger. 
It  was  a  little  foggy  at  the  time,  but  I  could  see 
the  signal  from  my  van.  We  stood  about  a 
minute  at  the  outer  home  and  then  we  went 
forward.  I  saw  that  the  outer  home  signal  was 
lowered  for  us,  but  I  did  not  see  whether  the 
direction  signal  was  off  or  not.  I  looked  for  the 
direction  signal,  but  I  could  not  see  it  on  account 
of  fog  or  steam  from  the  engine.  I  just  got  a 
glance  of  the  signal-box,  but  I  was  really  looking 
out  on  the  other  side  of  the  line.  I  was  looking 
out  of  my  side  light  to  see  the  inner  home 
signal,  but  I  did  not  see  it.  Imnjediately  we 
passed  the  cabin  we_  seemed  to  have  at  once  run 
into  a  bank  of  fog,  and  it  was  on  account  of  this 
I  could  not  see  the  inner  home  signal.  The 
whole  way  from  there  up  to  Neville  Hill  the  fo^ 
continued  very  thick.  I  know  this  line  well, 
and  I  know  where  all  the  signals  are.  I  knew 
that  there  w^as  an  inner  home  signal,  and  I  knew 
that  we  had  run  past  it  without  my  being  able  to 
see  i^  I  concluded  that  the  driver  must  have 
seen  the  inner  home.  I  think  we  passed  the 
inner  home  signal  at  about  eight  or  nine  miles  an 
hour.  We  only  quickened  speed  a  little  after 
that.  Just  before  the  collision  occurred  I  noticed 
that  the  automatic  brake  was  slightly  applied. 
The  first  I  knew  of  the  collision  was  feeling  the 
shock  of  it,  and  I  was  knocked  down  in  my  van. 
I  think  we  were  running  about  10  miles  an  hour 
when  the  collision  occurred.  I  got  out  after  the 
collision  to  see  what  had  happened.  I  did  not 
receive  any  complaints  from  passengers  in  my 
train.  With  the  exception  of  the  engine  my 
train  was  not  damaged  at  all.  After  the  collision 
the  fog  was  very  dense  indeed  at  Neville  Hill. 


Condtmon. 

From  the  above  evidence  it  is  clear  that  the  collision  was  entirely  due  to  the  fiict  of 
driver  Townend  having  allowed  his  train  to  run  past  the  inner  home  signal  at  the 
Waterloo  Junction  box  when  that  signal  was  at  danger. 

The  York  train  had  passed  the  Waterloo  Junction  box  at  6.33  p.m.,  and  all  the 
signals  at  that  box  had  been  duly  placed  at  danger  behind  it.  The  train  then  ran  on  to 
the  Neville  Hill  box,  where  it  was  brought  to  a  stand  at  the  home  signal  owing  to  the 
next  section  not  being  clear. 

At  6.37  p.m.  the  Bridlington  train  approached  the  Waterloo  Junction  signal-box,  and 
came  to  a  stand  at  the  outer  home  signal  which  was  still  at  danger.     Signalman  Smart 
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states  that  at  that  time  the  fog  was  not  sufl&cient  to  prevent  his  seeing  all  the  signals  in  the 
neighbourh(X)d  of  the  box,  so  he  ine^tructed  his  assistant  to  lower  the  outer  home  and  the 
direction  signals  so  as  to  enable  the  Bridlington  train  to  draw  up  to  the  inner  home 
signal.  This  inner  home  signal,  Smart  states,  was  quite  visible  from  his  box,  so  the 
train  standing  there  would  be  still  well  within  his  sight. 

The  Bridlington  train  accordingly  drew  up,  but,  instead  of  stopping  at  the  inner 
home  signal,  it  ran  past  it  and  on  towards  Neville  Hill.  Smart  suspected  from  the  speed 
at  which  the  train  passed  his  box  that  it  was  not  going  to  stop  at  the  inner  home  signal, 
so  he  tried  to  stop  the  driver  by  sh<jwing  him  a  red  light,  but  he  was  not  in  time  to  do 
so.  He  at  once  sent  to  Neville  Hill  the  signal  for  "  Train  running  away  on  right  line," 
and  told  him  on  the  telephone  what  had  happened.  Signalman  Fewster,  in  the  Neville 
Hill  box,  at  once  gave  instructions  to  the  i  ork  train  to  draw  forward,  and  it  had  just 
begun  to  move  when  it  was  run  into  in  rear  by  the  Bridlington  train,  the  fog  at  that 
point  being  exceedingly  dense. 

There  is  no  doubt  at  all  as  to  driver  Townend  having  passed  the  inner  home  signal 
when  it  was  at  danger.  He  admits  that  he  did  not  see  this  signal,  and  his  explanation 
of  running  past  it  is  that  he  was  under  the  impression,  which  he  candidly  admits  to  be 
a  wrong  one,  that  on  account  of  the  outer  and  direction  signals  being  lowered  the  section 
ahead  was  clear  for  him.  He  asserts  that  on  account  of  the  fog  he  could  not  see  the 
inner  home  signal,  and  he  maintains  that  the  fog  was  so  thick  that  he  considered  that  the 
signalman  should  have  put  detonators  on  the  line  opposite  his  box  if  he  wished  to  stop 
him  at  the  inner  home  signal. 

The  fireman  can  give  no  evidence  as  to  the  view  of  the  inner  home  signal,  as  he 
states  that  the  driver  had  previously  said  to  him  '•  Right  away,"  so  he  did  not  look  for  it. 

The  guard  of  the  train,  however,  states  that  he  was  on  the  look  out  for  the  inner 
home  sigTial,  and  that  on  account  of  the  fog  he  was  unable  to  see  it. 

On  the  other  hand,  signalman  Smart  and  assistant  signalman  Wilson,  who  were  on 
duty  in  the  Waterloo  Junction  box,  both  positively  assert  that  they  watched  the  Bridling- 
ton train  run  past  the  inner  home  signal,  and  that  at  that  time  they  could  from  their 
signal-box — distant  77  yards  from  that  signal — distinctly  see  that  that  signal  was  at 
danger.  The  flagman,  platelayer  Levitt,  who  was  posted  at  a  point  distant  Ji41  yards 
from  the  inner  home  signal,  states  that  from  his  ix>st  he  saw  the  outer  home  and  direc- 
tion signals  lowered  for  the  Bridlington  train,  but  he  could  at  the  same  time  see  also  the 
inner  home  signal,  and  he  positively  asserts  that  he  saw  that  it  was  at  danger. 

On  the  whole  I  am  inclined  to  think  that  if  driver  Townend  had  been  keeping  a 
careful  look-out  he  could  have  seen  that  the  inner  home  signal  was  at  danger  ;  even  if,  as 
he  states,  he  was  unable  to  see  it,  he  should  certainly  have  treated  it  as  a  danger  signal 
and  brought  his  train  to  a  stand  accordingly.  The  responsibility  for  this  accident  must 
therefore  rest  entirely  on  him.  He  had  been  5 1  hours  on  duty  at  the  time  when  the 
accident  occurred. 

I  have,  &a 

P.    G.    VON   DONOP, 

Lieut.' Col. ^  R.E. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


APPENDIX. 


Damaob  to  Rolling  Stock. 

York  Train.  Bogie  brake  van,  No.  2,960.— End  completely 

r>    •           •         xT^  laa     o  o^i^  .^^^c  K^,,*  smashed  in,    trailing  pipe  displaced,  and   four 

Bogie  carnage,  No.  369.-2  axle  g^  axle  boxes  broken. 

Bogie  carnage,  No.  701. — Drawbar  centre  pm 
and  buffer  spring  clip  broken. 

Bc^e  carriage,  No.  1,414.— Body  stay  broken.  Bridlington  Train 

Bogie    carriage,    No.    2,263. — Buffer    packing  ^ 

damaged.  Engine,  No.  1,723.— Front  part  of  smoke  box 

Bogie  carriage,  No.  2,989. — Headstock  damaged,  damaged  and  tube  plate  fractured. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  25th  February,  1902. 
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i^ORTH-EASTERN   RAILWAY. 

Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  January  13th,  1902. 

I  HAVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  com- 
pliance with  the  Order  of  the  2nd  January,  the  result  of  my  inquiry  into  the 
circumstances  under  which  a  collision  took  place  at  8.2  p.m.  on  the  27th  December, 
between  a  paHsenger  train  and  the  buffer  stops  at  ^Newcastle  Station  on  the  North- 
Eastern  Railway. 

In  this  case,  as  the  6.10  p.m.  express  train  from  York  to  Newcastle,  consisting  of  an 
engine,  tender,  and  eight  vehicles,  was  running  into  No.  7  platform  line  at  Newcastle 
Station,  it  came  into  collision  with  the  buffer  stops  at  the  end  of  that  line.  The  speed  of 
the  train  at  -the  time  of  the  collision  must  have  been  small,  as,  though  the  buffer  stops 
were  damaged  and  the  engine  was  injured,  the  remainder  of  the  train  was  not  damaged  in 
any  way,  no  glasb  being  broken.  No  passengers  were  seriously  injured,  but  17  have 
complained  of  slight  personal  injuries  sustained. 

The  engine  was  a  four-wheels-coupled  tender  engine,  fitted  with  the  Westinghouse 
Automatic  brake,  working  blocks  on  the  four  coupled  wheels  and  on  the  tender  wheels,  and 
with  the  hand  brake  working  the  blocks  on  the  tender  wheels. 

The  train  consisted  of  the  following  vehicles,  all  six-wheeled,  attached  to  the  tender 
in  the  order  given  : — 

1  brake  third. 

3  third-class  carriages. 

2  composites. 

1  third-class  carriage. 
1  brake  van. 

The  train  was  fitted  with  the  Westinghouse  automatic  brake,  working  blocks  on  tour 
wheels  of  each  vehicle. 

All  brakes  are  reported  to  have  been  in  good  working  order. 

The  damage  to  the  engine  consisted  in  the  bending  of  the  front  fence  rail  and  of  the 
firont  coupling  screw,  damage  to  both  leading  buffers  and  the  breakage  of  the  Westing- 
house pipe  and  life  guard. 

The  damage  to  the  permanent  way  consisted  in  the  overturning  of,  and  damage  to,  the 
buffer  stops. 

Description. 

No.  7  platform  line,  Newcastle  Station,  on  which  this  collision  occurred,  is  one  of  the 
10  platform  lines  by  which  a  down  train  enters  the  sbition  after  passing  over  the  High 
Level  bridge.  It  is  a  bay  line  running  into  the  station  in  a  westerly  direction,  terminating 
at  its  western  end  by  buffer  stops,  and  having  a  j^latfbrm  along  the  south  side  of  it.  On 
the  south  side  again  of  this  same  platform  is  No.  8  platform  line,  which  however  is  not  a 
bay  line,  but  a  through  line  running  right  through  the  station.  It  is  with  these  two  lines 
alone  that  this  accident  is  concerned. 

The  platform  between  these  lines  extends  to  a  distance  of  1.86  yards  to  the  eastward  of 
the  buffer  stops,  and  71  yards  further  east  again  is  the  point  where  Nos.  7  and  8  platform 
lines  separate.  There  are  splitting  signals  at  this  point  lor  the  two  lines,  that  for  No.  8  line 
being  fixed  somewhat  higher  than  that  for  No.  7  on  account  of  the  former  being  a  through 
line  while  the  latter  is  only  a  bay  line.  These  two  signals  are  therefore  clearly 
distinguishable  from  each  other.  Further  out  again  there  is  a  home  and  an  inner  home 
signal  relating  to  the  down  main  line  by  which  trains  approach  these  s})li'ting  signals  for 
Nos.  7  and  8  platform  line^.  A  driver  approaching  thrse  splitting  signals  has  a  good 
view  of  them  from  a  point  220  yards  distant  from  them,  i.d.,  from  a  point  477  yards 
distant  from  the  buffer  stops  ;  he  therefore  gets  clear  information  at  that  point  whether 
he  is  running  into  a  bay  line  or  into  a  through  line.  Ihe  lines  running  across  the  High 
Level  bridge  and  into  the  station  are  almost  exactly  on  the  level. 
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Evidence. 


James  Lau\  driN  er,  states  :  I  have  been  about 
46  years  in  the  bervice  of  the  Company,  during 
about  W  years  of  which  I  have  been  a  driver. 
On  the  27th  December  I  was  driving  the  6.10  p.m. 
express  train  from  York  after  ii  left  Darlington. 
I  came  on  duty  on  the  27th  December  at  6.15  p.m. 
to  work  till  4.15  a.m.  on  the  28th.  I  had  pre- 
viously come  off  duty  about  1  p.m.  on  the  26th. 
My  engine  was  a  four-wheeled  coupled  passenger 
engine,  fitted  with  the  Westinghouse  brake  work- 
ing blocks  on  the  four  con  pied  wheels,  and  with 
a  hand  brake  working  the  blocks  on  the  tender 
wheels.  My  brakes  were  in  good  order.  We 
left  Darlington  about  7.4  p.m.,  which  was  a 
piinute  or  two  late.  We  did  not  stop  anywhere 
between  Darlington  and  Newcastle.  We  travelled 
between  Darlington  and  Newcastle  at  a  speed  of 
about  50  miles  an  hour,  but  we  slackened  down 
over  the  Durham  Viaduct  to  about  15  miles  an 
hour.  I  made  use  of  the  brakes  when  reducing 
the  speed  at  Durham  ana  the  brakes  acted  well. 
I  had  no  reason  to  complain  of  the  brakes  at  all. 
It  w^as  close  on  7.54  p.m.  when  I  arrived  at 
Newcastle  and  the  accident  occurred.  On  cross- 
ing the  High  Level  Bridge  I  found  the  home 
signal  off  for  me.  The  remaining  signals  for 
No.  7  platform  line  were  also  off  for  me,  but  I  mis- 
took these  for  No.  8  and  thought  I  was  running 
into  No.  8,  which  is  a  through  platform.  When 
I  reached  the  end  uf  the  platform  I  realized  that 
I  was  not  on  No.  8  line  as  the  platform  was  on 
the  wrong  side  of  me.  I  estimate  my  speed  when 
I  reach^^d  the  end  of  the  platform  at  about  five 
miles  an  hour.  I  at  once  applied  my  brake  to  the 
full  extent.  I  had  shut  off  steam  when  leaving 
BeHsham  Station  and  never  turned  it  on  again. 
I  quite  admit  that  I  mistook  the  signals  and  that 
that  was  the  cause  of  the  accident,  I  do  not 
think  that  our  speed  at  the  time  of  the  collision 
exceeded  a  mile  an  hour.  Neither  I  nor  my 
mate  was  at  all  injured  by  the  collision  and  the 
engine  was  only  slightly  damaged.  I  have  been 
driving  passenger  engines  between  Darlington 
and  Newcastle  for  about  15  or  16  years,  but  have 
never  taken  a  train  into  No.  6  or  7  platform 
before,  but  I  was  aware  that  there  were  buffer 
stops  at  the  end  of  it.  On  this  occasion  1  did 
not  imagine  for  a  moment  that  I  was  going  to 
run  into  No.  7,  I  thought  I  would  run  into  No.  8. 
I  know  the  difference  between  the  signals  for 
No.  7  and  No.  8,  l)Ut  I  ma«le  a  mistake  on  this 
occasion.  I  am  stationed  at  Darlington  and  I  do 
not  often  come  to  Newcastle.  I  sometimes  go  for 
seven  or  eight  months  without  coming  there.  1 
consider  I  am  sufiBciently  well  acquainted  with 
the  signals  to  bring  a  train  into  Newcastle. 

Thomas  Hall^  fireman,  states :  I  have  been 
12  years  in  the  service  of  the  Company,  during 
seven  of  which  I  have  been  a  fireman,  previous  to 
that  I  was  a  cleaner.  I  worked  as  fireman  to 
Driver  Law,  and  worked  the  same  hours  as  he 
did  on  December  26th  and  27th,  and  was  with 
him  on  the  6.10  p.m.  train  from  York.  \  remem- 
ber that  my  driver  used  the  Westinghouse  brake 
near  Durham  Viaduct.  It  appeared  to  me  to  act 
very  well.  I  do  not  myself  know  the  signals 
at  Newcastle  Station  very  well,  but  I  believe  that 
the  signals  were  all  off  for  us  when  the  train  ran 
in.  I  do  not,  however,  myself  know  the  differ- 
ence between  the  signals  for  No.  7  and  No.  8  lines, 
00  I  did  not  know  that  we  were  running  into  a 
platform  that  had  buffer  stops.  The  first  I  knew 
of  there  being  a  chance  of  anything  going  wrong 
was  when  we  came  to  the  commencement  of  the 
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platform,  and  at  that  point  a  porter  called  out 
*  Steady.'^  I  had  just  applied  the  tender  brake, 
so  I  looked  forward  to  see  if  there  were  any 
signals  against  us,  and  then  went  back  to  see  thiM; 
the  brake  was  still  on.  I  think  that  our  train  was 
going  at  about  6  or  7  miles  an  hour  when  we 
reached  the  commencement  of  the  platform. 
The  driver  applied  the  Westinghouse  brake  at  the 
commencement  of  the  platform  when  I  said 
"  Steady  "  to  him,  and  he  applied  it  fully  when 
he  was  about  25  yards  from  the  buffer  stops. 
The  Westinghouse  brake  acted  very  well,  and  the 
train  was  going  very  slowly  at  the  time  the 
collision  occurred.  I  am  quite  sure  the  driver 
did  not  apply  the  brake  fully  at  the  commence- 
ment of  the  platform.  I  have  only  run  into 
Newcastle^  Station  before  on  passenger  trains  on 
about  four  or  five  occasions.  I  did  not  think 
that  the  speed  at  which  we  approacheil  the  station 
on  this  occasion  was  higher  than  usual.  I  was 
not  at  all  injured  by  the  collision.  I  noticed 
that  my  driver  turned  off  steam  at  Bensham 
Station,  and  that  he  never  turned  it  ->n  again. 
I  first  realized  that  we  were  running  into  buffer 
stops  when  the  porter  shouted  "  Steady  "  to  me, 
and  I  think  that  the  driver  realized  it  at  the 
same  time. 

Benson  Brabiner^  guard,  states :  1  have  been 
18  years  in  the  service  of  the  Company,  during 
12  of  which  I  have  been  a  passenger  guard.  I 
came  on  duty  on  27th  December  at  11  a.m.  to 
work  till  11  p.m.  I  think  I  came  off  duty  at 
10  p.m.  on  the  26th.  I  was  guard  of  the 
6.10  p.m.  express  train  from  York  and  joined  that 
train  at  York.  My  train  consisted  of  the  follow- 
ing vehicles  attached  to  the  engine  in  the  order 

given  : — 

Wheels. 

I  brake  third  ...         ...  6 

1  third        ...  ...         ...  6 

1  third        ...  ...         ...  6 

1  third        ...  ...         ...  6 

1  composite  6 

1  composite  6 

1  third        ...  ..;         ...  6 

1  van  ...  ...         ...  6 

and  I  was  riding  in  the  rear  van.  The  carriages 
were  all  fitted  with  the  Westinghouse  automatic 
brake  working  blocks  on  four  wheels  of  each 
vehicle.  The  brakes  were  in  good  order.  We 
left  Darlington  at  7.12  p.m.,  which  was  six 
minutes  late.  We  were  due  at  Newcastle  at 
7.57  p.m.,  and  the  accident  occurred  at  two 
minutes  past  8,  which  was  therefore  the  tii^e  of 
our  arriving  at  Newcastle.  The  only  signal 
which  I  saw  when  we  were  running  into  New- 
castle Station  was  the  home  signal  on  the  high 
level  bridge ;  it  was  off  for  us.  I  did  not  see  any 
of  the  remaining  signals.  I  estimate  our  speed 
when  passing  the  home  signal  at  about  10  miles 
an  hour.  When  we  were  running  into  the 
platform  it  did  not  strike  me  that  the  speed  was 
unusually  high  and  I  had  no  idea  that  there 
would  be  any  accident.  The  first  I  knew  of  the 
collision  was  feeling  the  shock  of  it.  1  estimate 
our  speed  at  the  time  of  the  collision  at  about 
four  miles  an  hour.  I  felt  a  distinct  shock  at  my 
end  of  the  train  but  not  a  severe  one.  No  pas- 
senger complained  to  me  personally  of  being 
injured.  My  train  was  not  injured  in  any  way 
as  far  as  I  could  see.  1  run  into  Newcastle 
Station  on  passenger  trains  pretty  frequently.  I 
do  not  think  that  this  train  approached  the 
station  at  a  quicker  speed  than  usual.     I  noticed 
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that  the  driver  applied  the  Westinghouse  brake 
when  we  passed  through  Durham  and  it  seemed 
to  act  very  well.  On  approaching  Newcastle 
Station  I  noticed  that  tho  driver  applied  the 
brake  outside  (vateshead  Stiition.  Just  as  were 
leaving  the  bridge  I  applied  my  hand  brake,  so  I 
did  not  notice  after  that  what  tlie  driver  did 
with  the  Westinghouse  brake. 

Robert  Forrest ,  signalman,  states  :  I  have  been 
30  years  in  the  service  of  the  Company,  during 
20  of  which  I  have  been  a  signalman.  On  the 
evening  of  the  27th  December  I  was  on  bridge 
duty.  I  came  on  duty  at  2  p.m.  to  work  till 
10  p.m.  I  remember  seeing  the  6.10  p.m.  express 
train  from  York  approaching  the  station.  I 
noticed  nothing  special  about  it — it  appeared  to 
approach  the  station  at  the  usual  speed.  I  esti- 
mate its  speed  when  it  passed  me  at  about  9  or  10 
miles  an  hour.  The  first  I  knew  of  the  accident 
was  hearing  the  sound  of  the  collision.*  I  did  not 
actually  see  it,  so  I  cannot  say  at  all  at  what  speed 
the  train  was  going  at  the  time  of  the  collision. 
I  knew  that  the  train  was  running  into  No,  7 
platform,  and  I  knew  that  there  were  buffer  stops 
at  the  end  of  No.  7.  It  never  occurred  to  me 
that  there  would  be  any  difficulty  in  stopping  the 
train  before  it  reached  the  buffer  stops. 

John  Sankey,  shunter,  states :  I  have  been 
10  years  in  the  service  of  the  Company,  during 
six  of  which  I  have  been  a  shunter.  I  was 
on  duty  in  Newcastle  Station  on  the  afternoon  of 
the  27th  December,  and  I  saw  the  6.10  p.m.  train 
from  York  entering  the  station.  I  was  standing  at 
the  east  end  of  No.  7  platform.  When  I  saw  the 
train  approaching  No.  7,  I  thought  that  it  was 
going  at  a  high  rate  of  speed.  I  can  give  no 
estimate  as  to  what  its  actual  speed  was.  I  shouted 
out  to  the  fireman  as  he  passed  me,  but  I  did  not 
see  that  he  took  any  notice  of  me.  To  the  best  of 
my  belif»f  the  Westinghouse  brakes  were  not 
applied  at  all  when  the  train  passed  me,  but 
about  half-way  along  the  platform  I  noticed  that 
the  brakes  were  applied.  They  appeared  to  be 
then  applied  very  hard.  I  think  that  the  train 
then  skidded.  I  cannot  say  what  the  speed  was 
at  the  time  of  the  collision,  but  I  am  not  prepared 
to  say  that  the  train  was  nearly  stopped. 


Francis  Birkett,  signalman,  states  : — I  have 
been  2.')  years  in  the  service  of  the  Company, 
during  the  whole  of  which  time  I  have  been  a 
signalman.  I  was  on  duty  in  No.  2  box  on  the 
eveuinsr  of  the  '27th  December.  I  came  on  duty 
at  2  p.m.  to  work  till  10  p.m.  I  came  off  duty 
at  10  p.m.  the  previous  night.  I  remember 
seeing  the  6.10  p.m.  train  from  York  approaching 
the  station.  When  the  train  was  passing  No.  1 
cabin  it  struck  me  that  it  was  coming  in  rather  fast. 
The  train  did  not  seem  to  check  speed  at  all  till 
it  was  about  75  yards  from  the  buffer  stops.  At 
that  time  the  brake  appeared  to  be  applied  hard, 
and  1  noticed  sparks  flying  from  the  rails.  The 
speed  slackened  a  bit,  but  I  estimate  the  speed  of 
the  train  when  it  struck  the  buffer  stops  at  12  or 
13  miles  an  hour.  I  feel  confident  that  when 
the  train  passed  No.  1  box  it  was  j^'oing  faster 
than  trains  usually  do,  and  it  at  onco  struck  me 
that  it  would  have  a  difficulty  in  stopping. 

William  Little^  goods  guard,  states : — I  have 
been  27  years  in  the  service  of  the  Company, 
during  18  of  which  I  have  been  a  goods  goard. 
I  was  travelling  in  the  6.10  p.m.  express  from. 
York  on  the  27th  December.  I  was  travelling 
in  the  front  brake  van.  I  finished  duty  at  York 
and  was  travelling  back  as  a  passenger.  Coming 
off  the  bridge  I  cannot  precisely  say  what  the 
speed  of  the  train  was,  but  I  thought  that  it  was 
travelling  rather  sharp.  I  knew  that  we  were 
running  into  No.  7  platform,  and  I  saw  that  the 
signals  were  off  for  that  line.  I  had  no  idea  that 
there  was  any  chance  of  any  accident  occurring 
until  we  were  running  along  the  platform.  I 
then  thought  we  were  going  too  fast,  and  I 
applied  the  hand  brake  as  hard  as  I  could.  This 
was  at  the  commencement  of  the  platform.  When 
1  applied  the  hand  brake  the  wheel  seemed  to  work 
quite  easily,  which  looked  as  if  the  blocks  were 
already  applied.  I  estimate  our  speed  at  the 
time  the  collision  occurred  at  about  four  or  five 
miles  an  hour.  I  scarcely  felt  any  shock  at  all 
in  my  van.  I  myself  attribute  the  collision  to 
excessive  speed  when  entering  the  platform.  The 
brakes  seemed  to  act,  but  I  expect  the  wheels 
were  skidding  a  bit. 


Conclusion. 

Driver  l^aw,  who  was  in  charge  of  the  engine  of  the  train  to  which  this  accident 
occurred,  candidly  admits  that  the  collision  was  due  to  a  mistake  on  his  part.  Though 
he  now  allows  that  it  was  the  signal  for  the  bay  line — No.  7 — which  was  lowered  for 
him,  he  at  the  time  thought  that  it  was  the  signal  for  the  through  line  No.  8  ;  he 
thought  therefore  that  he  was  running  into  a  through  line,  and  he  was  not  prepared  to 
stop  at  the  buffer  stops  at  the  end  of  No.  7  line.  lie  discovered  his  mistake  too  late 
to  enable  him  to  bring  his  train  to  a  stand  before  coming  into  collision  with  the  stops. 

The  speed  of  the  train  when  running  over  the  High  Level  Bridge  and  when 
approaching  the  station  does  not  appear  to  have  been  excessive.  Signalman  Forrest,  who 
was  on  duty  on  the  signal  bridge  across  the  line  at  the  point  where  the  splitting  signals 
for  Nos.  7  and  8  are  fixed,  states  that  its  speed  was  at  that  point  in  no  way  unusual,  and, 
thouo-h  he  knew  that  the  train  was  running  into  a  bay  line,  it  never  occurred  to  him  that 
there  would  be  any  difficulty  in  stopping  it  before  it  reached  the  buffer  stops.  Driver 
Law  appears  therefore  to  have  approached  the  station  up  to  the  splitting  signals  at  a 
reasonable  speed. 

It  seems  clear,  however,  that  from  that  point  onward  the  speed  was  not  sufficiently 
checked,  for  three  witnesses,  viz.,  shunter  Sankey,  who  was  standing  at  the  east  end  of 
the  platform,  signalman  Birkett,  who  was  in  No.  2  signal-box  immediately  behind  the 
buffer  stops,  and  goods  guard  Little,  who  was  riding  as  a  passenger  in  the  fix)nt  vehicle 
of  the  train,  all  concur  in  stating  that  they  noticed  that  the  speed  was  too  high  when  the 
train  was  running  alongside  the  platform. 
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The  evidence  as  to  the  point  at  which  the  Westinghouse  brakes  were  folly  applied  is 
contradictory.  Driver  I^aw  states  that  as  soon  as  he  reached  the  end  of  the  platform  and 
saw  that  it  was  on  his  left-hand  side  he  immediately  realised  his  mistake  and  applied  the 
brakes  folly  ;  the  evidence,  however,  of  his  fireman,  of  shunter  Sankey,  and  of 
signalman  Birkett  is  to  the  effect  that  the  brakes  were  not  fully  applied  till  the  train  was 
very  much  nearer  the  buffer  stops.  It  seems  probable  that  the  latter  was  the  case,  and 
that  driver  Law  did  not  notice  the  platform  on  his  left-hand  side  till  he  had  run  some 
way  along  it. 

Driver  Law  states  that,  though  he  does  not  often  run  into  Newcastle,  he  is  well 
acquainted  with  the  signals  ;  he  knew  the  difference  between  the  signals  for  No.  7  and 
No.  8  lines  respectively,  and  he  knew  that  No.  7  was  a  bay  line  ;  he  had,  however,  never 
run  into  No.  7  platform  line  before,  and  it  never  seems  to  have  occurred  to  him  on  this 
occasion  that  he  could  be  running  into  it. 

The  responsibility  for  this  accident  must,  as  he  himself  admits,  rest  entirely  on  him ; 
he  has  been  employed  for  40  years  as  a  driver  in  the  Company's  service  and  bears  a  most 
excellent  character  ;  he  had  been  on  duty  slightly  under  two  hours  at  the  time  of  the 
collision. 

I  have,  &c., 
The  Assistant  Secretary,  P.  G.  Von  Donop, 

Railway  Department,  Board  of  Trade.  Lieut-Col.  R.E. 


Printed  ^copies  of  the  above  Report  were  sent  to  the  Company  on  the  5th  February,  1902. 


SOUTH-EASTERN  AND  CHATHAM  RAILWAY. 

I>oard  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  December  7th,  1901, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  19th  November,  the  result  of  my  enquiry  into  the 
cause  of  the  collision,  which  occurred  on  the  16th  November,  about  6.20  a.m.,  between 
two  passenger  trains  at  Shepherd's  Lane  Junction,  on  the  South-Eastern  and  Chatham 
Rwlway. 

In  this  case,  two  workmen's  trains  were  concerned,  viz.,  the  6.2  a.m.  from  Victoria  to 
Holbom,  and  the  6.10  a.m.  from  Victoria  to  Greenwich.  The  former  train  was  standing 
at  the  down  stop  signals  at  Shepherd's  Lane  Junction,  between  Clapham  Road  and  Brixton 
Stations,  when  the  latter,  travelling  on  the  same  line,  entered  the  same  block  section  and 
collided  with  the  rear  vehicle  of  the  first  train. 

The  6.2  a.m.  train  was  composed  of  a  four- wheels-coupled  tank  engine  and 
13  four-wheeled  carriages,  and  was  fitted  throughout  with  the  Westinghouse  automatic 
brake.  The  6.10  a.m.  train  consisted  also  of  a  four-wheels-coupled  tank  engine  with  six 
four-wheeled  carriages  equippad  with  similar  brake  applian:;es. 

Complaints  of  injury  and  eff^ects  from  shock  were  received  from  1 7  passengers  in  the 
6.2  a.m.  train,  but  no  one  in  the  second  train  appears  to  have  been  injured  except  the 
guard,  who  experienced  a  severe  blow  on  the  head. 

The  force  of  the  collision  was  sufficient  to  totally  destroy  the  rear  carriage  of  the 
train  in  front  and  cause  other  damage  to  rolling  stock.  A  list  of  such  damage  is  given 
ia  Appendix  L 

A  dense  fog  prevailed  in  the  vicinity  of  the  scene  of  the  accident  at  the  time  of  its 
occurrence. 

DescripHon. 

Shepherd's  Lane  Junction  lies  between  Clapham  Road  and  Brixton  Stations,  and  is 
distant  about  1,020  yards  firom  the  former,  and  320  yards  from  the  latter. 

There  are  two  roads  for  up,  and  one  for  down  traffic,  between  Clapham  Road  Station 
Mid  Shepherd's  Lane  Junction.  Of  these  the  down  line  alone  is  concerned  in  this 
•cddent  -  oiQ  jgoiS 

The  railway  curves  easily  first  to  the  right  and  then  to  the  left  between  the  two 
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named  stations.     A  train  leaving  the  down  starting  signal  at  Clapham  Road  Station 
encounters   the   following  gradients   on   its  journey  to   the  point  where  the  collision 
occurred : — 

Rising  gradient  1  in  100,  for  a  length  of  about  73  yards, 

„  1  in  200  „  „  99 

Level  •••  •••  „  „  165 

Falling  gradient  1  in  300  „  „  560 

Clapham  Road  signal  cabin  is  at  the  N.W.  end  of  the  station  on  the  up  side  of 
the  line,  and  controls  the  following  down  line  signals  referred  to  in  the  case  : — 

Starting  signal,  at  the  S.E.  end  of  the  station,  and  distant  192  yards  from  the 

cabin. 
Advance  starting  signal,  which  is  460  yards  distant  from  the  cabin. 
Shepherd's  Lane  Junction  signal  cabin  is  situated  on  the  down  side  of  the  railway, 
and  from  it  are  worked  the  undermentioned  signals  : — 

Down  distant  signal,  carried  under,  and  on  the  same  post  as,  the  down  advance 
.   starting  signal  for  Clapham  Road,    This  signal  is  735  yards  from  the  cabin. 
Down  home  signals,  situated  a  few  yards  on  the  Brixton  side  of  the  cabin. 
All  these  three  signal  posts  are  on  the  proper  left  of  the  line. 
There  is  the  usual  Sykes'  electrical-locking  in  the  section. 


Evidence. 


Herbert  Rolfe^  signalman,  states  :  I  have  about 
25  years'  service  as  a  signalman.  My  hours  of 
duty  on  Friday  night  (15th  November)  were 
from  10  p.m.  to  6  a.m.  I  am  signalman  at 
Clapham  Road.  I  was  relieved  at  6*13  a.)n.  on 
the  morning  of  the  16th  by  signalman  Staines. 
The  6.2  a.m.  (workmen's)  train,  Victoria  to 
Holborn,  was  offered  me  at  6.10  a.m.  by  Wands- 
worth Road.  I  accei  ted  it  at  the  same  time,  and 
it  arrived  at  Clapham  Road  at  G  12  a.m.  I  offered 
the  6.2  a.m.  train  to  Shepherd's  Lane  at  6.13  a.m. 
as  the  train  was  leaving  the  strition.  I  had 
puUed  off  the  down  starting  sijjnal  for  the  train 
to  draw  forward  to  the  advance  previous  to 
receiving  the  clearance  for  the  previous  train. 
I  then  handed  my  duties  over  to  Staines.  I  left 
the  box  about  6.14  a.m.  and  got  into  the  6.1()  a.m. 
(workmen's)  train,  Victoria  to  Greenwich,  about 
6.15  a.m.,  to  go  home.  When  I  got  into  the  train 
the  weather  was  clear  enough  for  me  to  see  the 
down  advance  signals  and  all  others.  I  report 
myseif  to  the  inspector  on  duty  if  it  is  foggy' 
when  I  come  off  duty,  and  on  this  morning  it 
was  clear  and  frosty,  and  I  did  not  therefore 
report  myself.  Once  in  the  train  I  did  not  notice 
anything  until  the  collision  occurred,  and  cannot 
say  wkat  the  speed  was.  Nor  did  I  observe 
•we  had  run  into  the  fog  until  I  got  out  of  the 
carriage  after  the  collision.  The  fog  there  was 
then  very  dense.  I  felt  no  diminution  of  the 
speed  before  the  shock  of  the  collision.  After 
getting  out  of  the  train  I  walked  back  along  the 
line  to  Clapham  Road.  There  is  a  printed  regu- 
lation in  the  Company's  General  Rules  that  trains 
are  not  to  be  permitted  to  draw  forward  to  the 
advance  signals  in  fogg>^  or  snowy  weather  till 
the  clear  signal  for  the  preceding  train  has  been 
received  from  the  box  in  advance.  In  the  case 
of  the  6.10  a.m.  train  it  was  perfectly  clear,  and 

1  should  have  had  no  hesita:ion  myself  in  allow- 
ing the  train  to  draw  up  to  the  advance  signal. 

John  Staines,  signalman,  states :  I  have  about 
15  years'  service  as  signalman,  and  have  been  at 
Clapham  Road  about  5^  years.  My  hours  of 
duty  on  the  16th  November  were  from  6  a.m.  to 

2  p.m.  After  my  arrival  in  the  box,  I  cleared 
back  to  Wandsworth  after  the  6.2  a.m.  train,  and 
pulled  off  the  down  advance  signal  for  that  train. 
The  6.10  a.m.  train  I  received  on  from  Wands- 
iworth  Road  at  6.13  a.m. ;  it  arrived  at  6.15  a^m. 


I  pulled  off  the  starting  signal  for  the  train  to 
draw  up  to  the  advance  about  6.17,  not  having 
received  the  clear  signal  from  Shepherd's  Lane 
for  the  r>.2  a.m.  When  T  let  the  6.10  a.m.  out  of 
the  -station  I  could  see  quite  clearly  the  red  light 
of  the  down  advance  signal.  The  fog  obscured 
my  view  of  this  signal  light  some  time  after 
6.90  a.m.  At  6.20  a.m.  I  was  called  up  by 
Shepherd's  Lane  and  told  that  a  collision  had 
occurred.  The  message  was,  "Something  has 
run  into  this  Holborn  Viaduct  train."  My  reply 
was,  "  That  must  be  the  Greenwich  train."  A.t 
this  moment  I  could  see  the  red  light  of  the 
down  advance  signal.  But  about  6.23  a.m.  the 
fog  had  come  np  so  rapidly  from  the  direction  of 
Shepherd's  Lane  that  the  station  was  densely 
enveloped.  I  can  fix  the  time,  6.23  a.m.,  in  my 
mind  from  an  incident  in  connection  with  a 
Great  Northern  train  which  was  standing  at  the 
up  starting  signal.  I  am  aware  of  the  regulation 
as  to  not  allowing  trains  to  draw  out  of  the 
station  in  foggy  or  snowy  weather  until  "Line 
clear"  has  been  received  for  the  previous  train. 
On  this  day  I  was,  however,  fully  justified  in 
allowing  the  0.10  a.m.  to  so  draw  out. 

Henry  IUp,  signalman,  states  :  I  have  20  years' 
service  as  signalman,  and  have  been  about  foir 
^ears  at  Shepherd's  Lane  Junction.  My  honrs 
on  the  night  of  the  ir)th  November  were  from 
10  p.m.  to  6  a.m.  I  left  the  box  about  6.5  B.m. 
it  began  to  grow  foggy  about  5.45  a.m.,  but  was 
not  dense  up  to  6.5  a.m.  My  mate  brought  me 
word  from  the  inspector  on  duty  that  I  should  be 
required  for  fogging  duty,  and  after  leaving  the 
cabin  I  proceeded  to  tl;e  up  home  signal,  which 
is  close  to  the  cabin.  By  6.10  I  had  fogs  on  the 
rails,  but  I  could  still  see  the  signal.  It  grew 
thicker,  and  shortly  after  I  could  not  see  the 
signal  arm  or  light  until  within  10  yards  of  the 
post.  The  first  train  came  to  a  stand  on  the 
down  road  when  I  had  been  out  fogging  about 
10  minutes,  and  I  saw  nothing  of  the  second 
train  before  the  actual  collision  took  place. 
Although  dense  the  fog  was  not,  in  my  opinion, 
so  bad  as  to  prevent  a  driver  catehing  sight  of  a 
signal  light  as  he  passed  it. 

John  Henry  Bennett,  signalman,  states  :  I^have 
about  nine  years'  service  as  signalman,  and  have 
been  about  two  years  at  Shepherd's- Lan4.    My 
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hoars  of  duty  were  6  a.m.  to  2  p.m.  on  the 
16th  inst.  I  brought  a  meesige  from  the  in- 
spector at  Brixton  to  my  mate,  Ilea,  to  go  oai 
fogging.  At  6.14  the  "  Train  entering  section " 
signal  from  Ciapham  was  receiyed  for  the  6.2  a.m. 
workmen's  train.  It  arrived  at  my  down  home 
signal  at  6.16  a.m.  There  was  no  fogmaii  for  the 
down  road  at  that  time  ;  the  signal  was  at  danger, 
and  the  train  came  to  a  stand  at  the  signal.  The 
collision  occurred  at  6.21  a.m.  I  had  received  no 
signal  from  Oiapham  Road  for  the  second  train, 
and  did  not  see  it  approach  on  account  of  the  fog, 
bu^  a  driver  could,  I  think,  at  least  see  as  he  passed 
a  signal  whether  it  was  at  danger  or  not.  The  fog 
was  more  dense  in  the  direction  of  Loughborough, 
but  there  was  no  difference,  to  the  best  of  my 
recollection,  between  its  condition  at  Brixton  and 
at  Shepherd's  Lane  Junction.  I  could  see  a  light 
at  about  6  a.m.  at  a  distance  of  about  50  yards. 

William  Whitehead^  inbpeotor  at  Ciapham  Road 
Station,  states  :  I  was  on  duty  from  4  a.m.  on  the 
16th  inst.  At  6  a.m.  it  was  misty,  but  not 
fo^'gy.  It  rests  with  me  to  order  out  foi^men. 
At  6.L5  a.m.  it  was  still  not  thick  enough  to  call 
for  the  services  of  fogmen.  My  instructions  are 
that  if  a  signal  light  or  arm  is  not  visible  for  a 
distance  of  200  yards  fogmen  may  be  called  out. 
It  is  my  practice  to  carry  out  this  regulation. 
About  6.22  a.m.,  when  I  a?ain  came  out  on  to  the 
platform,  the  fog  was  so  much  thicker  that  I 
could  not  have  seen  more  than  100  yards,  and  I 
immediately  sent  for  the  fogmen.  One  arrived 
at  6.35  a.m.,  two  at  6.50  a.m.,  and  two  at  7  a.m. 
After  sending  for  them  the  fog  became  dense 
quite  suddenly.  I  saw  the  6.10  a.m.  train  leave 
^e  station  about  6.17  a.m.,  and  could  then  have 
seen  the  lights  the  required  distance.  The  fog 
came  up  from  the  direction  of  Shepherd's  Lane, 
more  south  than  east. 

James  Lane^  inspector  at  Brixton  Station, 
states  :  I  was  on  duty  at  Brixton  Station  from 
4  a.m.  on  the  morning  of  the  16th  November. 
At  5.45  a.m.  I  could  see  the  lights  of  the  signal 
cabin  from  the  platform ;  this  would  be  about 
50  yards  distance.  There  was  a  mist  at  the  time. 
At  5.50  a.m.  I  could  not  see  the  signal  cabin  lis^hts. 
I  decided  then  to  send  for  the  fogmen.  Three 
would  arrive  on  relief  of  duty  about  6.5  a.m. ; 
the  other  three  I  had  to  send  to  their  homes  for. 
I  think  they  arrived  about  6.20  a.m.  It  is  the 
custom  at  Brixton  not  t'>  send  for  fogmen  so  long 
as  the  lights  in  the  signal  cabin  are  clearly  visible 
fro.n  the  platform.  This  distance,  on  measure- 
ment, appears  to  be  about  80  yards.  The  fog 
came  on  after  6  a.m.  more  rapidly  than  I  ex- 
pected. It  was  only  a  mist  at  5.40  a.m.  and  it 
was  foggy  at  5.50  a.m.,  when  I  sent  out  for  the 
fogmen.  About  5.45  a.m.  I  had  a  conversation 
with  collector  Stevens  and  remarked  to  him 
that  I  thought  it  was  going  to  be  f'>ggy.  I  now 
remem  )er  that  the  Company's  regulations  warrant 
the  employment  of  fogmen  when  a  signal  is  not 
visible  at  a  distance  of  200  yards.  It  was  a  clear 
morning  till  about  5.40  a.m.  and  then  it  began  to 
grow  misty. 

Wallace  Foster,  driver,  states  :  I  have  been 
employed  as  a  driver  about  ten  years.  My  hours 
of  duty  on  the  16th  November  were  from  3  a.m. 
until  12.33  p.m.  I  was  driving  the  6.2  a.m.  train 
on  that  morning.  My  engine  was  a  four-wheels- 
coupled  tank  engine,  bunker  in  front.  It  was 
fitted  with  the  Westinghouse  auton[iatic  brake, 
blocks  on  the  four  coupled  wheels,  also  with  a 
hanl-brake.  The  power  brake  was  in  good 
working  order.    After  leaving  Ciapham  Road  the 


down  advance  signal  was  off,  but  the  distant 
signal  for  Shepherd's  Lane,  carried  under  it  on 
the  same  post,  was  at  danger.  I  do  not  consider 
I  could  have  seen  the  aivance  signal  a  greater 
distance  than  10  yards  on  account  of  the  fog, 
which  was  thick  even  at  Ciapham  Road.  There 
were  no  fogs  at  this  signal.  I  found  the  home 
signal  at  Shepherd's  Lane  against  me.  The  fog 
was  as  thick  there  as  elsewher<^.  I  saw  the  cabin 
lights  before  I  saw  the  signal  and  brought  my 
train  to  a  stand  with  the  engine  opposite  the 
cabin.  I  was  regulating  my  speed  on  account  of 
the  fog,  so  MS  to  be  able  to  bring  my  train  to  a  stand 
in  a  distance  of  20  yards.  I  rc^dui-ed  my  speed  . 
shortly  after  passing  the  distant  signal.  After 
standing  a  few  minutes  at  the  signal  cabin  I  felt 
the  shock  of  the  collision.  The  power  brake  had 
been  released  on  my  train,  and  my  engine  was 
standing  with  the  hand  brake  only  applied.  I 
was  knocked  against  the  bunker  and  shieiken,  and 
my  engine  was  driven  forward  about  25  feet. 

James  Cook^  fireman,  states  :  I  have  9^  years* 
service  as  fireman.  My  hours  on  the  16th 
November  were  similar  to  those  of  driver  Foster. 
It  was  very  foggy  on  this  morning  when  we 
left  Ciapham  Road.  I  saw  neither  the  advance 
nor  the  distant  signal  under  it  when  we  ap- 
proached and  passed  the  post.  I  saw  the  light 
of  the  signal  cabin  at  Shepherd's  Lane,  and  also 
the  home  signals  when  we  were  about  an  en- 
gine's length  from  them.  I  think  th^  driver 
applied  his  brake  when  passing  under  the  foot- 
bridge, and  we  came  to  a  stand  with  the  engine 
in  front  of  the  cabin.  I  was  thrown  by  the 
force  of  the  collision  against  the  front  of  the 
boiler  and  was  cut  and  bruised.  The  power 
brake  had  been  released  and  I  had  the  hand 
brake  applied. 

Thomas  WoUon^  passenger  guard,  states  :  I 
have  atoat  seven  years'  service  as  guard.  My 
hours  of  duty  on  the  16th  November  were  from 
6  a.m.  till  3  p.m.  I  was  the  gaard  of  the 
6.2  a.m.  train  on  that  day.  The  train  was  com- 
posed of  an  engine  and  13  four-wheeled  coaches, 
with  Westinghouse  brake  blocks  on  all  wheels. 
Between  Victoria  and  Ciapham  Road  there  was 
mist  about.  On  leaving  Oiapham  Road,  about 
a  train's  length  ah^ad,  we  ran  into  a  thick  fog. 
This  was  before  reaching  the  advance  signal.  I 
could  see  the  advance  signal  as  we  passed  under 
it — it  wus  "  Off."  The  distant  arm  was  at  dan- 
ger. The  fog  was  about  as  thick  until  we  came 
to  a  stand  at  Shepherd's  Lane.  We  had  reiaced 
speed  after  passing  the  down  advance  signal.  I 
was  riding  in  the  first  brake  van  immediately 
behind  the  engine.  I  could  just  discern  the 
home  signals  after  we  had  come  to  a  stand. 
After  standing  a  few  minutes,  when  the  brakes 
had  been  released,  I  f  It  a  violent  shock  and 
was  thrown  down,  but  was  not  injured.  My 
lamp  was  knocked  off  the  seat  and  was  ex- 
tingaished,  so  I  had  to  relight  it.  I  then  got 
out  of  the .  van  and  went  to  the  rear  of  the  train 
and  was  told  the  rear  carriages  of  the  train  had 
been  smashed.  I  found  the  engine  of  the  Green- 
wich triin  embedded  in  th>'  last  coach,  an 
ordinary  third  class,  and  the  trailing  end  of  the 
second  coach  (third  class)  from  the  rear  was  also 
knocked  in.  I  got  all  the  passengers  out  of  the 
train  and  took  them  to  Bri\ton  Station.  The 
guard  of  the  Greenwich  train  attended  to  the 
passengers  who  were  injured.  There  was  a  second 
guard  on  my  train.  I  did  not  speak  to  the  driver 
of  the  Greenwich  train.  My  train  was  driven 
forward  about  an  engine's  length.     The  leading 
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10  coaches  of  my  train  were  close  buffered.    The 
train  was  marshalled  in  the  following  order  :— 


Second-class  brake 
Second-class  carriages     ... 
First-class  carriages 
Third-class  carriages 
Third-class  bVake  .. 
Third-class    long-buffered 


Vebioles. 
..     1 


car- 


nage 


o 


3 
1 


3 


Total       ...  13 


Thomas  Dains,  passenger  guard,  states  :  I  have 
been  employed  six  months  as  guard.  My  hours 
of  duty  were  from  6  a.m.  till  3  p.m.  on  16th 
November.  I  was  under-guard  of  the  6.2  a.m. 
train.  It  was  merely  hazy  that  morning  between 
Victoria  and  Clapham  Road,  but  it  grew  foggy 
after  leavinsr  Clapham  Road.  At  Olapham  Road 
I  could  see  the  head  guard  and  exchange  signals 
at  a  train's  length  with  him.  I  could  see  the 
down  advance  signal  when  we  were  about 
10  yards  from  it.  When  the  train  came  to  a 
stand  I  could  not  see  either  the  lights  of  the  sig- 
nal  cabin  or  the  signals  at  Shepherd's  Lane.  I 
was  riding  in  the  fourth  coach  from  the  rear.  I 
was  standing  up  when  the  collision  occurred  and 
was  knocked  down,  but  without  being  injured. 
I  got  out  of  the  brake  van,  and  as  soon  as  I  saw 
what  had  happened  I  went  forward  to  the  signal 
cabin  and  then  returned  to  assist  the  injured 
passengers.  There  were  about  17  passengers 
either  injured  or  who  complained  of  shock. 
There  were  passengers  in  the  leading  compart- 
ment of  the  trailing  coach,  but  not  in  the  three 
rear  compartments.  [  had  no  conversation  with 
the  driver  of  the  Greenwich  train.  I  could  see 
my  head  guard's  light  in  his  brake  from  my  brake 
van  as  the  train  left  the  station,  a  distance  of 
about  100  yards. 

William  B(twd,  driver,  states :  I  have  about 
20  years'  service  with  the  Company,  and  have 
been  driving  about  10  years.  My  hours  of  duty 
on  16th  November  were  from  4.20  a.m.  till 
2.35  p.m.  I  was  driving  the  6.10  a.m.  train  (Vic- 
toria to  Greenwich)  on  that  morning.  My  engine 
was  a  four-wheels-coupled  tank  engine,  chimney 
leading,  and  was  dual  fitted  with  the  Westing- 
house  brake  and  with  the  necessary  appliances 
for  actuating  the  vacuum  brake.  The  four  coupled 
wheels  were  fitted  with  brake  blocks,  which  were 
actuated  also  by  a  hand  brake.  The  brake 
appliances  were  in  good  working  order.  I  had 
used  it  on  several  occasions  that  morning,  both 
with  the  6.10  a.m.  and  the  5.28  a.m.  (from  Heme 
Hill)  trains.  Whilst  running  from  Victoria  to 
Wandsworth  Road  the  weather  was  clear.  It 
began  to  get  hazy  approaching  Clapham  Road. 
The  home  signal,  however,  was  plainly  visible  at 
a  distance  of  200  yards.  In  the  station  itself  the 
atmosphere  was  thicker,  and  1  do  not  think  I 
could  have  seen  the  starting  signal  at  a  distance 
of  100  yards.  After  passing  the  starting  signal 
the  fog  began  to  grow  dense,  and  I  kept  a  good 
look-out  for  the  advance  signal  and  the  distant 
signal  for  Shepherd's  Lane.  I  can,  ordinarily,  see 
these  signals  from  Clapham  Road  Station.  But 
on  the  morning  in  question  I  could  see  neither  of 
the  signal  lamps.  I  could  see  the  signal  post 
when  I  was  quite  close  to  it,  but  the  signals  are 
high  in  the  air,  and  I  failed  to  see  them.  My 
instructions,  under  these  circumstances,  are  to 
assume  s  gnals  are  at  danger.  The  reason  I  did 
not  take  the  advance  signal  as  a  danger  signal  in 


this  instance  and  stop  my  train  was  because  I  was 
aware  of  the  Company's  regulation  that  advance 
signals  are  not  to  be  used  in  foggy  or  snowy 
weather.  I  assumed,  therefore,  that  the  signal- 
man at  Clapham  Road  would  not  have  made  use 
of  the  advance  as  a  stop  signal.  I  therefore  had 
regard  only  to  the  distant  signal  which,  aa  I  was 
not  able  to  see  it,  and  there  wag  no  fogman,  I 
accepted  as  being  in  the  danger  position.  I 
accordingly  reduced  speed  and  applied  the  brake. 
I  had  previously  shut  off  steam.  1  kept  the  brake 
applied  from  the  time  I  pashed  the  distant  signal 
post  until  I  reached  the  foot  overbridge.  I  then 
eased  off  the  brake  to  allow  the  train  to  take 
the  falling  gradient  to  Shepherd's  Lane.  I  did 
nor.  again  apply  steam.  My  speed  at  the  distant 
signal  may  have  been  from  10  to  12  miles  an 
hour,  and  at  the  footbridge  from  eight  to  nine 
miles  an  hour.  I  had  not  actually  re-applied  the 
brake  before  the  collision  occurred,  and  I  do  not 
think  my  speed  at  the  moment  of  the  collision 
could  have  exceeded  eight  miles  an  hour.  I  con- 
sider that  I  was  fully  justified  in  running  past 
the  advance  signal  when  I  could  not  see  it,  after 
having  been  allowed  to  leave  the  starting  signal 
in  foggy  weather. 

The  witness  drew  attention  to  the  regulations 
of  the  Company  regarding  the  uge  of  advance 
signals,  extracts  from  which  are  given  in  the 
Appendix. 

Alwyne  Turner^  fireman,  states:  I  have  four 
years'  service.  My  hours  of  duty  on  the  16th 
November  were  the  same  as  driver  Bowd's,  whose 
fireman  1  was  on  the  morning  in  question.  The 
fog  was  not  thick  until  we  got  to  Clapham  Road. 
It  began  to  get  worse  when  we  left  the  station.  I 
did  not  see  either  the  advance  signal  or  the  sigual 
post.  The  advance  signal  ought  to  have  been 
**Off"  in  foggy  weather,  and  we  therefore 
assumed  it  wan  "  Off."  The  driver  shut  off  steam 
as  soon  as  he  pasted  the  signal.  I  cannot  say 
when  he  applied  the  brake  or  again  released  ii. 
Uur  speed  at  tJie  time  of  the  collision  may  have 
bten  eight  or  nine  miles  an  hour.  I  think  a 
driver  is  justified,  after  leaving  the  starting  sig- 
nal in  foggy  weather,  in  passing  the  advance 
signal,  even  though  he  cannot  see  it. 

Albert  Orihhle^  passenger  guard,  states  :  I  have 
17  years'  service  with  the  Company  as  a  guard. 
My  hours  of  duty  on  the  IGth  November  were 
from  6  a.m.  till  11.15  a.m.,  and  again  from  5  p.m. 
till  6.45  p.m.  I  was  the  guard  of  the  6.10  a.m. 
Greenwich  train  on  the  morning  in  question. 
My  train  was  composed  of  six  vehicles  in  the 
following  order : — one  second-class  brake,  one 
second-class  carriage,  one  first-class  carriage,  two 
third-clabs  carriages,  and  one  third-class  brake. 
All  the  vehicles  had  four  wheels  with  brake 
blocks  on  all  wheels.  There  was  a  slight  fog 
between  Victoria  and  Clapham  Road,  and  I  did 
not  notice  any  increase  in  thickness  in  Clapham 
Road  Station.  I  was  riding  in  the  rear  brake  vaa 
and  could  have  seen  the  starting  signal  from  my 
van  if  1  had  looked  for  it.  I  could  see  the 
repeater  arm  under  the  station  roof.  The  fog 
got  worse  after  leaving  the  station.  We  ran  into 
a  belt  of  fog  between  the  station  and  the  advance 
signal.  Though  I  could  see  the  signal  post 
I  could  not  see  either  of  the  signals.  I  thought 
that  the  driver  must  have  seen  it,  or  else  that, 
under  the  regulations  for  foggy  weather,  the 
advance  signal  was  not  in  use.  I  could  see  the 
whole  length  of  Clapham  Road  Station  whilst  we 
were  standing  at  the  platform.  Beyond  the 
advance  signal  the  fog  kept  dense.  Soon  after 
passing   the    advance    signal    I    felt  the  brake 
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applied,  and  it  was  kept  applied  until  the  collision 
occurred.  My  head  was  struck  against  the  brake 
'van  partition  when  the  collision  took  place  and 
I  was  dazed  by  the  shock.  Neither  the  engine 
nor  any  of  the  yehicles  were  derailed.  None  of 
my  passengers  complained  to  me  of  injuries. 
All  the  carriages  were  close  buffered. 

Mr,  Ooodyear^  chief  inspector  of  the  Signalling 
Department,  states :  I  live  at  Olapham  Road  in 
the  station,  and  had  occasion  to  go  out  of  doors 
at  6.15  aon.  on  the  morning  of  the  16th  Novem- 
ber, and  took  particular  notice  of  the  weather. 


It  was  getting  hazy,  but  I  could  see  the  lights  of 
the  advance  signals  both  towards  Brixton  and 
Wandsworth  Road  quite  plainly.  Ten  minutes 
later  I  noticed  it  had  got  thicker,  but  it  was  siill 
clear  enough  for  me  to  see  signal  lights  a  distance 
o€  50  yards.  About  G.28  a.m.  the  signalman  sent 
a  lad  down  to  tell  me  of  the  collision,  and  I  made 
my  way  at  once  to  the  spot,  where  I  arrived 
about  6.38  ajn.  I  could  see  the  advance  signal 
lights  as  I  walked  under  them,  but  the  fog  was 
growing  thicker  the  nearer  I  approached  Brixton. 
The  fog  was  at  its  worst  about  8  a.m.,  and  pre- 
vailed all  day. 


Conclusion. 

The  cause  of  this  accident  was  the  presence  of  two  trains  at  one  time  in  the  same 
block  section. 

An  examination  of  the  evidence  will  make  it  clear  that  the  intention  of  signalman 
Staines  at  Clapham  Road  Station  was  to  hold  the  second  train  at  the  down  advance 
starting  signal  until  he  had  received  the  "  Line  clear  *'  signal  for  the  first  train  from 
Shepherd's  Lane  Junction.  The  conclusion  may,  in  view  of  the  existence  of  the  electrical 
interlocking,  be  drawn  that  the  advance-  starting  signal  war.  at  danger  when  the  second 
train  approached  and  passed  it  ;  for  it  would  not  have  been  possible  for  Staines  to  pull 
the  lever  working  that  signal  until  it  had  been  released  by  the  action  of  signalman 
Bennett,  at  Shepherd's  Lane  Junction,  in  clearing  back  for  the  first  train. 

The  driver  (Bowd),  fireman  (Turner)  and  guard  (Gribble)  of  the  second  train  do  not 
appear  from  their  evidence  to  have  seen  anything  but  the  post  which  carries  the  down 
advance  starting  signal  for  Clapham  Road,  and  the  distant  signal  for  Shepherd's  Lane 
Junction  below  it.  At  the  time  the  train  passed  there  was  no  fugman  at  this  ])Ost ;  if 
there  had  been,  the  position  of  the  distant  signal  alone  would  have  been  indicated  to  the 
driver  in  the  usual  manner. 

In  Appendix  IL  will  be  found  extracts  from  the  Company's  Regulations  prohibiting 
the  use  of  advance  starting  signals  in  fo«:gy  weather.  The  meaning  of  the  words  ''  will 
not  be  used  "  is  clearly  that  these  signals  are  not  to  be  used  as  stop  signals  when  fog 
prevails.  The  actual  movements  of  the  levers  and  signal  arms  are  necessary  under  all 
circumstances  where  Sykes'  system  of  electrical  locking  exists  as  in  this  case.  The  last 
extract  quoted  in  Appendix  II.  explains  the  procedure  to  be  adopted  for  the  signalling  of 
trains  during  the  prevalence  of  fogs  or  snowstorms. 

Driver  Bowa  in  his  statement  justifies  his  action  in  passing  the  advance  starting 
signal,  when  he  was  unable  on  account  of  the  fog  to  see  whether  the  light  indicate< 
safety  or  danger,  on  the  ground  that  in  accordance  with  the  Company's  regulations  the 
signal  should  not  have  been  in  use  as  a  stop  signal,  and  he  was  not  therefore  bound  to 
determine  for  himself  its  position  before  passing  it.  The  argument  deserves  the  fullest 
consideration. 

The  regulation  regarding  the  disuse  of  advance  starting  signals  in  foggy  weather 
specifically  mentions  engine-drivers  as  one  class  of  employes  to  whom  the  instructions  are 
applicable  {vide  extract  (1),  Appendix  IL). 

I  do  not  hold  that  the  regulation  in  question  would  either  excuse  a  driver  from 
looking  out  for  an  advance  starting  signal  in  foggy  weather,  or  justify  him  passmg  such 
a  signal,  if  he  could  see  it  indicated  danger. 

On  the  other  hand,  provided  that  tne  signal  was  invisible,  and  fog  signalling  regula- 
tions were  known  to  be  in  operation,  by  the  presence  of  a  fog  signalman,  the  instruction 
would,  in  my  opinion,  warrant  action  similar  to  that  taken  on  this  occasion  by  driver  Bowd. 

Unfortunately  the  evidence  given  on  the  atmospheric  conditions  prevailing  at  the 
time  of  the  accident  is  highly  conflicting. 

The  fog  undoubtedly  came  up  rapidly  fi^om  the  south-east,  obscuring  Brixton  and 
Shepherd's  Lane  Junction  before  it  reached  Clapham  Road.  It  is  clear  that,  when  the 
6.10  a.m.  train  left  Clapham  Road,  the  down  starting  signal  light  was  visible  from  a  distance 
of  about  200  yards.  [The  evidence  of  the  guard  of  the  train  on  this  point  is,  in  my 
opinion,  conclusive.]  Further,  it  appears  that  the  train  ran  into  the  approaching  bank  of 
fog  before  reaching  the  advance  starting  signal.  This  signal  is  40  feet  above  the  ground, 
and  could  not  have  been  more  than  10  or  12  yards  distant  fix)m  the  driver  as  he  stood  on 
the  footplate  passing  it.  In  view  of  the  evidence  of  driver  Foster  and  Mr.  Goodyear,  excep- 
tion may  be  taken  to  the  statement  of  driver  Bowd  that  it  was  impossible  to  see  the  signal 
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light.  But  when  the  frequent  variations  in  the  density  and  opaqueness  of  fog  are  taken 
into  consideration,  I  think  his  statement  that  he  kept  a  good  look  out  for  the  signal,  and 
that  it  was  impossible  to  see  it,  may  be  accepted  as  credible. 

Bowd  was,  however,  aware  that  there  was  no  fogman  at  the  signal.  In  the  absence 
of  fog  signalmen  he  was  not  warranted  in  assuming  that  the  special  regulations  relative 
to  fog  signalling  were  in  force.  Moreover,  he  practically  acknowledges  that,  on  his 
iourney  from  Victoria  to  Clapham  Road,  the  condition  of  the  weather  was  not  such  as  to 
call  for  fog  signalling.  It  is  difficult  then  to  understand  how  he  could  reasonably  expect 
one  set  of  regulations  to  be  in  force  as  he  approached  Clapham  Road  Station,  and  another 
set  as  he  left  the  station. 

Under  the  circumstances  I  do  not  consider  he  was  justified  on  this  occasion  in 
passing  the  advance  starting  signal  without  first  satisfying  himself  as  to  its  position. 

But  the  regulations  of  the  Company  regarding  the  use  of  advance  starting  signals  do 
appear  somewhat  open  to  misconception  by  drivers.  For  this  reason  driver  Bowd  should, 
I  think,  be  held  responsible  rather  for  an  error  of  judgment  than  for  wilful  neglect  of  the  rule 
that  the  absence  of  a  signal  must  be  considered  as  a  danger  signal  and  treated  accordingly. 

Judging  fi*om  the  extent  of  damage  done  to  the  rolling  stock  of  the  first  train,  the 
speed  of  the  following  train  would  appear  to  have  been  at  least  10  miles  an  hour.  The 
circumstances,  viz.,  a  falling  gradient,  a  sudden  dense  fog  rendering  signals  invisible,  and 
the  absence  of  fogmen,  called  for  the  greatest  caution.  The  speed  of  the  train  appears  to 
me  to  have  been  greater  than  warranted  by  such  circumstances.  At  the  same  time  it  must 
be  recognised  how  the  existeace  of  fog  adds  to  the  difficulties  of  a  driver  in  estimating  his 
■peed. 

The  rapidity  with  which  the  fog  came  up  is,  in  my  opinion,  sufficient  reason  to 
excuse  the  absence  of  a  fogman  at  the  advance  starting  signal  at  the  time  of  the 
accident. 

Probably,  had  signalman  Staines  been  aware  of  the  approaching  bank  of  fog,  he 
would,  in  accordance  with  the  regulations,  have  refrained  fix)m  sending  forward  the 
6.10  a.m.  train  until  the  "  Clear  "  signal  for  the  6.2  a.m.  train  had  been  received.  As  it  was, 
the  conditions  of  the  atmosphere  in  the  vicinity  of  the  signal  cabin  at  Clapham  Road 
Station  do  not  appear  to  have  been  such  as  to  have  called  for  the  application  of  the  rule 
forbidding  the  use  of  the  down  advance  starting  signal.  I  do  not,  therefore,  hold  signal- 
man Staines  responsible  for  any  neglect  of  duty. 

The  rules  (quoted  in  Appendix  J  I.)  from  pages  9  and  51  of  the  Company's 
Appepdix,  appear  to  require  amplification  so  that  no  further  case  of  misconception  shaD 


arise. 


The  Assistant  Secretary, 

Railway  Department. 


I  have,  Ac, 

J*  W.  Pbingle, 

Major ^  E.E. 


I  •    '  t » 
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APPENDIX  I. 


Damaob  to  RoLLma  Stock. 


6.2  a.m.  Victoria  to  Holbom  Train. 

First-class  No.  130. — ^Two  headstocks  and  two 
quarter  lights  broken. 

First-class  No.  169. — Two  headstocks  and  one 
quarter  light  broken. 

First-class    No.    117. — Four  bufPer  rods   bent 
(long-buffer  coach). 

Second-class  No.  125. — One  headstock  broken. 

Second-class  No.  144. — One  headstock  and  one 
quarter  light  broken. 

Second-class  No.  179. — One  headstock  broken. 

Third-class  No.  545. — One  door  light  broken. 

Third-class  No.  722.— Two  headstocks  and  four 
quarter  lights  broken. 

gjgThird-class  No.  723. — Two  headstocks  and  one 
quarter  light  broketi. 

Third-class  No.  724.— Two  headstocks  arid  'one 
quarter  light  broken.         • 


Third-class  No.  442. — One  end  of  this  yehicle 
badly  damaged. 

Third-class  No.  1215.  —  Broken  up  —  past 
repair 

6.10  a.m,  Victoria  to  Oreenwich  Train. 

Engine  No.  549.  —  Buffer  plank  and  plate 
damaged ;  both  buffer  castings,  leading  end 
broken ;  Westinghouse  and  vacuum  train-pipes 
broken  ;  both  tool  boxes  smashed  ;  both  leading 
brake  hangers  broken  ;  leading  tie  rod  and  coup- 
ling brake  rods  bent ;  chimney  knocked  off  and 
slightly  damaged  ;  smoke-box  lubricator  slightly 
damaged  ;  leading  coupling  broken  ;  left  leading 
sand  pipe  broken ;  stay  plate  bent  between 
frames  ;  bolts  out  of  chimney  got  into  slide 
valves  and  condensing  boxes. 

"     Third-class  No.  532.— One  buflter  rod  brokten 
and  three  bent. 
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Extracts  from  thb  Company's  Appendix  to  Book  of  Rulbs  and  RfiduLATiONs. 

(1.)  Page  9— 

^*Fog  Signalling. 

iDBtructions  to  Station  Masters,  Engine-drivers,  Signalmen,  and  all  concerned. 

Daring  Fogs  and  Snowstorms 

The  calling-on  arms  and  advance  starting  signals  (see  page  100)  will  not  be  used  daring 
each  weather.** 

(2.)  Pages  50  and  51— 

"  Snotuy  or  Frosty  Weather. 

Regalations  to  be  observed  by  the  Officers  and  Servants  of  the  Company  in  all  Departments. 

Advance  Starting  Signals  and  Calling-on  Arms. 
These  mast  not  be  ased  in  snowy  or  foggy  weather.    See  page  9 ;  see  also  Rale  45  (d).** 

(3.)  Page  100.    "  Regalations  for  Train  Signalling    ..." 

"*(^.) •  '  . 

It  mast  be  distinctly  nnderstood  that,  daring  the  prevalence  of  fogs  or  snowstorms* 
trains  mast  not  be  passed  forward  to  advance  starting  signals,  except  ander  special  authority 
from  the  station  roaster  .  .  .  and  then  only,  provided  a  fogman  is  at  the  post,  bat  not 
otherwise.  Daring  such  weather  no  train  or  engine  mast  be  permitted  to  leave  a  station  till 
the  '*  Clear  **  signal  has  been  received  from  the  signal  box  in  advance,  showing  that  tfie 
section  ahead  is  clear." 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  16th  January,  1902, 


WEST  LONDON  EXTENSION  RAILWAY. 

Board  of  Trade  (Railway  Department), 
8.  Richmond  Terrace,  Whitehall,  London,  S.W  , 
SiK,  January  13th,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  ol  Trade,  in 
accordance  with  the  Order  of  the  Slst  December,  1901,  the  result  of  my  inquiry  into 
the  cause  of  the  accident  which  occurred  on  the  23rd  December,  about  7  a.m.,  near 
Chelsea  Station  on  the  West  London  Extension  Railway. 

In  this  case,  the  engine  of  the  6.40  a.m.  down  passenger  train  (Waterloo  to 
Richmond)  collided  with  the  rear  brake  van  of  the  4.58  a.m.  down  goods  train  (Hither 
Green  to  Willesden)  as  the  latter  was  on  the  point  of  coming  to  a  stand  at  the  down 
home  signal  at  Chelsea  Station. 

The  guard  of  the  goods  train  was  badly  bruised  and  injured,  and  17  passengers 
have  complained  of  slight  effects  of  shock.  The  damage  to  permanent  way  was  incon- 
siderable, but  six  waggons  of  the  goods  4;rain,  as  well  as  the  rear  brake  van,  were  thrown 
off  the  rails.     A  list  of  damaoce  to  rolling  stock  is  given  in  the.  Appendix. 

The  passenger  train  consisted  .of  a  foilr- wheels-coupled  bogie  tank-engine,  running* 
chimney  first,  and  eight  six-wheeled  coaches.  It  was  fitted  with  the  vacuum  automatic 
and  steam  brake  actuating  blocks  on  32  out  of  a  total  number  of  48  coach  wheels,  and  on 
the  four  coupled  engine  wheels.  This  train  was  the  property  of  the  London  and  South- 
Western  Railway  Company. 

The  goods  train,  which  belonged  to  the  London  and  North- Western  Railway 
Company,  comprised  a  six-wheels-coupled  tender  engine,  with  the  steam  brake  applied  to 
all  12  wheels  of  the  engine  and  tender,  a  six- wheeled  (20  ton)  brake  van,  23  empty 
waggons  and  a  four-wheeled  (10  ton)  brake  van. 

The  atmosphere  was  foggy  at  the  time  of  the  accident. 

T/feaeriptian. 

The  West  London  Extension  Railway  is  the  joint  property  of  four  Railway 
C(Hnpaaie8,  viz.,  London  and  North- Western,  Great  Western,  London  and  South- 
western, and  London,  Brighton  and  South  Coast. 
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The  scene  of  this  accident  lies  between  Battersea  and  Chelsea  Stations  on  the 
Middlesex  bank  of  the  Thames. 

There  are  the  usual  two  lines  of  rail  between  the 'stations  named  running  generally 
in  a  north  and  south  direction.  Both  trains  were  travelling  on  the  down  line  and  were 
in  the  same  block  section. 

The  section  is  controlled  at  the  south  end  by  Battersea  Station  signal  cabin,  and  at 
the  north  by  Chelsea  Dock  Junction  signal  cabin.  The  last-named  cabin  is  situated 
about  90  yards  south  of  Chelsea  Station  on  the  up,  or  east,  side  of  the  railway,  and  is 
distant  about  1,380  yards  from  Battersea  signal  cabin  on  the  Surrey  side  of  the  river. 

The  down  home  and  distant  signals,  controlled  by  Chelsea  Dock  Junction,  are  placed 
185  and  710  yards  respectively  south  of  that  cabin.  The  down  advance  starting  signal, 
worked  from  Battersea,  is  about  300  yards  north  of  Battersea  cabin. 

The  gradient,  from  the  northern  extremity  of  the  Thames  viaduct,  at  which  point 
the  Chelsea  down  distant  signal  is  situated,  falls  towards  Chelsea  Station  at  an  inclination 
of  1  in  100. 

The  point  of  collision  was  between  the  Chelsea  down  distant  and  home  signals,  about 
180  yards  from  the  latter,  and  therefore  about  365  yards  from  the  Junction  cabin. 

Evidence. 


Robert  James  Mansell^  signalman,  states :  I 
have  about  nine  years'  service,  and  have  been 
signalman  at  Chelsea  Dock  Junction  nearly  two 
years.  I  came  on  duty  on  Sunday,  22nd  Decem- 
ber, at  6  p.m.,  and  remained  on  duty  until  7  a.m. 
on  Monday,  23rd  inst.  J'here  is  no  roster  in  my 
cabin  showing  the  hours  of  duty.  I  have  not 
been  oflBcially  informed  that  my  tour  of  duty 
terminated  at  7  a.m.  My  previous  spell  of  duty 
was  from  10  p.m.  on  Saturday  ni<?ht  until  7  a.m. 
Sunday.  The  Sunday  night  tour  of  duty  comes 
round  once  every  three  weeks.  On  Monday, 
2'5rd  December,  after  accepting  the  6.38  a.m. 
South- Western  train  from  Clapham  Junction  to 
Twickenham  when  it  was  offered  me  by  Battersea 
cabin,  and  clearing  back  for  ii,  I  took  on  the 
North- Western  4.58  a.m.  goods  train  ex  Hither 
Green.  I  did  not  book  the  trains  betw*  en  6  a.m. 
and  7  a.m.,  as  I  was  cleaning  out  the  signal  c.ibin. 
I  th-rofore  cannot  say  what  were  the  tiiiie^  when 
I  accepted  these  two  trains.  After  taking  on  the 
goods  train,  for  which  I  did  not  pull  off  any 
signals,  I  went  to  the  coal-cellar  for  some  coal, 
and  was  away  for  about  a  minute  or  two.  When 
I  came  back  to  the  cabin,  thinking  I  had  not 
cleared  back  for  the  Twickenham  train,  and  for- 
getting all  about  the  goods  train,  I  sent  •*  Train 
out  of  section"  signal  to  Battersea  for  the  first- 
named  train.  I  thus  cleared  back  twice  for  the 
same  train.  When  the  South-Western  6.40  a.m. 
passenger  train  from  Waterloo  was  then  offered 
me  by  Battersea,  I  accepted  it  at  once.  When 
I  came  back  to  the  cabin  after  fetching  coal, 
1  looked  towards  Battersea,  and  could  see  the 
back  light  of  my  down  hone  .signal.  But  I  saw 
no  engine  head  lights,  and  completely  forgot  the 
fact  that  I  had  accepted  the  London  and  North- 
western goods  train.  I  pulled  off  no  signals  for 
the  6.40  a.m.  passenger  train  until  after  I  heard  a 
noise,  which  I  took  to  be  an  explosion  in  the 
adjoining  gas  factory.  The  noise  muFt,  however, 
have  been  that  of  the  collision.  I  then  pulled  off 
the  calling -on  arm  for  the  passenger  train. 
Shortly  afterwards  an  engineman  from  the  North- 
western goods  train  came  up  and  informed  me  of 
the  collision  and  asked  what  I  had  let  into  the 
rear  of  his  train.  So  far  as  I  am  concerned 
I  have  been  in  the  habit  of  neglecting  to  book 
trains  in  the  usual  way  during  the  morning  when 
I  have  been  engaged  in  cleaning  the  cabin. 
I  do  not  know  if  the  station  inspector  knows  of 
this  habit.  The  line  inspector  usually  examines 
the   train   books    and    on    one    occasion   I    was 


informed  by  him  that  the  books  were  not  properly 
kept.  There  are  intervals  during  the  early 
morning  hours,  when  trains  are  not  running, 
when  I  could  have  done  this  cleaning.  I  do  not, 
however,  do  the  cleaning  at  these  times  because 
it  would  have  to  be  done  again  at  the  end  of  my 
tour  of  duty. 

William  Calder,  signalman,  states :  I  have 
24  years'  service,  and  have  been  signalman  at 
West  Brompton  a  little  over  a  year.  On  the 
23rd  December  I  came  on  duty  at  5.45  a.m.  and 
was  due  off  duty  at  2  p.m.  I  was  off  duty  from 
7  a.m.  on  Saturday  morning,  21st  December. 
I  received  the  "Is  line  clear"  signal  for  the 
South-Western  G,'.^i6  a.m.  down  passenger  train  at 
6.49  a.m.  and  accepted  it  at  once.  The  "  Train 
entering  section  "  signal  reached  me  at  6.52  a.m., 
and  the  train  arrived  at  6.55  a.m.  I  did  not  clear 
back  to  Chelsea  for  the  South-Western  train,  but 
held  the  block  in  order  to  allow  the  North- 
western Company's  up  goods  train,  which  arrived 
at  West  Brompton  at  6.57,  to  be  backed  across 
from  the  up  line  to  the  Fulham  goods  yard. 
I  failed  in  this  instance  to  carry  out  my  blocking 
back  instructions  when  carrying  out  this  shunting 
operation.  I  should  have  cleared  the  South- 
Western  train,  and  asked  for  the  block,  but 
par+ly  on  account  of  the  mist,  and  partly  because 
I  asked  the  signalman  at  Chelsea  on  the  telephone 
whether  he  had  any  train  following  the  6.38  a.m. 
passenger  train  and  received  **  No  "  from  him  as 
an  answer,  I  did  not  carry  out  my  instructions 
as  regards  blocking  back. 

Frederick  Tliomas  Cadd.  signalman,  states : 
I  have  about  11  years'  service,  and  have  been 
signalman  at  Battersea  about  11  years.  On  the 
23rd  December  I  came  on  duty  at  5.30  a.m.,  and 
was  due  off  at  2  p.m.  My  previous  tour  of  duty 
was  from  2  p.m.  till  midnight  on  Saturday,  when 
the  cabin  was  switched  out.  The  6.38  a.m.  down 
passenger  train  to  Twickenham  passed  my  box  a 
little  late,  and  was  accepted  by  Chelsea  at  once 
when  I  offered  it.  The  North-Western  goods 
train  followed,  a  good  deal  behind  its  booked 
time,  and  was  also  accepted  when  I  offered  it 
I  received  from  Chelsea  the  "  Section  "  or  *•  Line 
clear "  signal  behind  both  of  these  trains.  I  do 
not  think  the  North-Western  goods  train  was 
check(»<d  at  Battersea.  The  South- Western  Com- 
pany's 6.40  a.m.  down  passenger  train  stood  at 
Battersea  Station  about  a  minute  or  a  minute-and- 
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a-half.  It  was  accepted  by  Chelsea  immediately 
I  offered  it,  and  I  sent  the  "Train  entering 
section"  signal  for  it  at  once.  It  was  a  foggy 
morning,  and  I  was  not,  therefore,  using  my 
advance  starting  signal.  We  do  not  book  train 
times  at  Battersea  except  in  the  case  of  delays  to 
trains. 

William  Rhodes^  driver,  states :  I  have  22 
years'  service  with  the  London  and  North- Western 
Railway,  and  have  been  dnving  about  10  years. 
I  came  on  duty  on  23rd  December  at  2  a.m. 
and  veas  due  off  about  9  a.m.  I  was  drivini? 
the  4.58  a.m.  goods  train.  Hither  Oreen  to  Willes- 
den.  My  engine  was  No.  2115,  a  six -wheels- 
coupled  tender^engine,  driving  chimney  in  front. 
It  was  fitted  with  the  steam  brake,  with  blocks 
on  the  six  engine  and  six  tender  wheels.  We 
were  running  late  by  the  time  book  on  the 
morning  in  question,  but  about  up  to  our  usual 
time.  It  was  a  foggy  morning,  and  I  do  not 
think  I  could  see  the  signal  lights  near  Battersea 
at  a  distance  of  50  yards.  The  Battersea  down 
advance  starting  signal  was  "  Off,''  and  the 
Chelsea  down  distant  signal  at  danger  when  I 
passed  them.  I  saw  the  Chelsea  down  home 
sii^nal  when  I  was  five  or  six  waggon- lengths 
distant,  and  was  just  coming  to  a  stand,  the  signal 
being  at  danger,  when  the  South-Western  passen- 
ger train  struck  the  rear  of  my  train.  The  steam 
brake  was  applied  at  the  time.  The  force  of  the 
collision  drove  us  past  the  signal  post  about  the 
length  of  three  waggons.  There  were  23  empty 
waggons,  one  six- wheeled  (20  ton)  brake  van  and 
one  four-wheeled  (10-ton)  brake  van  behind  my 
engine. 

Herbert  Nichols^  fireman,  states :  I  have 
5jt  years'  service  with  the  London  and  North- 
western Railway.  I  was  firing  with  driver 
Rhodes  on  the  23rd  December,  and  had  similar 
hours  of  duty.  I  have  heard  his  evidence  as  to 
the  distance  ar  which  signal  lights  were  visible 
on  that  morning  and  agree  with  it.  When  the 
collision  occurred  I  was  applying  the  hand  brake, 
and  the  steam  brake  had  been  released.  Our 
speed  when  we  were  struck  was  very  low. 

Joseph  Evar^s,  goods  guard,  states  :  I  have 
about  8  years'  service  with  the  London  and  North- 
western Railway,  and  was  brakesman  with  the 
4.38  a.m.  goods  train  on  the  23rd  December.  My 
hours  of  duty  were  from  1  a.m.  till  11  a.m.  The 
train  consisted  of  a  six-wheeled  brake  van, 
23  empty  four-wheeled  waggons,  and  a  four- 
wheeled  brake  van  at  the  rear  of  the  train  in 
which  I  was  riding.  It  was  a  foggy  morning, 
and  I  could  not  see  the  Battersea  advance  starting 
sisnal  at  a  distance  of  more  than  four  or  five 
waggon-lengths.  It  was  quite  as  thick  at  the 
Chelsea  distant  signal.  This  was  against  us,  and 
I  stood  to  my  brake  and  kept  it  applied  all  down 
the  falling  gradient.  We  were  just  coming  to  a 
stand,  and  I  had  released  the  band  brake,  wheu  I 
heard  a  noise  behind  us,  and,  looking  out  over  the 
door,  I  saw  a  green  head  light.  I  jumped  out  of 
the  brake  immediately  and  was  rather  badly  in- 
jured in  the  back  and  arm,  as  I  fell  against  a  low 
wall.  But  I  am  now  getting  better.  This  is  the 
fourth  or  fifth  accident  I  have  been  in. 

John  Htmty  driver,  states  :  I  have  had  30  years' 
service  with  the  London  and  South-Western 
Railway,  and  have  been  a  driver  20  years.  I 
know  the  London  district  very  well.  I  came 
on  duty  on  the  23rd  December  at  3.30  a.m.,  and 
would  have  completed  my  tour  about  1.30  p.m. 
I  was    driving    the    6.40  a.m.  passenger  train, 


Waterloo  to  Richmond,  on  the  morning  In 
question.  My  engine  was  No.  374,  a  four- 
wheels  -  coupled  bogie  tank  engine,  running 
chimney  first.  It  was  fitted  with  the  vacuum 
automatic  and  steam  brake,  working  blocks  on 
the  four  coupled  engine  wheels.  The  brake  was 
in  thoroughly  go  id  working  order,  and  the  gauge 
showed  about  19  inches  of  vacuum  on  leaving 
Battersea.  There  was  a  thick  fog,  and  I  could 
not  see  the  signals  until  close  upon  them.  After 
waiting  at  Battersea  a  minute  or  two  for  the 
signal  to  come  '•  off,"  the  train  proceeded.  The 
advance  starting  signal  was  "  off."  I  could  see  it 
at  a  distance  of  about  40  yards.  The  Chelsea 
distant  signal  I  could  see  at  about  the  same 
distance.  It  was  at  danger,  and  I  shut  off  steam 
on  passing  it  and  applied  the  automatic  brake. 
The  first  indication  I  had  of  the  presence  of  the 
London  and  North- Western  goods  train  was  ihe 
view  of  the  three  tail  lights  when  I  was  about 
16  yards  distant.  I  applied  the  brake  fully  at 
once.  We  were  travelling  at  a  speed  of  about 
10  miles  an  hour  at  the  moment  of  the  collision. 
I  cannot  say  whether  the  goods  train  was  actually 
moving.  Neither  I  nor  my  fireman  was  injured. 
The  weather  was,  I  think,  thicker  at  Chelsea  than 
anywhere  between  Chelsea  and  Waterloo.  I  was 
fully  prepared  to  come  to  a  stand  at  the  Chelsea 
down  home  signal,  after  finding  the  distant 
signal  at  danger.  We  left  Battersea  at  6.57  a.m. 
by  my  watch. 

diaries  Oeorgo^  fireman,  states :  I  have  been 
nine  years  in  the  service  of  the  London  and 
South-Western  Railway  Company,  and  have  been 
a  fireman  four  years,  and  know  the  London 
district  well.  My  hours  of  duty  on  the  23rd 
December  were  the  same  as  Driver  Hunt'Sy 
with  whom  I  was  working  the  6.40  a.m.  down 
passenger  train.  We  were  stopped  at  Battersea 
Station  nearly  two  minutes  waiting  for  the  signal. 
The  advance  signal  was  off.  We  could  only  see 
the  signals  when  close  to  them.  The  Chelsea 
down  distant  signal  was  at  danger  when  we 
passed  it,  and  the  driver  shut  off  steam  and 
prepared  to  stop  at  the  home  signal.  He  applied 
the  automatic  brake  when  we  were  about  half  a 
train's  length  past  the  distant  signal.  I  saw  the 
goods  train  in  front  of  us  when  we  were  about 
15  yards  distant.  We  were  travelling  at  a  speed 
of  &om  10  to  15  miles  an  hour  wheu  the  collision 
occurred. 

Josiah  Marshall^  passenger  guard,  states :  I 
have  been  about  ten  years  in  the  service  of  the 
London  and  South-Western  Railway.  On  the 
23rd  December  I  came  on  duty  at  6.30  a.m.  to 
work  until  4.15  p.m.  I  was  guard  of  the  6.40  a.m. 
down  passeu'^er  train,  Waterloo  to  Richmond. 
The  tmin  consisted  of  eight  six- wheeled  coaches, 
fitted  with  the  vacuum  automatic  brake,  working 
blocks  on  32  out  of  the  48  coach  wheels.  The 
weather  was  fo.^gy  on  the  morning  in  question, 
but  it  was  thickest  on  the  Middlesex  side.  I 
could  see  the  starting  signal  at  Battersea  Station 
at  about  a  train's  length,  say  80  to  100  yards. 
We  were  kept  waiting  about  two  minutes  at 
Battersea.  I  did  not  see  the  advance  starting 
signal  or  the  Chelsea  down  distant  signal.  I 
did  not  notice  the  automatic  brake  being  applied 
until  it  was  suddenly  exhausted  by  a  sudden 
application,  and  the  next  thing  I  knew  was  my 
head  knocking  against  the  side  of  the  van. 
When  I  came  to  my  senses  I  lit  my  hand  lamp, 
which  had "^ been  extinguished.  I  then  got  down 
and  went  to  the  head  of  the  train,  and  found 
seven  goods  waggons  off  the  road,  two  of  them, 
fouling    the    up    road.    Three    or   four  of    the 
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paflsengere  in  my  train  complained  of  the  effects 
of  3hock.  i  then, went  back  to  the  distant,  signal 
^.protect  my  train  by  laying  down  fpg  signals, 
and  thep  came  back  to  my  yaq.  After  the  road 
yf,9B  cleared  th^  engine  and  train  went  on  to 
Hichmond.  We  ^ere  traveling  at  a  speed  of 
not  more  than  16  miles  an  hour  at  the  time,  the 
collision  occurred.  The  brake  gauge  in  my 
van  showed  17  inches  of  Tacuum  on  leaving 
Waterloo. 

William  KeebU^  line  inspector,  states :  It  is 
itiy  duty  to  examine  sigiialling  train  books  and 


to  report  irregnlaritieB  to  the  guperintendent.  I 
cannot  say  when  I  last  examined  the  train  book 
at  the  Chelsea  Dock  Junction  cabin.  I  examine 
the  books  two  or  three  times  a  week.  I  f^xu 
s^WjEore  that  at  certain  signal  cabins,  one  of  which 
is  Chelsea  Dock  Junction,  signalmen  onut:U> 
book  trains  at  certain  hours  of  the  day.  Thi» 
is  done  with  my  knowledge,  the  signalmen 
having  instructions  to  do  the  best  they  cfoi  in 
the  way  of  booking  trains.  Their  duties  are  bo 
heavy  at  certain  times  that  in  my  opinion  they 
are  not  able  to  book  all  the  trains.  The  super* 
intendent  is  aware  of  these  instructions. 


Conclusion. 

The  cause  of  .this  collision  is  clearly  set  forth  in  the  statement  made  by  signalman 
Mansell,  who  was  in  charge  at  Chelsea  Dock  Junction  cabin. 

He  acknowledges  that  he  accepted  the  goods  train  from  Battersea,  and  then,  shortly 
afterwards,  forgot  all  about  the  fact  that  it  was  travelling  in  the  block  section,  and  waa 
approaching  his  down  home  signal.  Although,  therefore,  his  block  instrument  indicated 
"Train  on  line,"  he  sent  the  "  Out  of  section"  signal  to  Battersea,  and  accepted  the 
following  passenger  train.  The  driver  of  the  passenger  train  was  accordingly  authorised 
by  signal  at  Battersea  U)  enter  the  next  section,  and  owing  to  the  fog  did  not  see  the 
tail  lights  of  the  goods  train  in  front  of  him  until  too  late  to  avert  the  collision. 

The  immediate  responsibility  for  the  accident  therefore  falls  upon  signalman 
Mansell,  who  failed  to  carry  out  the  block  regulations  in  permitting  the  passenger  train 
to  enter  the  section  already  in  occupation  by  the  goods  train. 

It  is  difficult  to  see  what  excuse  can  be  made  for  such  culpable  forgetfulness,  unless 
it  be  found  in  the  fact  that  Mansell  had  been  on  duty  al)out  13  hours  at  the  time  of  the 
occurrence,  and  had  more  onerous  work  to  do  than  he  could  efficiently  perform. 

I  am  informed  by  the  Superintendent  of  the  joint  line  that  between  the  hours  of 
6  p.n^.  (Sunday)  and  7  a.m.  (Monday)  signalman  Mansell  dealt  with  a  total  number 
of  59  trains.  Of  this  iiumber  nine  trains  were  signalled  between  the  hours  of  6  a.m. 
and  7  a.m.  on  Monday. 

It  further  appears  that  the  signalman's  official  tour  of  duty  on  Sunday  night 
terminates  at  6  a.m.  The  extension  of  the  tour  to  7  a.m.  seems  to  have  been  made  some 
time  back,  before  Mansell  was  appointed,  by  the  signalmen  themselves,  to  suit  their  own 
convenience. 

Taking  into  consi(ieration  the  work  and  responsibility  at  Chelsea  Dock  Junction,  it 
is  clear  that  a  signalman's  tour  of  duty  on  Sunday  should  not  be  permitted  to  exceed 
12  hours. 

As  regards  the  work  of  cleaning  a  signal  cabin,  I  do  not  consider  that  it  should  be 
accepted  as  an  excuse  for  the  non-performaijce  of  other  and  more  important  duties,  such 
as  the  booking  of  trains.  I  think  it  would  have  been  possible  on  this  tour  of  duty  for 
Mansell  to  have  arranged  his^work  so  that  it  shcmld  6il"be  duly 'performed.     ^ 

That  he  did  not  so  arrange  his  work  is  perhaps  due  to  the  fd6t  that,  as  givien  itl^ 
evidence  by  Inspector  Keeble,  the  officials  of  the  joint  line  have  not  insisted  upon  the 
instructions,  as  regards  the  booking  of  trains,  being  rigidly  adhered  to.  Inspector  Eeeble 
states  that  in  his  opinion  at  certain  times  in  the  day  the  signalling  work  is  so  heavy  that 
it  is  not  possible  for  signalmen  to  book  trains.  This,  however,  can  scarcely  be  the 
case  during  the  early  hours  of  Monday  morning. 

It  ifi  an  unsatisfitctory  condition  of  affairs. .   For  train  booking  should,  to  be  effective, 
be  carried  on  continuously.     Oth^-wise,  it  would  appear  preferable  to  discontinue  the- 
practice  altogether. 

The  question  whether  the  signalmen  on  this  joint  line  are  able  to  efficiently 
perform  all  their  duties  without  further  assistance,  and  the  lack  of  discipline  which  is 
evidenced  by  the  non-existence  of  rosters  of  duty  for  signalmen,  by  the  funauthorised 
alterations  in  the  hours  of  duty,  &c.,  are  points  which  call  for  the  serious  consideration 
of  the  managing  committee. 

I  have,  &c., 
The  Assistant  Secretary,  J.  W.  Pringle, 

Kailway  Department,  Board  of  Trade.  Major ^  R.E, 
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APPENDIX. 


Damaob  to  Enginb,  Carriaob,  and  Waooon  Stook. 


London  and  North-Western  Railtvay  Company^ a  Ghoda  Train. 
Tradert  waggon,  No.  8,823         ...  )  Trader's  waggon.  No.  57^73 

Griff  Colliery  waggon.  No.  476  ...  i  d^J^Jd.  I 

Refrigerator  van.  No.  46,573       ...  J  *         Brake  van,  1?< 


5gon,  No.  57373       ...  ] 

No.  54,321       ...  (     Badly 
n       No.  56,296       ...  (    damaged. 
STo.  1,040        ) 


London  and  South-Western  Bailtvay  Company^ 9  Passenger  Train. 

Engine,  No.  374,  leading  buffers  and  yacaom         Third-class   carriage,    No.  588,  Quarter   light 

hose  pipe  broken.  broken,  2  buffer  rods  bent,  and  2  pads  damaged. 

Third-class  brake.  No.  610,  end  light  broken.         Second-class  carriage.  No.  239,  quarter  light 

i  buffer  rods  bent,  and  2  pads  damaged.  broken. 


Printed  copies  of  the  abbve  Eleport  were  sent  to  the  Oompanies  concerned  on  the  7th  February,  19QS. 


t     '  I 
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APPENDIX    B. 


REPORTS  OP  THE  ASSISTANT  INSPECTING  OFFICERS  OF  RAILWAYS  ON 
ACCIDENTS  TO  RAILWAY  SERVANTS  AND  OTHER  PERSONS  EMPLOYED 
ON  RAILWAY  PREMISES. 


CALEDONIAN  RAILWAY. 


RaUway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  16th  December,  190L 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  December  5th,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  fatal  accident  which  occurred  on  the  26th  October  to 
fireman  William  Love,  near  Fallside,  on  the  Caledonian  Railway. 

In  this  case  a  mineral  train  was  standing  on  the  up  main  line  waiting  to  be  crossed 
over  on  to  the  down  main  line  for  entrance  to  a  single  line  branch  leading  to  Hamilton 
Palace  Colliery.  Love,  who  was  working  with  the  train  as  fireman,  stepped  off  the 
engine  to  cross  the  down  line  for  the  purpose  of  obtaining ,  the  train  staff,  but,  failing  to 
observe  the  approach  of  the  12.10  p.m.  passenger  train,  he  was  struck  by  the  engine  and 
instantly  killed. 

The  accident  was  a^ributable  to  want  of  caution  on  the  part  of  the  deceased,  as  had 
Love  taken  the  precaution  to  look  ahead  before  attempting  to  cross  the  line  he  would 
have  seen  the  approaching  train  :  moreover,  there  was  no  necessity  to  obtain  the  staff 
until  the  goods  train  had  passed  over  on  to  the  down  line. 

Owing  to  the  position  of  the  signal-box  at  this  place  it  has  been  customary  (with 
the  knowledge  of  the  officials  in  charge  of  the  working)  for  either  the  driver  or  fireman 
to  leave  the  engine  to  procure  the  staff,  evidently  to  suit  the  convenience  of  the  signalman. 
If  Rules  134  and  135  have  to  be  taken  in  conjunction  with  the  regulation,  which  states 
that  it  is  the  duty  of  the  signalman  to  hand  the  staff  to  the  driver,  it  would  appear  that 
such  a  practice  should  not  be  allowed,  and  therefore  the  Company  should  make  arrange- 
ments whereby  their  instructions  will  be  strictly  carried  out  in  future. 

I  have,  &c., 

John  P.  S.  Main. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
SiR^  20th  JanuaiT,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  the  11th  January,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  the  2nd  December  to 
siu^cemen  Andrew  Tollan  and  Robert  Aird,  near  High  Blantyre,  on  the  Caledonian 

Railway. 

In  this  case,  after  the  8.50  a.m.  passenger  train  had  left  Meikle  Emock  for  High 
Blantyre,  a  platelayer's  lorry,  in  charge  of  ganger  B.  Boyle,  was  run  out  of  the  sidings  on 
to  the  down  main  line  to  follow  the  passenger  train  to  the  latter  station. 

Seven  men.  including  the  ganger,  were  riding  on  the  lorry.  After  passing  Udston 
Colliery  Signal  Cabin,  which  divides  the   section   between  Meikle   Emock  and  High 
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Blanlyre,  and  when  the  lorry  was  about  50  )  yards  distant  therefrom,  an  engine  and 
brake-van,  running  on  the  same  line,  ran  into  it,  and  one  of  the  men  was  thrown  dowa 
the  embankment  and  another  run  over,  both  being  somewhat  injured. 

Robert  McKie,  signalman  at  Meikle  Emoch,  was  advised  by  Boyle  that  he  was  going 
to  run- the  lorry  out  on  to  the  main  line  to  follow  the  passenger  train,  but  McKie  states 
that  he  was  not  informed  as  to  its  destination  or  what  work  was  going  to  be  performed. 
A  flagman  was  not  left  to  protect  the  lorry  in  accordance  with  Rule  248,  and  McKie  was 
aware  of  this.  At  9.0  a.m.  he  accepted  and  forwarded  an  engine  and  brake-van  for 
High  Blantyre  which  passed  Meikle  Emoch  box  at  9.5  a.m.,  and  was  belled  clear  from 
Udston  ColUery  box  at  9.8  a.rc.  by  signalman  Sanderson,  who  pulled  off  all  signals  after 
obtaining  acceptance  from  High  Blantyre. 

McKie  admits  that  he  failed  to  advice  Sanderson  that  a  platelayer's  lorry  had  left  his 
station  following  the  passenger  train,  and  Sanderson  did  not  notice  the  lorry  until  it  had 
reached  his  starting  signal,  and  only  when  the  engine  and  brake-van,  which  he  had 
accepted,  was  passing  his  box.  He  endeavoured  to  attract  the  driver's  attention  but 
without  avail,  and  then  threw  the  starting  signal  to  danger. 

There  is  a  clear  view  of  the  line  from  iTdston  signal  cabin  to  the  place  where  the 
collision  took  place,  but  neither  driver  Blackburn  nor  fireman  Pert  noticed  the  lorry 
ahe.d  of  them  although  they  were  both  disengaged  at  the  time,  and  it  was  a  clear 
morning. 

Nelson,  one  of  the  men  on  the  lorry,  saw  that  all  signals  were  off  when  passing 
Udston,  and  called  Boyle's  attention  to  the  fiict,  but  he  replied  that  it  was  all  right. 

Foreman  Boyle  was  greatly  to  blame  for  failing  to  place  a  flagman  at  Meikle  Emoch| 
in  accordance  with  Rule  248.     He  has  since  been  dismissed  the  service. 

Signalman  KcKie  committed  a  grave  error  by  permitting  the  engine  and  brake-van 
to  enter  the  section  ahead  when  he  had  no  assurance  that  it  wafr  clear,  and  I  cannot  but 
think  that  had  signalman  Sanderson  been  paying  proper  attention  to  his  duties  he  would 
have  seen  the  lorry  passing  his  box  and  been  able  to  stop  the  engine  by  signal  before  the 
collision  took  place. 

Driver  Blackburn  and  fireman  Pert  could  not  have  been  keeping  a  proper  look-out^ 
otherwise  they  would  have  seen  the  lorry  at  least  450  yards  before  striking  it ;  and^ 
ftirther,  it  appears  strange  that  the  men  on  the  lorry  (knowing  a  flagman  had  not  been 
left  behind  for  their  protection)  should  not  have  been  keeping  a  better  look-out 
themselves. 

Altogether  the  accident  seems  to  have  occurred  through  a  very  lax  system  in 
working,  which  the  Company  will,  no  doubt,  take  steps  to  remedy. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN   RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  7th  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  January  20th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  December  28th,  at  the  General  Terminus 
Goods  Station  of  the  Caledonian  Railway  at  Glasgow,  whereby  capstanman  Thomas 
Purvis  was  injured. 

About  1S5.20  p.m.  Purvis  was  engaged  in  drawing  three  waggons  loaded  with  coal 
towards  No.  2  crane  by  means  of  a  capstan.  Owing  to  the  distance  between  the  waggons 
and  the  capstan,  it  was  necessary  to  use  two  ropes  joined  together.  The  ropes  are  fitted 
with  rings  at  the  end,  and  these  rin^s  are  coupled  together  by  means  of  a  "  C  "-shaped 
link.  Owing  to  the  rope  being  wet,  it  slipped  on  the  drum  of  the  capstan  and  the  strain 
was  momentarily  released.  One  of  the  rings  slipped  out  of  the  "  C  link  and  the  loose 
end  of  the  rone  struck  Purvis,  bruising  his  right  leg. 

I  consider  that  the  accident  was  due  to  misadventure.    In  order  to  prevent  a  simiUr 
occurrence  in  future,  the  Company  have  agreed  to  modify  the  design  of  the  "  C  "  linka 
lint  T 
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and  rings  on  all  the  ropes,  in  such  a  way  that  it  will  be  almost  impossible  for  the  ropes  tc 
become  accidentally  parted. 

I  have,  &c., 

J.  H.  Abmttaoe. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CHESHIRE  LINES. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  29th  November,  1901. 

I  HAVE  the  honom*  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  November  20th,  I  have  held  an  inquiry  into  the  circum* 
stances  attending  the  accident  which  occurred  on  October  28th,  at  the  Central  Station, 
Manchester,  on  the  Cheshire  Lines,  whereby  driver  Reuben  Shaw,  in  the  service  of  the 
Midland  Railway,  was  injured. 

Shaw  was  in  charge  of  a  passenger  tank  engine,  which  was  standing  on  No.  7  road 
opposite  the  water  column,  about  10.20  a.m.  The  engine  was  booked  to  work  the 
11.10  a.m.  passenger  train  to  Stockport,. the  coaches  of  which  were  standing  in  No.  1 
platform  road.  Whilst  waiting  for  the  signal  to  allow  him  to  proceed  to  his  train,  Shaw 
left  his  engine  in  order  to  go  to  the  closet.  He  instructed  his  fireman,  Samuel  Pace,  to 
take  the  engine  ahead  and  set  back  into  No.  7  road  if  the  signals  were  lowered  before  his 
return.  The  engine  had  just  started  when  Shaw  returned,  and  he  walked  across  the 
rstation  to  No.  1  road  to  join  it  on  its  arrival  there.  He  walked  down  the  "  milk  "  road, 
which  lies  next  to  No.  .1  road,  and  heard  the  engine  coming  up  behind  him,  but  he 
inadvertently  stepped  foul  of  it,  and  was  struck  on  the  shoulder  and  knocked  down,  his 
collar  bone  being  broken. 

The  accident  was  mainly  due  to  want  of  caution  on  the  part  of  driver  Reuben  Shaw, 
but  at  the  same  time  he  was  acting  contrary  to  regulations  in  permitting  his  fireman  to 
work  the  engine  single-handed. 

I  have,  &c., 

J.  H.  Abmytagk. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


DUMBARTON   AND   BALLOCH   JOINT   LINE. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  31st  January,  190:?. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board,  of  Trade  in 
accordance  with  your  Order  of  January  15th,  the  result  of  my  enquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  28th  December,  whereby  surfaceman 
John  McGuire  was  killed,  and  stationmaster  Richard  Alison  and  two  other  surfecencen 
were  injured  at  Alexandria,  on  the  Dumbarton  and  Balloch  Joint  Line. 

In  this  case  it  was  necessary  to  unload  a  boiler  weighing  5  tons  10  cwts.  from  a 
-waggon  standing  in  No.  3  siding,  and  for  this  purpose  an  8 -ton  travelling  crane  was 
supplied  by  the  Caledonian  Railway  Company  and  placed  on  an  adjacent  siding  between 
the  waggon  and  the  road  lorry  on  to  which  the  boiler  had  to  be  loaded.  When  the  crane 
was  ordered  Alison  applied  for  a  competent  man  to  be  sent  with  it,  but  as  no  one  arrived 
he  decided  to  perform  the  work  under  his  own  directions  as  he  was  anxious  to  clear  thi 
waggon  and  oblige  the  consignees.  Alison  accordingly  obtained  the  services  of  five 
surfacemen,  and  with  the  further  assistance  of  a  number  of  men  supplied  by  the 
Dalmonach  Company,  he  had  the  jib  which  was  uncoupled  and  riding  on  a  runner  truck, 
placed  in  'position,  the  balance  weight  screwed  out  as  &r  as  possible,  and  the  waggon 
supporting  the  jib  clamped  to  the  metals,  the  cktnpi  being  secuf 6d  by  fom*  small  chaanfi 
wound  round  the  rails.  When  this  was  done  Alison  evidently  considered  the  crane  was 
sufficiently  Anchored,  and  after  placing  a  sling  round  the  boiler  with  a  guy  rope  attached; 
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the  heater  was  raised.  No  trouble  was  experienced  in  lifting,  but  when  slewing  the  jib 
the  boiler  rested  for  an  instint  on  the  eage  of  the  runner  waggon  and  releasing  itself 
"  took  charge,"  with  the  result  that  the  crane  waggon  capsized,  breaking  all  connections 
with  the  rails,  and  McGuire  was  crushed  below  the  balance  weight  and  Billed*  and  Alison 
•  had  both  legs  severely  injured.  McEwan  and  Stevenson  were  also  injured,  but  only 
slightly. 

The  crane,  which  is  an  ordinary  travelling  hand  crane  riding  on  a  four-wheeled  truck, 
is  fitted  with  holHing-ddwn  clamps  and  girders  which  may  be  drawn  from  beneath  the 
waggon  frame  and  packed  up  to  increase  the  bearing  surface.  Unfortunately  these  girders 
were  not  used,  and  to  this  omission  the  accident  must  be  attributed. 

It  is  to  be  regretted  that  Alison  attempted  to  perform  the  work,  as  he  had  no 
experience  of  the  precautions'  necessary  when  using  travelling  cranes.  His  action,  how- 
ever, can  only  be  imputed  to  excess  of  zeal. 

When  cranes  of  this  description  are  employed  skilled  men  should  always  be  in  charge, 
and  station  agents  and  others  inexperienced  in  their  use  should  be  strictly  prohibited 
against  performing  such  work  on  their  own  responsibility. 

« 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Departmei^t,  Board  of  Trade. 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  13th  November,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  October  22nd,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  near  Mexborough,  on  the  Great  Central  Railway, 
on  October  11th,  whereby  platelayer  Arthur  Vardy  was  fatally  injured. 

Vardy  was  one  of  a  gang  of  platelayers  of  which  William  Parnham  the  leadino^  man  was 
in  charge  during  the  absence  of  the  ganger,  who  was  going  over  his  length.  These  men 
were  employed  at  about  7  a.m.  in  removing  ballast  from  the  "  six-foot "  to  the  "  four-foot " 
way  of  the  up  main  line  about  150  yards  west  of  the  Ferryboat  signal-box.  Parnham  noticed 
a  goods  train  approaching  on  the  down  line  and  told  the  men  to  leave  the  "  six-foot"  way 
and  start  levellmg  tbe  ballast  on  the  up  line.  At  the  same  time  he  specially  cautioned 
them  to  keep  a  good  look-out  as  the  weather  was  foggy.  Vardy  was  working  between 
Parnham  and  a  platelayer  named  John  Jones.  They  were  about  five  yards  apart,  Jones 
being  in  the  most  easterly  position  and  consequently  nearest  to  trains  approaching  on  the 
up  line.  Just  as  the  goods  train  was  passing  on  the  down  line,  a  booked  light  engine . 
came  up  on  the  up  line.  Jones  did  not  see  the  engine  until  it  was  within  20  yards  of 
him,  when  he  shouted  to  the  other  men  and  just  managed  to  step  clear  of  it.  Parnham 
also  stepped  clear,  but  Vardy  was  knocked  down  by  the  engine  and  fatally  injured.  The 
driver  of  the  engine  did  not  see  the  men,  and  knew  nothing  of  the  accident  till  he  returned 
to  Mexborough.  He  states  that  he  was  keeping  a  good  look-out,  and  fi'om  the  evidence 
;iven  as  to  the  density  of  the  fog  I  do  not  consider  that  any  blame  should  be  attached  to 
Im.  The  fo^  appears  to  have  been  ijiainly  on  the  ground  and  constantly  moving,  being 
much  worse  in  some  places  than  in  others. 

Under  the  circumstances  I  am  of  opinion  that  Parnham  should  certainly  have  made 
his  gang  stand  clear  of  both  lines  during  the  time  that  the  goods  train  was  passing  on  the 
down  line,  in  accordance  with  Rule  273,  as  the  noise  of  the  passing  train  would  render  it 
especially  difficult  for  Jones  to  detect  the  approach  of  the  light  engine,  and  I  attribute  the 
accident  to  Pamham's  want  of  judgment  in  this  respect. 

I  have,  &c., 

J.    H.    ABMrXAGE. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade, 
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GREAT  CENTRAL  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  WhitehaU,  London,  S.W., 
Sir,  19th  December,  1901. 

I  HAVE  the  honour  to  report,  for  the  infom'jation  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  December  4th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  November  25th,  at  Nottingham,  on  the 
Great  Central  Railway,  whereby  goods  porter  John  Owen  was  injured. 

About  4.40  p.m.  Owen  was  engaged  in  drawing  some  waggons  into  the  goods  ware- 
house by  means  of  a  capstan.  The  capstan  rope  had  been  broken  earlier  in  the  day  and 
then  knotted  together.  The  loose  ends  at  the  knot  were  about  three  inches  in  length, 
and  in  trying  to  keep  these  ends  free  of  the  coils  on  the  capstan  Owen  got  one  of  his 
fingers  crushed.  I  was  unable  to  ascertain  who  was  responsible  for  making  such  a  rough 
joint  in  the  rope. 

The  presence  of  knots  in  capstan  ropes  is  not  at  all  desirable,  and  the  Company's 
representatives  have  now  agreed  to  make  arrangements  to  have  spare  ropes  on  hand  and 
to  have  the  broken  ropes  properly  spliced  instead  of  being  joined  by  knots.  These  pre- 
cautions should  prevent  similar  accidents  in  future. 

I  have,  &c^ 

J.  H.  Armttage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  30th  December,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  your  Order  of  December  4th,  the  result  of  my  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  the  19th  November  to  fireman  A.  J.  Culling  ton 
at  Norwich  Victoria  on  the  Great  Eastern  Railway. 

In  this  case  Cullington  was  working  as  fireman  with  a  light  engine  which  had  run 
from  Norwich  Thorpe  to  Norwich  Victoria.  On  arrival  at  the  latter  station  at  8.25  a.m. 
it  was  necessary  to  cross  the  engine  from  the  ''Down"  to  the  "Up"  line.  When 
the  engine  had  been  brought  to  a  stand  clear  of  the  cross-over  points,  driver  Bennett 
asked  Cullington  if  he  had  looked  into  the  screen,  to  ascertain  the  amount  of  water  in  the 
tender,  and  then  immediately  went  ahead.  Meanwhile  Cullington  had  gone  to  the  back 
of  the  tender,  and  in  returning  his  head  came  in  contact  with  an  overbridge,  and  he  was 
thrown  down  and  severely  injured. 

Cullington  was  aware  that  the  engine  was  about  to  pass  below  the  bridge,  therefore 
I  consider  he  is  to  blame  for  needlessly  placing  himself  in  a  position  of  danger. 

It  was,  however,  unwise  on  the  part  of  Bennett  to  address  such  a  remark  to  his 
fireman  until  he  knew  that  the  work  could  be  performed  in  safety,  when  the  engine  was 
at  rest,  and  for  this,  and  for  failing  to  satisfy  himself  that  Cullington  was  on  the  footplate 
before  starting  the  engine,  I  consider  he  also  is  to  blame. 

I  understand  that  water  gauges  are  being  attached  to  the  tenders,  but  as  a  consider- 
able time  may  elapse  before  the  whole  stock  is  fitted  in  this  manner,  I  think  the  Company 
might  with  advantage  issue  a  notice  drawing  the  attention  of  enginemen  to  the  danger  of 
going  to  the  back  of  tenders  while  engines  are  in  motion,  or  likely  to  be  moved,  and 
warning  them  against  such  a  practice. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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GREAT  EASTERN   RAILWAY. 

RaUway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  •  30th  December,  1901, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  December  10th,  the  result  of  my  inauiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  21st  November,  1901,  to  horselad 
H.  Foulser,  at  North  Walsham,  on  the  Great  Eastern  Railway. 

In  this  case  Foulser  was  in  charge  of  two  shunt  horses,  and  while  they  were  taking 
water  from  a  barrel  in  the  goods  yard  the  leading  horse  took  fright  and  bolted.  Foulser, 
with  the  intention  of  stoppmg  them,  dropped  the  horse-chain  hook  to  engage  a  stretcher 
bar,  and  his  hand  was  caught  between  the  chain  and  rail  and  somewhat  injured. 

The  mishap  appears  to  have  been  accidental,  but  at  the  same  time  it  is  desirable 
that  only  horses  thoroughly  used  to  the  work  and  not  easily  frightened  should  be 
employed  in  goods  yards. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  NORTHERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  29th  November,  1901. 

I  HAVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that 
in  accordance  with  the  Order  of  November  7th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  October  3rd  at  the  Copley  Hill  engine 
shed  at  Leeds,  on  the  Great  Northern  Railway,  whereby  cleaner  Edwara  Wyatt  was 
injured. 

Wyatt  and  another  cleaner  were  engaged  in  cleaning  the  motion  of  a  six-wheels- 
coupled  tender  engine  (No.  800)  which  was  booked  to  leave  Copley  Hill  at  5.15  p.m. 
About  4.30  p.m.  fireman  Fred  Luty,  who  was  booked  to  work  with  the  engine,  came  into 
the  shed,  ana  placed  the  necessary  head  and  tail  lamps  on  the  engine.  For  convenience 
in  oiling  he  wished  to  move  the  engine  ahead  about  a  quarter  of  a  turn.  While  on  the 
footplate  he  shouted  out  "  Look  out  800  I  "  and  then  went  to  the  bench  to  look  for  a  file. 
On  returning  to  the  footplate  he  again  shouted  out  "  Look  out  800  1  "  released  the  hand 
brake,  and  opened  the  regulator,  the  engine  having  been  put  in  forward  gear  by 
the  cleaners  for  convenience  in  cleaning.  The  warning  was  not  heard  by  Wyatt  or  his 
mate,  and  Wyatt,  who  was  cleaning  the  right-hand  big  end,  fell,  his  thigh  being  bruised 
between  the  eccentric  rods. 

The  following  instruction  is  posted  in  the  shed  : — "  Shed  shunters  or  enginemen 
must  not  move  any  engine,  whether  in  steam  or  otherwise,  without  first  ascertaining  that 
cleaners  or  others  are  not  engaged  in  any  work  about  the  engine."  The  fact  that  the 
engine  was  in  forward  gear  when  Luty  got  on  to  it,  should  have  been  an  indication  to 
him  that  someone  was  working  on  it,  as,  according  to  the  regulations,  all  engines 
standing  in  the  shed  must  be  left  in  mid-gear.  The  shed  appears  to  have  been 
fiurly  quiet  at  the  time  of  the  accident,  and  it  is  a  matter  for  surprise  that  the  cleaners 
did  not  hear  the  warnings  given  by  Luty,  but  the  accident  must  be  attributed  to  the 
fidlure  on  Luty's  part  to  carry  out  strictly  the  instruction  quoted  above.  Luty  also 
fidled  to  sound  the  whistle  before  moving  the  engine.  Had  he  done  so,  it  is  probable 
that  the  cleaners  would  have  heard  it  in  time  to  get  clear. 

I  have,  &c., 

J.  H.  Abmttaok. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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GREAT    NORTHERN    RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  •  3rd  January,  1902. 

I  HAVE  the  honour  to  report,  tor  the  mformation  of  the  Board  of  Trade,  that^ 
in  accordance  with  your  Order  of  December  5th,  I  have  held  an  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  October  26th  at  Dewsbury  on 
the  Great  Northern  Railway,  whereby  Thomas  Clifford  was  injured. 

About  10.30  a.m.,  Clifford,  who  was  in  the  employment  of  a  coal  merchant,  was 
engaged  in  unloading  coal  from  a  waggon  standing  in  the  "coal "  road.  There  was  a  fog 
at  the  time,  and  while  Clifford  was  standing  on  the  waggon  door,  which  was  isupported  in  k 
horizontal  position  by  means  of  a  prop,  the  waggons  in  the  road  were  moved  slightly 
6wing  to  other  waggons  being  placed  in  the  road  at  the  top  end.  The  prop  slipped  from 
tinder  the  door,  and  Clifford,  who  wis  not  aware  that  the  waggons  were  about  to  bef 
moved,  fell  to  the  ground,  his  side  being  bruised. 

Assistant  shunter  Edward  Sims,  who  was  in  charge  of  the  shunting  operations, 
wished  to  place  two  waggons  in  the  "  coal  "  road  just  clear  of  the  points  at  the  top  end. 
He  was  unable,  owing  to  the  fog,  to  see  what  waggons  were  in  the  siding,  but  was  under 
the  impression  that  these  two  waggons  would  not  come  into  contact  with  any  others 
already  in  the  siding.  He  accordingly  instructed  shunter  George  Mitchell  to  turn  the 
waggons  into  the  •'  coal  "  road.  Mitchell  states  that  he  shouted  and  whistled  to  warn 
any  men  who  might  be  unloading  in  the  "  coal "  road,  as  he  thought  that  the  waggons 
would  come  into  contact  with  the  others  in  the  siding,  and  then  allowed  the  waggons  to 
run  in,  with  the  result  that  Chfford  was  injured. 

Owing  to  the  density  of  the  fog  it  was  impossible  for  Mitchell  to  properly  carry  out 
Rule  112a  without  going  down  the  siding,  and  I  attribute  the  accident  to  his  neglect  in 
this  respect. 

I  have,  &c., 

J.  H,  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  NORTHERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  21st  Januan^,  1902. 

I  HAVE  the  honour  to  report,  tor  the  information  of  the  Board  of  Trade,  that^ 
in  accordance  with  the  Order  of  January  9th,  I  have  held  an  inquiry  into  the  cir- 
cumstanccs  attending  the  accident  which  occurred  on  December  12th,  at  Hitchin,  on  the 
Great  Northern  Railway,  whereby  goods  guard  Albert  Newbery  was  injured. 

Newbery  was  guard  of  the  1.20  p.m.  goods  train  from  King's  Cross  to  New  England, 
which  arrived  at  Cambridge  Junction  signal-box  at  Hitchin  at  5.27  p.m.  The  train  wad- 
set back  into  the  '•  Arlesey  "  siding,  and  about  four  shunts  were  made  by  the  train  engine, 
the  down  goods  line  which  crosses  the  Midland  main  lines  being  used  as  a  shunting  spur. 
After  the  shunting  was  completed,  the  train  was  coupled  up  by  Newbery,  who  signalled 
to  the  driver  that  the  train  was  ready  to  proceed,  and  then  got  into  his  van.  The  driver 
started  the  train,  which  ran  into  the  buffer  stops  about  10  yards  beyond  the  yard  signals, 
instead  of  proceeding  along  the  down  goods  line. 

The  engine  was  sligntly  damaged,  and  Newbery  was  thrown  down  in  his  brake, 
sustaining  injuries  to  his  head.  The  engine  was  standing^  about  40  yards  from  the  yard 
signals  when  it  started  to  leave  the  yard,  and  the  driver,  Thomas  Vines,  and  his  fireman, 
Alfred  Baxter,  state  that  immediately  before  the  train  started  the  signal  was  '*  off  *'  for 
them  to  proceed  on  the  down  goods  Ime,  but  neither  of  them  looked  at  the  signal  again. 
Signalman  William  Disbrey  was  on  duty  in  the  Cambridge  Junction  signal-box,  which  is 
almost  opposite  the  yard  signals,  on  the  far  side  of  the  main  lines.  He  states  that  he  put 
the  signal  in  question  to  danger  before  the  engine  had  passed  it  when  backing  on  to  the 
train  for  the  last  time.     After  the  engine  was  over  the  points  he  reversed  them  and  then 
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set  the  road  for  an  up  Midland  passenger  train,  which  passed  his  hox  at  5.54  p.m.  There 
is,  unfortunately,  no  independent  evidence  as  to  the  exact  time  when  the  signal  was 
placed  at  danger*  but  there  is.no  do abt  that  the  train  passed  the  signal  when  it  was  in 
that  position.  The  signals  were  on  the  firemen's  side  of  the  engine,  and  if  he  had  kept 
his  eye  on  the  signal  until  the  engine  had  passed  it  1  have  no  doubt  the  accident  would 
have  been  averted.  Driver  Thomas  Vines  was  well  aware  that  this  signal  is  liable  to  be 
put  at  danger  at  any  moment,  in  order  to  permit  of  the  passage  of  Midland  trains,  and  J, 
consider  that  he  is  to  blame  for  not  satisfying  himself  that  the  signal  was  '^  off"  while  he 
was  approaching  it.  j.         . 

1  have,  &c., 

J.  H,  Abmytagb. 
The  Assistant  Secretary,  .  .      ;    i 

Railway  Department,  Board  of  Trade,  .  > 


iMi 


GREAT    NORTHERN    RAILWAY. 


li 


Railway  Department,  Board  oif  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  18th  March,  1902. 

1  HAVK  the  honour,  to  report,  for  the  information  of  the  Board  of  Trade,  ill 
accordance  with  your  Order  of  February  21st,  the  result  of  my  inquiry  into  the  caused 
of  the  fatal  accident  which  occurred  on  the  1 7th  December  to  platelayer  J.  Carrington, 
at  Nottingham,  on  the  Great  Northern  Railway. 

About  3  p.m.  Carrington  was  engaged  screwing  up  fish  plate  bolts  on  the  down  line 
a  few  yards  distant  fi-om  London  Road  high  level  steition,  when  his  attention  was 
evidently  attracted  to  a  train  leaving  the  station  on  the  up  line,  and  failing  to  notice  the 
approach  of  a  train  on  the  down  line,  Carrington  was  knocked  down  and  run  over  with 
fatal  results. 

From  the  place  where  the  accident  occurred  there  is  a  clear  view  of  80  yards,  and 
althousfh  this  distance  is  not  great,  the  work  Carrington  was  engaged  upon  was  of 
such  a  nature  that  he  could  without  inconvenience  keep  a  good  look-out  while  performing 
his  duties  and  have  ample  time  to  step  clear  of  the  rails  as  necessity  arose,  and  for  this 
reason  a  look-out  man  was  not  considered  necessarv. 

Carrington  was  thoroughly  experienced  in  the  work,  knew  the  running  of  the  trains, 
was  well  acquainted  with  the  place,  and  I  have  no  doubt  fully  realised  that  a  constant 
look-out  was  essential,  but  owing  to  a  momentary  abstraction  his  attention  was  withdrawal 
from  the  line  at  which  he  was  enofasred  and  he  was  run  down  and  killed. 

.  This  seeming  want  of  alertness  may  have  been  due  to  the  insufficient  rest  which 
Carrington  had  been  allowed,  as  I  find  that  from  midnight  on  the  day  prior  to  the  mishap 
he  had  worked  lo^  hours,  with  intervals  of  half-an-hour  and  one  hour  for  meals  followed 
by*  6^  hours'  rest,  when  he  was  again  called  out  at  11.30  p.m.  to  work  another  4^  hour^ 
and,  after  a  rest  of  only  3  hours,  which  by  the  way  was  taken  in  the  platelayers'  cabin, 
he  again  commenced  duty  and  had  worked  8^  hours  to  the  time  of  the  accident  with  the 
usual  allowance  for  meals  ;.  therefore  the  deceased  man  had  worked  23|  hours  out  of  a 
total  of  39^  hours. 

This  duty  is  certainl}"  excessive,  and  although  it  is  explained  by  the  feet  that  a 
fievere  storm  had  been  raging  during  the  night,  yet  I  consider  that  foreman  platelayer 
Smith  should  not  have  allowed  Carrington  and  the  other  men  under  his  charge  to 
commence  work  after  being  off  duty  for  such  a  short  period,  and  I  think  the  Compan;^ 
should  take  steps  to  prevent  a  repetition  of  such  working,  by  impressing  their  foremen 
platelayers  and  others  in  authority  with  the  necessity  for  providing  relief,  so  that  the  men 
under  their  control  will  not  be  required  to  work  such  excessive  hours,  nor  allowed  to 
commence  work  after  such  short  intervals  of  rest. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


I  have,  &c., 

John  P.  S.  Main. 


I  •.;<.• 


>.. 
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GREAT    NORTHERN    RAILWAY    OF  IRELAND. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  9th  December,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  November  19th,  the  result  of  my  enquiry  into  the 
circumstances  attending  the  fetal  accident  which  occurred  on  the  5tn  October  to 
cleaner  Joseph  Butler  at  Belfast  Steam  Sheds  on  the  dreat  Northern  Railway  of 
Ireland. 

In  this  case,  as  Butler  was  passing  between  two  engines  which  were  standing  a  few 
feet  apart  on  No.  5  siding,  one  of  the  engines  whicii  was  in  steam  was  moved  by 
firelighter  James  Martin  for  the  purpose  of  placing  it  over  the  pit,  and  Butler  was  caught 
between  the  buffers  and  crushed  with  fatal  results. 

Martin  had  no  authority  to  move  the  engine,  and  admits  that  be  was  to  blame  in 
foiling  to  pay  attention  to  instructions  of  which  he  was  aware,  but  he  stated  that  it  was  a 
common  practice  for  cleaners  to  move  engines  about  the  shed,  and  that  in  this  case  he  gave 
warning  by  shouting  and  sounding  the  engine  whistle.  Although  I  may  be  inclined  to 
believe  the  former  statement,  I  cannot  accept  the  latter  as  no  one  heard  the  warning, 
although  two  lads  were  standing  a  few  yards  distant  from  the  engine. 

Cleaner  Butler  had  only  been  in  the  service  about  two  weeks  and  had  never  been 
warned  against  the  dangerous  practice  of  passing  between  the  buffers  of  engines  standing 
in  close  proximity. 

I  consider  it  advisable  when  lads  are  employed  in  such  a  capacity  for  special  warning 
to  be  given  them  against  dangers  of  this  description,  and  also  that  the  strictest  supervision 
should  be  exercised  to  see  that  the  instructions  in  regard  to  the  movement  of  engines  in 
steam  sheds  are  strictly  adhered  to. 

T  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT    NORTHERN    AND    GREAT    EASTERN    JOINT    RAILWAYS. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.VV., 
Sir,  25th  November,  1901. 

I  HAVE  the  honpur  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  October  31st,  the  result  of  my  inquiry  into  the 
circumstances  attending  the   fatal   accident  which    occurred    on    the   17th   October  to 

fuard  Benjamin  West  at  Walkeringham  on  the  Great  Northern  and  Great  Eastern 
oint  Railways. 

In  this  case,  during  shunting  operations  at  Walkeringham  it  was  necessary  to  "  pick 
up  "  a  truck  which  was  standing  in  No.  2  siding  so  that  it  might  he  attached  to  a  goods 
train  which  was  standing  on  the  down  main  line.  For  this  purpose  the  engine  with  two 
trucks  was  backed  into  the  siding,  and  after  West  had  effected  the  coupling  he  shouted 
out  "  Right  on  train,"  and  placing  his  coupling-pole  across  the  buffer  and  diuw-bar  hook 
he  raised  himself  on  his  elbows  with  the  intention  of  riding  in  this  manner  behind  the 
waggon.  In  the  meantime  the  points  had  been  closed  for  the  main  line  and  set  for  a 
short  safety  spur,  ending  in  a  stop  block. 

Driver  Kirk  being  unable  to  see  the  disc  signal  controlling  the  points  from  his  side 
.of  the  engine  accepted  his  fireman's  statement  of  "  Right  out  "  as  an  assurance  that  the 
road  was  properly  set  and  the  signal  ''  Off  "  for  the  outlet  to  the  main  line.  The  fireman, 
however,  mistook  the  cross-over  road  disc  signal,  which  he  states  was  showing  clear,  for 
the  one  applying  to  No.  2  road,  with  the  result  that  the  engine  ran  into  the  dead-end, 
and  colliding  with  the  stop-block  West  was  thrown  fix>ni  his  position,  and  the  waggons 
rebounding  he  was  run  over  and  sustained  injury  which  subsequently  proved  fatal. 

There  was  no  necessity  for  West  to  take  up  such  a  position,  which  in  any  case  is 
attended  with  great  danger,  therefore  the  primary  cause  of  the  accident  was  due  to  want 
of  caution  on  tibe  part  of  the  deceased. 
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Driver  Kirk  should  have  satisfied  himself  that  the  outlet  disc  signal  was  showing 
clear  before  starting  the  engine,  and  his  failure  to  do  so  was  contributory  to  the  accident 
It  is,  however,  diflficult  for  a  driver  to  obtain  a  good  view  of  this  signal  when  standing  in 
No.  2  siding,  and  I  think  that  the  disc  might  with  advantage  be  placed  in  a  better 
position. 

In  view  of  this  unfortunate  accident,  I  consider  the  joint  Companies  should  again 
draw  the  special  attention  of  guards,  shunters,  and  others  to  the  danger  of  riding  on 
the  buffers  or  outside  waggons  during  shunting  operations,  and  should  strictly  prohibit 
such  a  practice. 

I  have,  &c., 

John  P,  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT    SOUTHERN    AND    WESTERN    RAILWAY    (IRELAND). 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  17th  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  January  3()th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  November  27th  at  Aughervilla  Level 
Crossing,  near  Claremorris,  on  the  Great  Southern  and  Western  Railway  (Ireland), 
whereby  gatekeeper  Burris  Ormsby  was  injured. 

The  gates  at  this  crossing  are  not  protected  by  fixed  signals,  and  Ormsby,  who  had 
been  in  charge  of  the  crossing  for  six  years,  had  always  made  a  practice  of  leaving  the 
gates  across  the  railway  after  the  last  train  had  passed  each  night,  although  he  was  aware 
that  such  a  practice  was  contrary  to  Rule  118  of  the  R.C.H.  Rule  Book.  Ormsby 's 
house  adjoins  the  crossing,  and  at  about  7.20  a.m.  he  became  aware  of  the  approach  of  a 
train  from  Claremorris.  He  ran  out  and  opened  one  of  the  gates,  but  he  had  not  time  to 
open  the  other  one,  part  of  which  was  carried  away  by  the  engine.  The  top  and  bottom 
bars,  however,  were  swung  sharply  towards  the  roadway  where  Ormsby  was  standing. 
He  was  knocked  down  and  sustained  injuries  to  his  head  and  ribs.  Driver  Michael  Ward 
was  in  charge  of  the  train,  which  was  a  booked  special  of  empty  cattle  waggons  from 
Tuam  to  Kiltimagh.  Ward  had  a  clear  view  of  the  gates  for  about  400  yards,  the  gradient 
being  1  in  70  felling  towards  the  crossing.  The  train  was  running  two  hours  before  the 
booked  time,  and  Ward  was  aware  that  the  gatekeepers  had  not  been  advised  of  the  fact- 
Under  those  circumstances  he  should  have  been  especially  careful  to  keep  his  train  well  in 
hand  and  be  in  a  position  to  stop  at  any  of  the  gates.  That  he  failed  to  do  so  is  evident 
from  the  fact  that  his  engine  travelled  about  180  yards  after  striking  the  gate,  and  he 
must  therefore  be  held  responsible  for  the  accident. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT   SOUTHERN  AND   WESTERN   RAILWAY   (IRELAND). 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  17th  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  January  Slst,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  December  20th  at  Limerick  Junction,  on  the 
Great  Southern  and  Western  Railway  (Ireland),  whereby  driver  James  Soye  was  injured. 

Soye  was  driver  of  the  9.30  p.m.  goods  train  from  Limerick  to  Dublin.  His  engine 
was  a  six- wheels-coupled  tender  engine,  the  steam  chest  lubricator  being  fitted  on  the 
right-hand  side  of  the  smoke-box. 

When  the  train  started  to  leave  Limerick  Junction  about  11.15  p.m.  Soye  went  out 
on  to  the  framing  with  a  hand  lamp  and  oil-feeder,  in  order  to  attend  to  the  lubricator. 

11866  IT 
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He  removed  the  cap  from  the  lubricator  and  stepped  back  slightly  while  the  water  which 
had  collected  inside  was  escaping.  The  weather  was  frosty  and  he  slipped  off  the  buffer- 
plank,  falling  in  front  of  the  engine.  He  caught  the  ash-pan  with  his  left  hand,  and  was 
dragged  forward,  until  the  engine  was  stopped  by  his  fireman,  w^ho  had  noticed  his 
absence  from  the  framing.     Some  of  Soye's  ribs  were  broken  and  his  back  was  bruised. 

it  was  stated  by  Soye  that  steam  is  apt  to  condense  in  these  lubricators  if  the  engines 
stand  for  any  length  of  time  in  cold  weather,  and  that  he  had  consequently  made  a 
practice  on  cold  nights  of  attending  to  the  lubricator  immediately  after  the  engine  had 
been  started.  There  is  no  doubt  that  the  practice  is  a  dangerous  one,  but  I  am  afraid 
that  it  is  by  no  means  uncommon.  The  Company  are  now  fitting  sight-feed  lubricators 
on  the  footplates  of  all  new  engines,  and  it  is  to  be  hoped  that  they  will  take  steps  as  soon 
as'  possible  to  remove  the  necessity  for  men  to  go  out  on  to  the  framing  ot  engines  in 
motion,  and  issue  instructions  forbidding  such  a  dangerous  practice. 

I  have,  &c., 

J.  H.  Abmytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT   WESTERN   RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  9th  December,  190L 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  November  29th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  November  5th,  near  Withington,  on  the  Great 
Western  Railway,  whereby  packer  Zachariah  Harris  was  fatally  injured. 

On  commencing  duty  at  Withington  Station  about  6  a.m.  Harris  was  instructed  by  his 
ganger,  Alfred  Matthews,  to  walk  to  the  west  end  of  the  length  and  back  to  tighten  up  the 
:eys  where  necessary  and  also  to  replace  several  fishplate  bolts  which  were  loose,  and  one  on 
the  down  line  which  was  broken.  The  length  terminates  about  a  quarter  of  a  mile  from  the 
station.  Harris  had  finished  the  up  road  and  while  returning  on  the  down  road,  reached  the 
«pot  where  the  bolt  was  broken  about  7.18  a.m.  A  goods  train  was  then  passing  on  the 
Tip  line,  and  Harris  apparently  stood  in  the  four-foot  of  the  down  line.  Owing  to  the  fog, 
•which  appears  to  have  been  very  dense  on  the  west  side  of  Withington  Station,  he  failed 
to  notice  the  approach  of  a  down  goods  train,  the  engine  of  which  caught  him.  His  body 
was  found  about  70  yards  further  west.  The  accident  must  be  attributed  to  the  fact  of 
the  unfortunate  man  having  neglected  to  carry  out  Rule  i73A,  in  accordance  with  which 
rule  he  should  have  stood  clear  of  both  roads  while  the  up  train  was  passing. 

At  the  same  time  I  am  of  opinion  that,  having  regard  to  the  foggy  state  of  the 
weather,  ganger  Matthews  should  not  have  instructed  Harris  to  do  any  work  other  tham 
that  which  was  necessary  for  the  immediate  safety  of  trains  passing  over  the  line.  The 
replacing  of  the  loose  bolts  cannot  be  brought  into  this  category,  as  it  was  admitted  by 
Matthews  that  such  work  is  only  done  about  once  a  month.  There  is  no  doubt  that  the 
fog  was  more  dense  on  the  west  side  than  on  the  east  side  of  the  station,  where  Matthews 
gave  his  instructions  to  Harris,  but  Matthews  was  well  aware  from  previous  experience 
that  such  was  usually  the  case. 

1  have,  &c., 

J.  H.  Armttaqe. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT    WESTERN    RAILWAY. 


Railway  Department,  Board  of  Trade,  • 

1,  Whitehall,  London,  6.W., 
Sib,  9th  December,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  November  29th,  I  have  held  an  inquiry  i^to  th^  circum- 
stances attending  the  accident  which  occurred  on  November  13th  at  Slough,  on  the  Great 
.Western  Railway,  whereby  Assistant  Shunter  Harry  Faisey  was  injured. .  . 


1  o.) 

About  8.0  p.m.  an  up  goods  train  was  standing  on  the  up  relief  line  which  rtinfl 
alongside  No.  3  platfonn.  Next  to  this  line  is  the  "  middle  road,"  and  beyond  that  is  No.  2^ 
down  platfonn  line.  There  is  a  lead  from  the  up  relief  line  to  the  middle  road  at  the  East 
end  of  the  platform,  and  one  from  the  down  line  to  the  middle  road  at  the  West  end.  Li' 
accordance  with  instructions  given  by  Faisey,  the  engine  and  part  of  the  goods  train  had 
gone  ahead  over  the  points  in  order  to  pick  up  some  waggons  standing  on  the  middle 
road,  but  before  the  points  were  altered  it  was  discovered  that  the  waggons  were  no*'» 
intended  for  that  train,  but  for  a  down  train  which  was  standing  in  the  ya^d.  Faisey 
accordingly  gave  instructions  for  the  up  train  to  be  coupled  up  again,  and  apparently 
started  to  walk  to  the  opposite  end  of  the  waggons  in  the  middle  road.  Before  he  reached 
the  waggons  he  was  struck  by  the  engine  of  the  7.12  p.m.  passenger  train  from 
Paddin^^n  to  Windsor,  which  was  travelling  on  No.  2  platform  line,  and  which  stopped 
at  Slough.  His  left  shoulder  was  bruised  and  there  was  a  wound  in  his  left  thigh 
probably  caused  by  the  hook  of  his  shunting  pole. 

Faisey  could  have  had  a  clear  view  of  the  approach  of  the  passenger  train  for  a 
quarter  of  a  mile,  and  the  accident  must  be  attributed  to  his  own  want  of  caution. 

I  have,  &c., 

J.  H.  Armytaqs. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT    WESTERN    RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  10th  February,  1902.   , 

I  havp:  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  January  2*lth,  the  result  of  my  inquiry  into  the  circum-- 
stances  attending  the  &tal  accident  which  occurred  on  the  27th  December  to  J.  Holtonat 
Maidenhead  on  the  Great  Western  Railway. 

About  3.45  p.m.  Holton  and  two  other  men  employed  by  the  Maidenhead  Corpora- 
tion were  unloading  granite  from  a  truck  standing  in  a  siding  used  for  unloading  purposes, 
and  while  so  engaged  a  train  of  waggons  was  shunted  into  the  siding  and  colliding  with- 
the  standing  waggon,  Bolton  was  thrown  from  the  waggon  into  the  four-foot  way  and  run 
over  with  fatal  results.  Shunter  Somers  who  was  in  charge  of  the  shunting  operations 
assfBTts  that  he  shouted  to.  warn  the  men  from,  a  distance  of  about.  60  yards,  and  seeing  the 
horse  and  cart  moved  away  from  the  waggon,  concluded  that  sufficient  warning  had  been 
received. 

The  men  however  state  that  they  had  no  warning  of  any  description,  and  although 
Somers  statement  may  be  correct  he  did  not  comply  with  the  special  instructions 
contained  in  the  Company's  Appendix  and  walk  the  whole  length  of  the  waggons  and 
personally  caution  each  individual  before  giving  a  signal  for  the  waggons  to  be  moved,  and 
for  this  omission  he  is  to  blame. 

I  have,  iSbc, 

John  P.  S,  Main. 
The  Assistant  Secretarv, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  19th  December,  1901. 

I  HAVB  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  December  6th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  November  18th  at  Newton  Heath  on  the 
Lancashire  and  Yorkshire  Railway,  whereby  Cleaner  Edward  Power  was  injured. 

About  10.25  a.m.  Power  and  a  labourer  named  William   Turner  were  engaged  in 
removing  ashes  from  the  lines  in  the  locomotive  shed  yard  to  the  ashpit  by  means  of  a 
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wheelbarrow.  Turner  had  loaded  the  barrow  and  Power  was  wheeling  it  down  the  six- 
foot  way  between  No.  13  shed  road  and  No.  2  siding  which  was  full  of  waggons.  These 
roads  converge  and  the  last  waggon  was  standing  close  to  the  point  of  convergence.  Just 
as  Power  was  approaching  this  waggon,  a  tank  engine  came  down  No.  13  road  and  struck 
the  barrow.  Power  was  knocked  dowTi  and  his  left  leg  was  broken.  Owing  to  a  curve 
in  the  line  and  the  position  of  the  waggon  Power  could  not  see  the  engine  approaching 
and  the  driver  was  also  unable  to  see  Power.  Turner  was  standing  about  20  yards  away 
and  shouted  to  warn  Power,  but  without  effect. 

Power  was  still  in  hospital  at  the  time  of  my  inquiry  and  I  was  unable  to  obtain  his 
evidence,  but  I  consider  that  the  accident  may  be  attributed  to  misadventure. 

I  have,  &c., 

J.  H.  Abmttaoe. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  3rd  January,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  December  6th,  I  have  held  an  inquiry  into  the  circimi- 
Btances  attending  the  accident  which  occurred  on  Sunday,  November  24th,  at  the  Leeds 
engine  shed,  on  the  Lancashire  and  Yorkshire  Railway,  whereby  Cleaner  Ernest  Varley 
was  injured. 

Varley  was  acting  as  assistant  to  Coalman  Walter  Chadwick,  who  was  acting  as 
shedman.  About  10.0  a.m.  Chadwick,  who  was  in  charge  of  a  six-wheels-coupled  goods 
engine,  wished  to  attach  it  to  a  "  dead  *'  engine  standing  on  No.  1  road  in  the  shed. 
Varley  accordingly  stood  astride  of  the  pit  in  No.  1  road,  holding  the  coupling  of  the 
"  dead  "  engine  in  his  hand.  As  Chadwick's  engine  came  against  the  "  dead  "  engine, 
Varley  slipped,  and  tried  to  save  himself  from  falling  by  catching  hold  of  the  buffer 
plunger.  The  buffers,  however,  were  being  closed  up,  and  Varley's  hand  was  crushed 
between  the  buffer  head  and  the  casting. 

The  mishap  was  mainly  of  an  accidental  nature,  but  Varley  would  have  acted  more 
wisely  if  he  had  not  attempted  to  couple  up -until  Chadwick's  engine  had  come  to  a  stand, 
instead  of  placing  himself  in  such  an  insecure  position  while  the  engine  was  approaching. 

I  have,  etc., 

J.  H.  Armttagb. 
.    The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


^  LONDON  AND  NORTH  WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  3rd  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  January  15th  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  1 3th  December  to  r orter  0.  Mc Adam 
at  Canada  Dock  Goods  Station,  on  the  London  and  North  Western  Railway, 

In  this  case  four  refrigerator  cars  were  being  drawn  by  three  horses,  and  McAdam, 
when  attempting  to  detach  the  horse  chain  from  the  draw-bar  hook  of  the  leading  truck, 
as  the  horses  were  turned  out  of  the  four-foot  way,  was  unable  to  do  so  owing  to  the 
tautness  of  the  chain,  and  as  the  trucks  moved  forward  McAdam  was  caught  between  the 
horse  chain  and  the  end  of  the  car  and  crushed. 

The  mishap  appears  to  have  been  of  an  accidental  nature.  At  the  same  time  the 
system  of  attaching  horse  chains  to  the  draw-bar  hooks  of  waggons  is  attended  with  more 
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danger  than  when  the  chains  are  attached  to  the  side  loops  fixed  on  the  sole^bars. 
However,  in  this  case  I  find  that  it  is  not  feasible  to  adopt  the  latter  coarse  as  the  cars 
have  to  pass  over  dock  lines  where  the  clearance  is  insufficient  to  allow  the  horses  to  walk 
clear  of  the  four-foot  way,  but.  to  reduce  the  danger  the  brakesmen  who  act  as  uncouplers 
should  bring  the  cars  nearly  to  rest  before  attempting  to  detach  the  horse  chains. 

I  have,  &c., 
The  Assistant  Secretary,  John  P.  S.  Main. 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH   WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  WhitehaU,  London,  S.W., 
Sir,  •  29th  January,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  January  loth,  1  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  December  16th  at  Ravensthorpe,  on  the 
London  and  North  Western  Railway,  whereby  Goods  Porter  Arthur  Robinson  was 
injured. 

Robinson  had  been  instructed  by  his  foreman,  John  Hawksworth,  to  fasten  the  sheet 
strings  of  a  waggon  loaded  with  goods  for  Leeds  which  was  standing  In  No.  9  road  in  the 

foods  yard.  About  7.30  p.m.  while  Robinson  was  standing  at  the  end  of  this  waggon, 
[awksworth,  who  was  engaged  in  marshalling  an  up  goods  train,  allowed  another  waggon 
to  run  into  No.  9  road,  with  the  result  that  the  Leeds  waggon  was  struck  by  it,  and 
Robinson  was  knocked  down  in  the  four-foot  way.  His  left  foot  was  injured,  apparently 
by  the  flange  of  one  of  the  wheels.  No  warning  was  given  to  Robinson  that  the  shunt 
was  about  to  be  made,  and  Foreman  Hawksworth  must  be  held  responsible  for  his  neglect 
in  this  respect. 

The  sheet  strings  ought  to  have  been  festened  before  the  Leeds  waggon  was  placed 
in  No.  9  road,  and  instructions  have  now  been  issued  that  all  such  work  is  to  be  done 
before  the  waggons  leave  the  immediate  vicinity  of  the  warehouse. 

I  have,  &c.. 
The  Assistant  Secretary,  J.  H.  Akmytage. 

Railway  Department,  Board  of  Trade. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  13th  January,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  January  2nd,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  19th  November  to  carriage  cleaner 
John  Higgins  at  New  Cross  on  the  London,  Brighton,  and  South  Coast  Railway. 

In  this  case  Higgins  and  another  carriage  cleaner  named  Thrasher  were  walking 
along  the  six-foot  way,  between  the  "Down  arrival  platform  line  and  No.  2  "Up 
road,  with  the  intention  of  going  to  clean  some  carriages  standing  in  a  storage  siding  a 
short  distance  beyond  the  station.  As  a  train  of  empty  coaches  running  on  the  "  Up  " 
line  was  passing  them  a  passenger  train  approached  on  the  "  Down  "  line,  and  Thrasher, 
taking  fright,  jumped  on  the  footboard  of  one  of  the  carriages  of  the  empty  train,  and, 
in  doing  so,  struck  Higgins,  who  fell  against  the  leading  brake  van  of  the  passenger  train 
and  sustained  injuries  which  with  subsequent  complications  proved  fatal. 

The  accident  was   due  to  fright  on  the  part  of   Thrasher,  who  has  since  been  "^ 
dismissed  the  service  for  other  reasons,  and  the  necessity  for  the  men  having  to  take  such 
a  dangerous  path  for  such  a  purpose  amongst  passing  trains. 

Under  existing  conditions  there  appears  to  be  no  better  route  than  the  one  at  present 
used,  but  to  lessen  the  danger  the  representatives  of  the  Company  who  attended  my 
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inqiiiry  agreed  to  make  arrangement  bo  that  in  future  it  will  not  be  necessary  for 
carriage  cleaners  to  walk  along  this  path  during  the  passage  of  trains  or  while  shunting 
operations  are  being  carried  on. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
§IB,  23rd  January,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  January  16th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  at  Newhaven  Harbour  on  the  London, 
Brighton,  and  South  Coast  Railway  on  December  Slst,  whereby  labourers  John  Calvo 
and  James  Winyard  were  injured. 

Oalvo  and  Winyard  were  attached  to  the  breakdown  gang  which  arrived  from 
Brighton  about  8.0  a.m.  in  order  to  re-rail  some  waggons  wnich  had  been  in  collision 
about  5.0  a.m.  A  goods  brake,  an  Aldershot  Gas  and  Water  Company's  waggon,  and  a 
London,  Brighton,  and  South  Coast  waggon,  which  were  on  the  "  Gully  "  road  were 
buffer-locked,  and  a  South-Eastern  Company's  waggon  loaded  with  cement,  which 
had  originally  been  travelling  on  the  "  Chalk  "  road,  was  standing  on  the  ballast  parallel 
to  the  "  Gully  "  road.  This  waggon  was  just  opposite  the  Aldershot  waggon,  and  there 
was  a  space  of  about  2  feet  6  inches  between  them.  In  order  to  release  the  buffers  of  the 
London,  Brighton,  and  South  Coast  waggon,  the  Aldershot  waggon  was  raised  at 
one  end  by  means  of  a  jack  which  rested  on  the  ground  between  the  Aldershot  waggon 
and  the  South-Eastem  waggon.  After  the  buffers  had  been  released,  the  jack  was 
left  in  the  same  position,  and  the  waggon  appeared,  in  the  opinion  of  the  locomotive 
foreman  in  charge  of  the  work,  to  be  quite  secure,  Calvo  and  Winyard,  who  were 
standing  between  the  Aldershot  waggon  and  the  South-Eastern  waggon,  were  called  to 
assist  in  pushing  the  London,  Brighton,  and  South  Coast  waggon  down  the  road. 
Before  they  were  clear,  however,  the  Aldershot  wagjfon  tilted  over  against  the  South- 
Eastem  waggon,  and  both  men  were  injured.  Calvo's  right  ^Tist  was  fractured, 
and  Winyard  sustained  abdominal  injuries. 

No  action  apparently  was  taken  by  any  of  the  men  engaged  in  the  work  which 
would  account  for  the  sudden  movement  of  the  Aldershot  waggon,  and  I  am  of  opinion 
that  the  mishap  may  be  regarded  as  one  of  an  accidental  nature. 

I  have,  &c., 

J.  H.  Aamttage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W. 
Sir,  12th  November,  1901. 

I  H  A  VE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accordance 
with  your  Order  of  October  26th,  the  result  of  my  enquiry  into  the  circumstances  attending 
the  fatal  accident  which  occurred  on  the  3rd  October  to  John  Wilmot  at  Derby,  on  the 
Midland  Railway. 

In  this  case,  when  Wilmot  was  working  with  three  other  men  shovel -packing  some 
sleepers  on  the  down  goods  line  at  the  north  end  of  Derby  station,  a  light  engine,  which 
had  been  standing  at  the  down  home  signal  about  80  yards  from  the  place  where  the 
accident  occurred,  was  brought  fon\^ard  by  driver  Grattidge.  Two  of  the  men  jumped 
clear,  but  Wilmot  and  Stevens  who  were  working  together  were  struck  by  the  engine,  and 
Wilmot  was  run  over  and  fatally  injured. 
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The  accident  appears  to  have  been  due  to  an  indiflFerent  look-out  on  the  part  of  drivef 
Grattidge  when  starting  the  engine,  and  to  the  failure  to  provide  protection  by  appointing 
a  look-out  man  for  the  men  who  were  working  in  such  a  busy  place,  by  assistant-ganger 
Brough  who  was  in  charge  of  the  work. 

I  find  that  the  Company  have  no  instruction  other  than  Rule  273  F  for  the  protection 
of  platelayers,  and  as  this  rule  leaves  it  entirely  to  the  discretion  of  the  man  in  charge  of 
the  work  to  provide  a  look-out  man  when  necessary,  I  consider  that  a  more  definite 
instruction  is  required  to  the  eflfect  that  when  two  or  more  men  are  working  together  on 
the  permanent  way,  or  oiling  or  cleaning  points  in  busy  yards,  one  of  them  must  in  all 
cases  act  as  look-out  as  a  precaution  against  accidents  similar  to  the  one  under  enquiry* 

I  have,  &c., 
The  Assistant. Secretary,  John  P.  S.  Main. 

Railway  Department,  Board  of  Trade, 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir, 

I  HAVB  the  honour  to  report,  lor  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  their  Order  of  November  18th  I  have  held  an  enquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  October  23rd,  at  Hunslet  Lane 
Leeds,  on  the  Midland  Railway,  whereby  Harry  Foster  Ward,  a  trimmer  employed  in 
the  electrical  department  was  injured. 

About  1,15  p.m.  Ward  was  standing  on  a  ladder  while  attending  to  an  arc  lamp 
fixed  on  the  wall  of  the  Old  Warehouse.  It  was  necessary  for  the  foot  of  his  ladder  to 
stand  in  the  "  four-foot "  way  of  the  cattle  dock  road,  but  before  placing  it  there  he  had 
received  permission  from  the  foreman  shunter  to  do  so.  The  cattle  dock  road  was  nearly 
full  of  waggons,  the  end  waggon  being  about  three  yards  from  the  ladder.  The  pilot 
engine  belonging  to  the  Leeds  Corporation  Gasworks  was  engaged  in  shunting  at  the  far 
end  of  the  cattle  dock  road,  and,  without  giving  any  warning  to  the  railway  staflf,  the 
Corporation  shunter,  Cornelius  Brown,  instructed  the  driver  to  push  the  waggons  in  the 
road  down  a  short  distance.  Another  trimmer,  who  was  standing  at  the  foot  of  the  ladder, 
shouted  to  Ward,  but  the  ladder  was  struck  by  the  waggons,  and  Ward  injured  his  ankle 
.  in  jumping  to  the  ground.  It  has  always  been  a  recognised  practice  for  the  Corporation 
staff  to  obtain  permission  from  the  railway  staff  before  performing  any  shunting  operations 
which  might  foul  the  cattle  dock  road  at  the  "  warehouse  "  end,  and  the  responsibility  for 
this  accident,  which  might  have  been  attended  with  more  serious  results,  rests  with 
the  Corporation  shunter,  Cornelius  Brown. 

'  Since  the  accident  written  instructions  as  to  the  method  of  working  have  been  issued 
to  all  concerned,  and  arrangements  have  also  been  made  for  the  lamp  in  question  to  be 
cleaned  at  a  time  when  the  Corporation  pilot  engine  is  not  working.  These  precautions 
should  effectually  prevent  the  occurrence  of  similar  accidents  in  future. 

I  have,  &c.. 
The  Assistant  Secretary,  J.  H.  Armytaqb. 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
SiK,  29th  November,  19(U. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  November  18th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  at  Bradford,  on  the  Midland  Railway,  on 
October  24th,  whereby  number-taker  Roger  Fenwick  was  injured. 

Fenwick  was  on  duty  in  the  ofoods  yard  about  3  p.m.  when  a  train  of  empty  ballast 
Waggons  arrived  on  the  up  main  line  from  Manningham.     He  got  on  to  the  step  of  the 
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brake  van  and  spoke  to  the  flagman,  who  told  him  that  he  need  not  take  the  numbers  of 
the  waggons.  As  the  train  was  setting  back  into  No.  4  (^.oal  siding  the  guard  who  was 
on  the  ground  told  Fenwick  to  get  off  the  brake,  but  Fenwick  took  no  notice  of  the 
warning  and  remained  on  the  step.  Some  loaded  coal  waggons  were  standing  in  No.  ft 
coal  siding,  and  although  Fenwick  noticed  that  the  foremost  one  was  very  close  to  No.  4 
siding  he  considered  that  he  was  in  a  sate  position  and  made  no  attempt  to  get  off  the 
step.  He  was,  howeyer,  knocked  off  the  brake  by  coming  into  contact  with  the  coal 
waggon  and  slightly  injured. 

There  was  no  need  for  Fenwick  to  ride  on  the  brake  at  all,  and  he  must  take  the 
responsibility  for  the  accident. 

I  have,  &c., 
The  Assistant  Secretary,  J.  H.  Armytage. 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  9th  December,  1901. 

I  iiAVB  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accordance 
with  your  Order  of  November  18th,  the  result  of  my  inquiry  into  the  circumstances 
attending  the  fatal  accident  which  occurred  on  the  1st  November  to  goods  porter 
F.  Meggitt,  at*  Wicker  goods  sheds,  on  the  Midland  Railway. 

In  this  case  Meggitt  was  assisting  to  sheet  a  waggon  on  No.  8  road  in  the  goods 
shed,  and  when  he  was  standing  on  the  end  of  the  waggon  it  was  moved,  through  some 
others  being  shunted  against  it,  and  Meggitt,  losing  his  balance,  fell  to  the  ground  and 
was  run  over,  with  fatal  results. 

'I'he  waggon  on  which  Meggitt  was  standing  had  to  form  part  of  a  goods  train  which 
was  being  made  up  on  No.  8  road,  and  a  few  feet  in  fiT>nt  on  the  same  road  within 
the  shed  were  three  other  waggons,  to  which  the  single  one  had  to  be  coupled. 
Foreman  shunter  Arnold,  who  was  making  up  the  train,  had  brought  the  engine  into 
No.  8  road  and  attached  14  waggons  which  were  standing  outside  the  shed.  Before 
bringing  the  train  inside  he  gave  the  driver  a  red  light,  and  it  was  brought  to  a  stand. 
Arnold  states  that  his  reason  for  doing  this  was  to  give  warning  to  the  men  working  at 
the  waggons,  but  before  he  had  an  opportunity  of  doing  so  a  green  light  was  shown, 
waved  slowly  from  side  to  side  near  the  waggons,  and  the  driver  rightly  accepting  this  as 
a  signal  to  come  back,  did  so,  and  the  train  coming  in  contact  with  the  three  waggons 
moved  them  forward  against  the  one  at  which  Meggitt  was  engaged,  with  the  result  as 
stated. 

Guard  Jaggard,  who  was  to  work  with  the  train,  and  foreman  shunter  Arnold,  were 
the  only  men  who  had  lamps  fitted  with  green  shades  near  the  place  from  which  the 
signal  was  given.  They  both  deny  having  shown  a  green  light,  but  Arnold  admits  that 
he  saw  the  signal  given,  therefore  the  driver  is  free  from  blame. 

Failing  corroborative  evidence  I  am  unable  to  come  to  a  decision  as  to  which  man 

fave  the  signal,  but  I  am  satisfied  that  carelessness  was  displayed  by  both  Arnold  and 
aggard   in  not  having  a  proper  understanding  as  to  who  should  give  the  necessary 
warning  to  the  men,  and  who  should  signal  to  the  driver  before  commencing  the  work. 

I  have,  &c.. 
The  Assistant  Secretary,  John  P.  S.  Main. 

Railway  Department,  Board  of  Trade. 


MIDLAND   RAILWAY. 


Railway  Department,  Board  of  Trade^ 

1,  Whitehall,  London,  S.W., 
Sir,  19th  December,  1901.[,j 

1  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that 
in  accordance  with  your  Order  of  December  6th,  I  have  held  an  enquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  November  14th  at  St.  Mary's  goods  yard, 
Derby,  on  the  Midland  Railway,  whereby  porter  John  AUsopp  Smith  was  injured. 
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Smith  was  acting  as  number- taker,  and  at  about  11  p.m.  was  instructed  by  his  mate 
to  take  the  waggon  numbers  of  a  train  standing  in  the  north  siding  about  400  yards 
distant. 

A  goods  train  was  going  in  that  direction  and  Smith  jumped  on  to  the  step  of  the 
brake  van  as  it  passed.  When  approaching  St.  Mary's  Junction  he  realised  that  the  train 
was  gaining  sp^d  and  jumped  off.  He  fell  against  the  near  rail  of  a  crossover  road 
injuring  his  back.  I  consider  that  the  accident  was  entirely  due  to  Smith's  own  want 
of  caution. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sin,  19th  December,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  December  4th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  November  18th,  at  St.  Mary's  goods 
yard,  Derby,  on  the  Midland  Railway,  whereby  supernumerary  porter  Edward  Gibson 
was  injured. 

About  10.15  a.m.  Gribson  was  engaged  in  resheeting  a  waggon  of  potatoes  which  had 
been  partly  unloaded  and  which  was  standing  in  Number  8  "potato"  road.  This 
waggon  was  standing  near  to  the  buffer  stops,  and  there  was  another  waggon  in  the  same 
roaS  about  three  waggon  lengths  away.  A  similar  distance  beyond  that  was  the  brake 
van  of  a  goods  train  which  was  being  made  up  by  shunter  Harry  White.  In  order  to 
clear  the  points  of  No.  9  road.  White  instructed  the  driver  to  push  the  train  down  a  little 
and  the  brake  van  came  into  contact  with  the  single  waggon,  which  ran  down  the  siding, 
and  struck  Gibson  in  the  back  while  he  was  leaning  over  the  buffer  of  the  waggon  which 
he  was  sheeting. 

No  warning  was  given  to  Gibson  of  the  approach  of  the  waggon  as  White  was  under 
the  impression  that  the  brake  van  would  not  touch  it,  and  the  accident  must  be  attributed 
to  White's  want  of  judgment  in  this  respect. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  AND  GREAT  NORTHERN  JOINT  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
SlB,  14th  January,  1902. 

I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  January  2nd,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  11th  December  to  goods  porter 
Thomas  Peatman,  at  Moulton,  on  the  Midland  and  Great  Northern  Joint  Railway. 

In  this  case,  Peatman  was  tow-roping  seven  waggons  out  of  the  shunting  spur  when 
the  rope  broke,  and  a  portion  striking  his  foot  he  was  slightly  injured. 

The  accident  appears  to  have  been  due  to  the  defective  condition  of  the  rope,  as  it 
was  attached  to  the  waggons  in  a  proper  manner  and  was  not  subjected  to  any  undue 
strain.  The  rope  had  been  in  use  (so  &r  as  I  could  learn)  about  three  years,  and  no 
doubt  the  fibre  was  perished  through  exposure.  It  is  by  no  means  a  regular  practice  to 
tow-rope  waggons  at  this  station,  but  occasions  arise  at  certain  periods  of  the  year,  owing 
to  the  nature  of  the  traffic,  when  the  sidings  and  cross-over  roads  are  blocked  with 
waggons,  and  to  save  delay  this  method  of  peilorming  the  work  is  adopted. 
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Tow-roping  is  attended  with  considerable  risk,  and  I  consider  the  Company  might 
discontinue  the  use  of  such  an  appliance  at  this  station  by  arranging  to  clear  the  sidings 
more  frequently,  or  by  altering  the  timing  of  their  goods  train  so  that  the  crossing  loop 
might  be  used  for  the  purpose  of  running  the  engines  round  the  waggons  should  the 
cross-over  roads  in  the  yard  be  blocked. 

T  have,  &c., 

John  P.  S.  Maik. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  AND  SOUTH  WESTERN  JUNCTION  RAfLWAV. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  FiOndon,  S.W., 
Sir,  22nd  January,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  the  Order  of  January  Tth,  the  result  of  my  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  the  5th  December  to  Henry  and  George  Bates, 
at  Foss  Cross,  on  the  Midland  and  South  Western  Junction  Railway. 

In  this  case,  while  the  above-mentioned  men  were  engaged  loading  hay  on  to  a  truck 
standing  in  the  goods  sh^d  road,  two  other  wagjjons  were  shunted  into  the  same  siding, 
without  warning,  and,  striking  the  stationary  waggon,  both  Henry  and  George  Bates 
were  thrown  to  the  ground  and  somewhat  injured.  , 

The  two  waggons  were  detached  from  a  contractors'  train  by  Richard  Marchant 
who  is  in  the  employ  of  Messrs.  Firbank  and  Co.,  but  I  cannot  hold  him  responsible  for 
failing  to  give  due  warning,  as  the  working  of  the  train  was  under  the  control  of  shunts 
William  Guest  who  was  acting  as  pilotman.  Guest  was  aware  of  what  was  going  to  be 
done,  and,  also,  that  men  were  at  work  on  a  waggon  standing  in  the  goods  shed  road, 
and  therefore  he  is  to  blame  for  failing  to  see  that  the  men  were  warned  in  accordance 
with  Rule  112a,  before  the  waggons  were  shunted  into  the  siding. 

I  have,  &c.. 
The  Assistant  Secretary,  John  P.  S.  Main. 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY, 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W,, 
Sir,  16th  December,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  the  Order  of  November  •J2nd,  the  result  of  my  enquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  the  25th  October  to  fireman  James  Anderson, 
at  Grangemouth,  on  the  North  British  Railway. 

In  this  case,  Anderson,  during  shunting  operations,  was  stepping  from  a  waggon 
which  is  used  as  a  coal  tender  and  is  loose  coupled  to  the  engine.  When  the  dr.ver 
applied  the  brake,  and  as  the  waggon  "  buffered "  up,  Anderson's  foot  was  caught 
between  a  plank  placed  across  the  buffers  and  the  engine  framing  and  slightly  crushed. 

Anderson  had  been  on  the  waggon  tender  for  the  purpose  of  trimming  the  coel 
forward  within  reach  of  the  footplate.  As  there  were  many  intervals  when  this  work 
could  have  been  done  with  considerably  less  danger  while  the  engine  was  at  rest,  1 
consider  Anderson  is  to  blame  for  unnecessarily  placing  himself  in  a  dangerous  position, 
and  also  driver  Galloway  for  permitting  him  to  do  so. 

It  appears  to  be  a  common  practice,  however,  to  act  in  this  manner,  and  to  prevent 
accidents  of  a  similar  nature  in  future,  the  Company  might  issue  a  notice  that  the  coal  on 
these  tender  waggons  must  only  be  trimmed  when  the  engines  are  at  rest,  and  men  must 
not  pass  to  and  from  the  tender  waggons  while  the  engines  are  in  motion. 

I  have,  &c., 

John  P.  S.  Maik. 
The  Assistant  h^ecretary, 

Railway  Department,  Board  of  Trade.  • 
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XORTH  BRITISH  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W\, 
Sir,  16th  December,  1901. 

I  HAVE  the  honour  to  report,  ior  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  your  Order  of  November  ^Ist,  I  have  held  an  enquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  the  8th  November  to  Fireman  J.  Harold,  at 
Leuchars,  on  the  North  British  Railway. 

In  this  case,  Harold  was  working  as  fireman  with  a  goods  train  which  had  been 
brought  to  a  stand  at  Leuchars  Junction  Station  prior  to  being  shunted  into  the  sidings  • 
to  clear  the  main  line.  'While  the  engine  was  at  rest,  Harold  decided  to  trim  the  head . 
lamps,  and  informed  driver  Campbell  of  his  intention.  Campbell,  however,  warned 
him  against  doing  so,  stating  that  it  would  be  better  to  wait  until  the  train  was  shunted 
into  the  sidings,  but  Harold  paid  no  attention  and  went  to  the  front  of  the  engine  where 
he  commenced  to  clean  one  of  the  lamps. 

After  the  train  had  started,  and  when  he  was  kneeling  down,  he  missed  the  framing 
and  fell  from  the  engine  and  was  run  over  sustaining  severe  injuries. 

Harold  is  to  blame  for  disregarding  his  driver's  .warning,  but  at  the  same  time 
I  consider  Campbell  should  have  satisfied  himself  that  his  fireman  was  on  the  footplate 
before  starting  the  engine. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 

],  Whitehall,  London,  S.W. 
Sir,  13th  January,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  your  Order  of  January  3rd,  I  have  held  an  enquiry  into  the  circumstances 
attending  the  accident  which  occurred  at  about  8.0  a.m.  on  November  30th  at  Bearsden 
on  the  North  British  Railway,  whereby  fireman  James  McBeath  was  injured. 

McBeath  was  fireman  on  a  4- wheels-coupled  tank  engine  with  trailing  bogie,  which  had 
been  repaired  at  Cowlairs  Works,  and  was  being  run  out  on  a  trial  trip.  From  Cowlairs 
to  Bearsden,  the  enijine,  which  was  running  bunker  first,  was  attached  in  front  of  a  goods 
train,  but  as  the  goods  train  had  to  do  some  work  at  Bearsden,  it  was  expected  that  this 
engine  would  be  detached  at  that  station.  When  passing  the  signal  box,  which  is  about 
200  yards  from  the  station,  McBeath,  without  the  knowledge  of  his  driver,  left  the  foot- 
plate in  order  to  put  on  a  lamp  to  act  as  a  tail  lamp  after  his  engine  had  been  detached, 
ihe  gangway  at  the  side  of  the  tank  on  this  class  of  engine  is  only  about  three  inches 
wide,  and  McBeath  while  passing  alongside  the  tank,  fell  from  the  engine  to  the  ground, 
braising  his  left  shoulder. 

A  circular  is  issued  by  the  Locomotive  Superintendent  to  all  drivers  and  firemen, 
requesting  them  to  avoid  as  far  as  possible  going  out  on  to  the  framing  of  engines,  when 
running,  for  the  purpose  of  oiling  the  machinery,  &c.  McBeath  was  well  aware  of  this 
circular,  and. admits  that  there  was  no  need  for  him  to  go  outside  the  engine  while  in 
motion.  I  am  afraid,  however,  the  compliance  with  the  circular  is  not  at  all  rigidly 
enforced  by  the  responsible  officials,  and  I  would  suggest  that  in  order  to  prevent  further 
accidents  of  a  similar  nature  a  much  more  emphatic  prohibitory  instruction  should  be 
issued  and  strictly  enforced. 

I  have,  &c., 

J.  H.  Abmytaoe. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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NORTH  BBITISH  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  13th  January,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  January  3rd,  I  have  held  an  inquiry  into  the  circumstances 
attendin;;  the  accident  which  occurred  on  December  3rd  near  Parkhead,  on  the  North 
British  Railway,  whereby  guard  James  Stewart  was  injured. 

Stewart  was  acting  as  second  guard  on  the  3.30  p.m.  goods  train  from  Hamilton  to 
Balloch.  About  8  p.m.  the  train  was  standing  behind  another  train  in  the  Parkhead 
Loop,  and  Stewart  walked  to  the  engine  to  speak  to  the  driver  While  Stewart  was  on 
the  foot-plate,  the  train  in  front  was  drawn  ahead  about  200  yards,  and  Stewart's  train 
followed  it,  with  the  result  that  the  engine  came  to  a  stand  on  the  Coach  Road  Bridge. 
The  night  was  very  dark  and  neither  Stewart  nor  the  driver  were  aware  of  the  ejoici 
position  of  the  engine.  Stewart  left  the  engine  in  order  to  take  some  necessary  informa- 
tion to  the  yardsmen  at  Parkhead  and  fell  from  the  bridge  into  the  roadway  below,  a 
distance  of  about  1 6  feet.     His  breast  bone  and  two  ribs  were  injured. 

The  bridge  in  question  is  a  girder  bridge,  the  girders  being  about  3n  feet  in  length, 
and  the  top  flange  is  about  1 8  inches  in  width,  and  about  1 8  inches  above  the  level  of  the 
ballast.  There  is  only  a  distance  of  about  27  inches  from  the  outside  edge  of  the  rails  to 
the  inside  edge  of  the  top  flange  of  the  girders.  At  present  there  is  no  protection  to 
prevent  men  from  falling  into  the  roadway  below,  but  the  Company  have  decided  to  erect 
eflBcient  railings  on  both  sides  of  the  bridge  as  soon  as  possible.  It  i«  to  be  hoped  that 
the  work  will  be  done  without  delay,  as  it  is  frequently  necessary  for  guards  to  leave  their 
brakes  when  they  are  standing  on  the  bridge,  and  there  are  no  fixed  lamps  in  the 
immediate  vicinity. 

I  have,  &c,, 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railwav  Department,  Board  of  Trade. 


NORTH    BRITISH    RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
SiK,  20th  January,  1902. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  January  3rd,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  December  7th  at  Waverley  Station, 
Edinburgh,  on  the  North  British  Railway,  whereby  Porter  James  McWilliams  was 
injured. 

When  the  11.15  p.m.  sleeping  car  express  from  Edinburgh  to  King's  Cross  was 
standing  at  the  up  main  line  platform,  it  was  found  that  one  of  the  lavatory  cisterns  was 
out  of  order,  and  Mc\\'illiams  was  instructed  to  fill  two  cans  with  water  for  use  in  the 
lavatory.  He  accordingly  took  the  cans  out  of  the  train  on  the  off  side,  and  commenced 
to  fill  them  from  the  hinged  stand-pipe  which  is  placed  in  the  six-foot  between  the  up 
main  line  and  the  up  loop  line.  While  he  was  so  engaged  a  light  engine  travelling  on  the 
up  loop  line,  struck  him  and  knocked  him  down.     His  head  was  cut  and  his  right  leg 

bruised. 

The  driver  and  fireman  of  the  light  engine  were  unable  to  see  McWilliams  owing  to 
the  shadow  of  the  passenger  train,  and  Mc\\^illiams  did  not  detect  the  approach  of  the 
engine  owing  to  the  curvature  of  the  line  and  the  presence  of  a  North  Eastern  engine, 
with  the  Westinghouse  pump  in  action,  on  the  up  main  line.  The  water  cans  and  lavatoiT 
cisterns  are,  in  the  ordinary  course  of  working,  filled  by  the  carriage  cleaners,  and  as  it  is 
•quite  an  exceptional  circumstance  for  a  porter  to  be  called  upon  to  perform  this  duty,  I 
consider  that  the  mishap  may  be  regarded  as  mainly  of  an  accidental  nature. 

The  stand-pipe  used  by  McWilliams,  however,  and  also  the  hose  connection  close  to  it, 
are  regularly  used  by  the  caiiiage  cleaners,  and  I  am  of  opinion  that  the  position  of  these 
pipes  between  the  running  roads  is  likely  to  be  a  source  of  danger  to  the  men  using  them. 
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I  suggest  that  the  Company  should  make  arrangements  to  supply  the  lavatory  cisterns, 
Ac,  with  water  from  the  platform,  or  else  to  perform  the  work  when  the  coaches  are  in 
the  carriage  sidings. 

1  have,  &c., 

J.  H.  Armttagb. 
The  Assistant  Secretary. 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W. 
Sir,  21st  January,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  January  3rd,  I  have  held  an  enquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  December  12th  in  the  Mound  Tunnel  at 
Waverley  Station,  Edinburgh,  on  the  North  British  Railway,  whereby  Shunter  John 
McMichan  was  injured. 

About  2.20  p.m.  McMichan  was  in  charge  of  a  shunt  of  5  coaches,  which  he  was 
taking  fix)m  the  south  down  main  platform  to  No.  9  Platform.  To  do  this  it  was  necessary 
for  the  coaches  to  be  taken  into  the  Mound  Tunnel,  which  lies  at  the  west  end  of  the 
station,  and  to  be  set  back  over  No.  102  points,  which  are  about  3  yards  east  of  the  mouth 
of  the  tunnel.  The  central  arch  of  the  tunnel  contains  two  lines,  i.e.^  the  up  south  line  and 
the  down  north  line,  the  five  coaches  being  on  the  latter.  After  the  coaches  had  cleared 
the  points,  foreman  shunter  Thomas  Bannon,  who  was  standing  just  outside  the  tunnel, 
signalled  to  the  driver  of  the  pilot  engine  to  set  back.  McMichan  was  standing  on  the 
footboard  of  the  last  coach  but  one,  with  his  back  to  the  engine,  and  was  waving  with  his 
right  arm  to  the  driver,  while  leaning  away  from  the  coach  at  the  full  extent  of  his  left 
arm.  He  failed  to  notice  the  approach  of  a  suburban  passenger  train  on  the  up  south  line, 
and  was  struck  on  the  head  and  between  the  shoulders  by  the  projecting  side  window  of 
the  front  brake. 

There  was  a  considerable  amount  of  steam  and  smoke  in  the  tunnel  and  the  driver 
and  fireman  of  the  passenger  train  knew  nothing  of  the  accident  at  the  time.  The  driver 
of  the  passenger  train  appears  to  have  sounded  his  whistle  shortly  after  his  engine  entered 
the  tunnel,  but  it  was  not  heard  by  McMichan.  Had  it  been  sounded  immediately  on 
entering  the  tunnel,  it  is  possible  that  it  might  have  had  more  effect,  and  as  a  consider- 
able amount  of  carriage  shunting  is  performed  in  this  tunnel,  it  is  most  necessary  that 
Rule  153  should  be  strictly  carried  out.  The  accident,  however,  must  be  attributed  to 
want  of  caution  on  the  part  of  McMichan.  Foreman  Shunter  Bannon  was  responsible  for 
fleeing  that  the  points  were  properly  set,  and  for  signalling  (by  whistle)  to  the  pilot  driver 
to  set  back,  and  there  was  no  need  for  McMichan  to  place  himself  in  such  a  dangerous 
position.  The  fi^equent  presence  of  steam  and  smoke  inside  the  tunnel  renders  it  especially 
necessary  for  men  working  therein  to  exercise  caution  in  the  interests  of  their  own 
safety. 

I  have,  &c 

J.  Ht  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade, 


NORTH   BRITISH   RAILWAY. 


Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sib,  4th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
aoQordance  with  your  Order  of  Febr uarv  1 5th,  the  result  of  my  enquiry  into  the  causes 
of  the  accident  which  occurred  on  the  23rd  December  to  goods  porter  John  Clark,  at 
Leith  Walk  goods  sheds,  on  the  North  British  Railway. 
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While  Clark  was  engaged  sheeting  a  waggon  standing  in  No.  2  Road  in  the  goods, 
shed,  he  placed  his  right  foot  on  the  buffer  plunger,  and  when  he  was  in  this  positioa  the 
waggons  were  closed  up,  and  his  foot  was  crushed  between  the  buffer  head  and  guide. 

The  responsibility  for  the  accident  rests  entirely  with  shunter  Wrisberg,  ^  ho  failed 
to  give  v^  aming  to  the  men  working  at  the  waggons  before  moving  them,  accordinsf  to 
Rule  112a  and  Special  Instructions  contained  in  the  Appendix  to  the  Working  Time 
Tables,  with  which  he  was  acquainted. 

Wrisberg,  who  has  been  employed  as  a  shunter  for  three  years,  implied  in  his 
evidence  at  the  enquiry  that  it  had  not  been  customary  to  warn  the  men  when  performing 
operations  of  a  similar  character  to  the  one  in  question,  and  it  would  therefore  appear  that  he 
does  not  sufficiently  realise  the  necessity  for  paying  strict  attention  to  the  rule  and  special 
instructions  quoted  above.  Moreover,  shunter  Brown,  who  was  working  with  Wrisberg^ 
was  not  aware  that  such  a  rule  as  112  a  existed. 

This  state  of  affairs,  which  is  very  unsatisfactory,  should  immediately  be  remedied^ 
and  every  care  taken  by  those  in  authority  to  see  that  the  men  conducting  shunting 
operations  have  a  knowledge  of,  and  comply  with,  the  important  regulations  mentioned. 

I  have,  &c., 

John  p.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH   BRITISH   RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  6th  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  January  29th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  December  30th,  at  Grangemouth,  on  the  North 
British  Railway,  whereby  fireman  George  Calder  was  injured. 

Calder  was  fireman  on  a  six -wheels- coupled  saddle  tank  engine,  running  bunker 
first.  About  7.30  p.m.,  the  engine  was  drawing  a  train  of  loaded  coal  waggons  from 
Fouldubs  Yard  to  the  hoist  at  Grangemouth  Dock.  When  near  the  level  crossing  north 
of  the  Bolness  Road  bridge,  the  engine  began  to  slip,  and  finally  came  to  a  stand,  owing 
to  the  rails  being  wet.  The  driver,  John  Russell,  instructed  Calder  to  get  off  the  engine 
and  tap  the  right-hand  sand  pipe  with  a  hammer,  as  the  sand  was  not  running  properly. 
While  Calder  was  so  engaged,  Russell  opened  the  regulator,  and  the  engine  commenced 
to  slip.  Calder's  left  arm  was  struck  by  the  side  rod,  and  bruised  against  the  top 
filming. 

I  consider  that  driver  Russell  must  be  held  responsible  for  the  accident.  He  should 
have  made  sure  that  Calder  was  not  in  a  dangerous  position  before  opening  the 
regulator. 

I  have,  &c., 

J.  H.  Abmytagk. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  16th  December,  1901. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  your  Order  of  December  4th,  the  result  of  my  enquiry  into  the  circumstancea 
attending  the  accident  which  occurred  on  the  8th  November  to  foreman  shunter  George 
Blake,  at  York,  on  the  North  Eastern  Railway. 

In  this  case,  the  engine  working  a  goods  train,  composed  of  48  loaded  and  two  empty 
waggons,  was  unable  to  clear  No.  3  independent  road,  owing  to  the  weight  of  the  load 
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and  the  greasy  state  of  the  rails,  and  Blake,  with  the'  intention  of  assisting  the  tfain  to 
get  away,  obtained  a  prop  nine  feet  in  length,  and  placed  it  between  the  train  engine  and 
a  shunting  engine  on  the  adjoining  road.  When  steam  was  applied,  the  prop,  which 
would  be  at  a  dangerously  wide  angle  owing  to  the  space  between  the  roads  being  seven 
feet,  broke,  and  in  breaking  one  of  the  parts  struclc  Blake's  arm  and  injured  the  muscles. 
I  am  surprised  that  Blake,  who  has  service  of  over  21  years,' should  have  attempted 
to  use  a  9  foot  prop  for  such  a  purpose  between  two  roads  7  feet  apart,  and  I  con- 
sider the  accident  was  entirely  due  to  his  own  carelessness,  especially  as  he  could  have 
taken  the  safer  course  of  attaching  the  assisting  engine  in  front  of  the  train  without  any 
difficulty,  although  it  might  have  caused  a  slight  delay.    ' 

I  find  that  it  is  by  no  means  an  unusual  practice  to  prop  trains  in  a  similar  manner 
(although  no  doubt  with  longer  poles)  out  of  these  sidings,  and  that  it  is  practically 
'Agreed  to  by  the  officials  in  charge  of  the  working. 

Propping  in  any  case  is  a  dangerous  operation,  and  as  at  this  place  it  is  quite  un- 
necessary, I  consider  it  should  be  strictly  forbidden. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  '  3rd  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  your  Order  of  January  2n(l.  the  result  of  my  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  the  10th  December  to  platelayer  T.  Ruston  at 
Dairycoates  Junction,  on  the  North  Eastern  Railway. 

About  9  a.m.  a  platelayer's  lorry,  which  had  been  placed  on  the  down  independent 
line  by  direction  of  assistant-ganger  Thurling,  was  brought  to  rest  behind  an  engine  which 
was  standing  on  the  same  line  waiting  to  obtain  the  outlet  signal  for  passage  on  the  down 
^oods  line.  After  the  signal  had  been  pulled  off  the  engine  was  run  ah^d  a  short  dis- 
tance to  clear  a  cross-over  road  between  the  down  and  up  goods  lines.  When  the  cross- 
over road  had  been  set,  and  a  hand  signal  received  from  the  signalman,  the  engine  was 
brought  back  to  enter  the  loco  sidings  across  the  down  line.  At  the  point  of  crossing, 
however,  the  engine  struck  the  lorry  which  had  been  run  out  of  the  independent  line  and 
was  foul  of  the  down  line,  and  Ruston,  one  of  the  platelayers  propelling  the  lorry,  was 
severely  bruised.  Thurling,  who  was  in  charge  of  the  lorry,  mistook  the  hand  signal 
given  by  the  signalman  to  the  driver,  as  applicable  to  the  lorry,  and  accordingly  fouled 
the  crossing.  He  had  no  right  to  assume  that  such  was  the  case,  as  he  had  failed  to 
advise  the  signalman  in  accordance  with  Rule  247,  therefore  he  must  be  held  responsible 
for  the  accident. 

The  fact  of  such  a  mishap  occurring  in  broad  daylight  displays  a  certain  amount  of 
carelessness  in  not  keeping  a  proper  look-out  by  all  the  men  concerned. 

I  have,  &c., 

John  P.  S,  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  20th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  January  15th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  December  18th  at  York,  on  the  North  Eastern 
Railway,  whereby  Driver  James  Suthering  was  injured. 
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About  12.30  p.m.,  Suthering;  who  had  previously  worked  a  goods  train  from  Heaton 
to  York  up  yard,  was  taking  about  40  waggons  from  the  latter  yard  to  what  is  known  as 
the  "  North  Side."  After  disposing  of  the  waggons  he  would  have  taken  his  engine  to  the 
shed.  He  noticed  that  the  signal  was  against  him,  and  while  his  engine  was  slowly 
approaching  it,  he  went  out  on  to  the  framing  in  order  to  remove  the  wicks  from  the 
motion  oil  cups  and  thus  prevent  any  waste  of  oil.  He  took  his  oil  feeder  with  him  in 
case  he  might  require  it.  When  he  had  lifted  the  flap  plate  in  front  of  the  smoke  boXy 
his  oil  feeder  fell  underneath  it.  He  secured  the  feeder  with  his  left  hand  but  it  was 
caught  by  the  tail  rod  of  the  piston  and  the  back  of  his  hand  was  drawn  against  the  sharp 
edge  of  the  flap  plate,  the  skin  being  torn  ofl:  There  was  no  real  necessity  for  Suthering 
to  attend  to  the  oil  cups  while  the  engine  was  in  motion,  but  he  had  frequently  done  so 
before,  and  did  not  consider  that  he  was  infringing  any  regulation  by  so  doing. 

So  many  accidents  occur  from  enginemen  leaving  their  foot-plates  while  their 
en^nes  are  in  motion  that  I  am  of  opinion  that  the  Company  should  issue  instructions 
definitely  forbidding  the  practice. 

I  have,  &c., 

J,  H.  Armttag£» 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


SOUTH-EASTERN  AND  CHATHAM  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  30th  December,  1901 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  lir 
accordance  with  your  order  of  December  1 0th,  the  result  of  my  enquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  21st  November  to  driver  William 
Harrod  at  Hastings,  on  the  South-Eastern  and  Chatham  Railway. 

In  this  case  Harrod  worked  a  passenger  train  from  Charing  Cross  to  Hastings,  and 
on  arrival  at  the  latter  station  at  10.55  p.m.,  he  left  his  engine  for  a  necessary  purpose. 
During  Harrod's  absence,  the  train  was  shunted  back  on  the  down  line  by  fireman  Sinden^ 
who,  after  the  engine  had  been  uncoupled  and  run  round  the  train,  proceeded  to  propel 
the  carriages  into  the  sidings. 

Harrod  had,  in  the  meantime,  returned  to  resume  work,  and  walked  down  the  siding& 
to  get  on  his  engine,  and  while  standing  on  some  trunking  opposite  the  signal  cabin 
between  the  up  and  down  lines,  he  was  struck  by  a  London,  Brighton,  and  South  Coast 
Company's  light  engine  which  was  running  on  the  up  line,  and  was  thrown  against  hi& 
own  engine  and  injured. 

A  large  gas  lamp  was  alight  some  18  feet  distant,  but  the  light  was  temporarily 
obscured  by  the  passing  coaches,  and  Harrod  failed  to  notice  the  approach  of  the 
engine. 

The  mishap  appears  to  have  been  accidental. 

Fireman  Sinden  (although  a  passed  driver)  was  to  blame  for  moving  the  engine 
during  his  driver's  absence,  and  it  would  have  been  better  had  Harrod  informed  someone 
in  authority  before  leaving  his  work, 

1  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


SOUTH-EASTERN  AND  CHATHAM    RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Si»,  14th  January,  1902. 

I  HAVE  the  honour  to  report,  tor  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  January  2nd,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident,  which  occurred  on  the  2nd  December,  to  permanent  waj 
labourer  Frederick  Lilley  at  Ashford  on  the  South  Eastern  and  Chatham  Railway* 
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In  this  case  Lilley,  with  some  other  labourers,  was  unloading  spoil  from  a  ballast 
train  standing  in  No.  6  goods  siding,  when  a  '^  box  "  wa^^on  was  shunted  into  the  siding, 
and  colliding  with  the  train  moved  the  waggons,  and  Lilley  was  thrown  to  the  ground 
and  somewhat  injured. 

No  warning  had  been  given  to  the  men  workmg  on  the  ballast  truin  by  either 
shunter  Johnson  or  switchman  Shilling,  who  were  responsible  for  the  shunt.      As  both- 
the«ie  men  were  aware .  of  the  work  which  was  being  performed  they  are  to  bldnie  for 
failing  to  srive  warning  as  directed  in  Rule  112a. 

It  is  customary  for  the  guard  of  the  ballast  train  to  act  as  look-out  man  Avhen  work 
of  this  description  is  being  performed,  and  it  is  to  be  regretted  that  he  was  not  in  this 
position  at  the  time,  hnving  been  sent  home  before  the  work  of  unloading  was  completed, 
as  otherwise  the  accident  might  have  been  prevented. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


usee 
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APPENDIX    C. 


RBPOBTS  OF  SUB-INSPECTORS  A.  FORD  AND  J.  J.  HORNBY  ON  AOOIDBNTS 
TO  RAILWAY  SERVANTS  AND  OTHER  PERSONS  EMPLOYED  ON 
RAILWAY  PREMISES. 


IUilw»7. 


Caledoviah... 


Partioolars  of  Aooident,  kc. 


OonolaBioiis  of  the  Snb- 

iBspeotor  80  to  the  oaiueB 

of  the  Aooident. 


Date  of  Aooident— 12th  Ootober,  1901. 
Plaoe  at  which  Aooident  happened 
— ^BoBs  South  Marshalling  Sidings. 
Name  of  Person  killed  —  John 
Carrie.  Age  of  Person  killed— 
U.  Capaoity  in  which  employed — 
Greaser  boy.  Knmber  of  booked 
'  working  hours  per  diem — 12.  How 
long  on  duty  at  time  of  Aooident 
— 9|  hours. 

Description  of  Aooident — At  Boss 
South  the  waggons  are  placed  in 
the  arrival  sidings,  from  which 
they  are  run  by  grayitatiou  into 
other  sidings  for  marshalling  pur- 
poses. Gurrie  worked  under  the 
instructions  of  a  waggon  examiner 
named  David  Hughes.  It  was  his 
duty  to  grease  the  axles  of  wag- 
gons in  the  different  arrival  sid- 
higs.  At  about  3.46  a.m.  Currie 
and  Hughes  stopped  work  for  the 
purpose  of  taking  food,  and  the 
examiner  left  the  deceased  standing 
by  a  fire  which,  for  the  comfort  of 
the  men,  is  placed  on  the  off  side 
and  dear  of  the  shunting  neck. 
He  was  lasc  seen  alive  and  in  the 
position  mentioned  by  the  yards- 
man  or  foreman  shunter,  George 
Clark,  but  about  two  minutes 
afterwards,  as  Clark  was  lowering 
some  waggons  past  the  same  spot, 
he  found  Currie's  body  lying  across 
the  outside  rail. 


Date  of  Accident— 16th  October,  1901. 
Place  at  which  Accident  hapBsofid 
< — Motherwell.  Name  of  Person 
killed —William  John  McCully. 
Age  of  Person  killed — 3 1 .  Capacity 
in  which  employed  —  Bn^esman. 
Number  of  booked  working  hours 
per  diem — 1 1  ^.  How  long  on  duty 
at  time  of  Accident — 11  hours. 
Nature  of  injury — Both  legs  run 
over,  from  the  effects  of  which 
he  died  about  five  hours  after- 
wards. 

Description  of  Accident — On  the  date 
in  question  the  deceased  worked 
with  mineral  trains  between 
Motherwell  and  Glasgow.  When 
about  finishing  duty  at  the  former 
station,  and  while  his  brake  van 
was  being  propelled  into  the  "  van 
lye"  or  siding-,  he  got  upon  ti^e 
step  of  the  brake  van  for  the  pur- 
pose of  uncoupling  it  from  the 
engine,  and  after  doing  so  his  body 
came  into  contact  with  a  waggon 
standing  in  No.  2  lye  (the  adjoin- 
ing siding),  causing  him  to  be 
thrown  down  on  to  the  rail  in 
front  of  the  leading  wheel  of  the 
engine,  with  the  result  stated 
above. 


Date  of  Accident— 19th  October,  1901. 
Place  at  which  Accident  happened 
—  Dundee.  Name  of  Person  in- 
jured— Thomas  Kerr.  Age  of  Per- 
son injured — 35.  Capaoity  in  which 
employed — Engine  Driver.  Number 
of  booked  working  hours  per  diem 
—12.    How  lonir  on  duty  at  time 


At  the  point  in  question 
there  are  many  extra 
iBOgB  haad  aootohee  neoes- 
sarily  kept  lying  in  the 
path,  and  I  am  inclined  to 
think  that  Currie  may 
wrongly  have  been  try- 
ing to  place  one  of  theee 
in  front  of  one  of  the 
moving  waggons,  and 
whilst  doing  so  he  fell 
forward  under  the  wheels, 
but  as  there  is  no  direct 
evidence  as  to  this  I  regret 
that  I  am  unable  to  arrive 
at  a  satisfactory  conclu- 
sion as  to  the  cause  of  this 
accident. 

The  yard  is  well  lighted  by 
electricity. 

A.  F. 


The  spot  where  this  acci- 
dent happened  is  several 
yards  north  of  what  is 
supposed  to  be  the  fouling 
point  between  the  '*van 
lye  '*  and  "  No.  2  lye,"  yet 
the  si>aoe  there  was  only 
4  feet  3  inches.  If  the 
deceased  had  got  upon  his 
van  step  at  the  opposite 
side  he  might  have  come 
in  contact  with  the  corner 
of  the  wall  in  connection 
with  the  coal  store,  which 
is  only  3  feet  8  inches 
from  the  running  line  of 
the  "van  lye." 

The  mishap  was  chiefly  due 
to  the  space  between  the 
*-van  lye"  and  "No.  d 
lye  "  being  insufficient. 


In  this  case  Kerr  fully 
admits  that  he  is  to  blame, 
as  he  could  and  ^ould 
have  completed  oiling  his 
engine  before  leaving  the 
engine  shed. 

J.  J.  H. 


tt^M^iptymari^^^^tf^ynf, 


I  was  informed  by  the  Com- 
pany's officers  that  exten- 
rtive  alterations  are  about 
to  be  made  at  and  about 
the  spot  where  this  mis- 
hap occurred,  and  it  is  to 
be  hoped  that  sufficient 
spaoe  will  be  given  be- 
tween the  sidings  to 
enable  the  men  to  per- 
form their  duties  without 
having  to  incur  such  risks 
as  at  present. 

Until  the  alterations  are 
made,  instructions  should 
be  issued  to  all  concerned 
that  they  must  not  attempt 
to  uncouple  their  bn^ 
vans  in  such  a  nianner 
till  they  have  beui  brought 
to  rest. 

J.  J.  H. 
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RBPORTS  OF-  8UB-INSPBCT0RS  OF  RAILWAYS  ON  ACOlD^JSTB—COnttntted. 


BaUmy. 


^artionlars  of  Aooident,  Itc. 


Gonduflions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Aooident. 


Reoommendatioitt. 


of  Aooident— 50  minutes.  Nature 
of  Injury— Bight  hand  crushed. 
Still  off  duty  at  the  fcime  of  Inquir  j. 
Desoription  of  Accident  —  Kerr 
booked  on  duty  at  3.85  p,m.  to 
work  with  the  4.16  p.m.  up  mineral 
train  from  Dundee  to  Greenock. 
At  about  4.10  p.m.  he  took  his 
engine  from  the  engine  shed 
against  the  train,  and  whilsl  it 
was  at  rest  he  left  the  footplate 
and  knelt  on  the  outside  framing 
for  the  purpose  of  oiling  the 
motions.  While  doing  so  his 
brakesman,  H.  Bone,  f^rB  him  the 
starting  signal,  and  he  instructed 
his  fireman,  A.  Todd,  to  start. 
After  the  engine  had  trayelled 
about  30  yards,  and  when  he  was 
engaged  oiling  the  spindle  guides, 
his  right  hand  was  crushed  be- 
tween the  piston  rod  cotter  and 
mojbion  plate,  with  the  result 
stated  above. 


Date  of  Acoident~3lBt  October,  1901. 
Place  at  which  Accident  happened 
— Granton  Road,  Name  of  Person 
injured  —  Alexander  Lightbody. 
Age  of  Person  injured — ^52.  Ga- 
TOUsity  in  which  employed — Engine 
Driyer.  Number  oi  booked  work- 
ing hours  per  diem — lli.  How 
long  on  duty  at  time  of  Accident 
— 2|  hours.  Nature  of  Injury — 
Right  leg  and  arm  slightly  bruised. 
Off  duty  ^  day. 

Description  of  Accident — Lightbody 
was  working  with  the  6.40  a.m. 
passenger  train  from  Edinboro' 
to  Leith,  and  when  approaching 
Granton  Road  he  left  the  foot- 
plate of  his  engine  for  the  purpose 
of  oiling  the  cylinders,  i^ter 
doing  so,  and  when  returning  to 
the  footplate,  he  lost  his  hold  of 
the  handrail  and  fell  to  the 
ground,  with  the  result  stated 
above. 


Date  of  Accident — 22nd  November, 
1901.  Place  at  which  Accident 
happened  —  Muirhouse,  near  Pol- 
lockshields.     Name  of  Person  ia- 

i'ured — Robert  Gharteris.  Age  of 
'erson  injured — ^20.  Capacity  in 
which  employed — ^Assistant  Brakes- 
man. Number  of  booked  working 
hours  per  diem — 12.  How  long 
on  duty  at  time  of  Accident — 
2^  hours.  Nature  of  Injury — Left 
foot  injured.  Still  off  duty  when 
inquiry  was  held. 
Description  of  Accident  —  Gharteris 
was  working  with  the  Polmadie 
and  Muirhouse  pilot  engine,  and 
during  shunting  operations,  at 
Muirhouse  Gas  Works,  while  the 
engine  was  propelling  some  wag- 
gons into  the  gas  works  siding,  he 
got  upon  the  buffer  of  the  fourth 
w&ggon  from  the  engine  for  sig- 
nalling purposes,  and  when  the 
vehicles  were  joined  together  he 
allowed  his  left  foot  to  sUp  off  the 
buffer  on  to  the  buffer  spindle, 
with  the  result  that  when  the 
buffers  were  closed  up  his  left  foot 
was  crushed  between  the  buffer 
head  and  socket  and  injured,  as 
stated  above. 


The  instructions  on  this 
line  respecting  enginemen 
leaving  the  footplates  of 
their  engines  in  motion 
do  not  appear  to  be  definite 
enough,  and  from  the  evi- 
dence given  it  is  clear  that 
Lightbody,  who  is  an  old 
and  experienced  driver, 
has  been  in  the  habit  of 
regularly  doing  so  for  the 
same  purpose  as  he  did  in 
this  case,  leaving  his  fire- 
man in  charge,  which  in 
contrary  to  rules  24(a) 
and  139. 


For  future  safety  the  Com- 
pany should  be  asked  to 
issue  instructions  strictly 
forbidding  their  engine- 
men  to  leave  the  footplates 
of  their  engines  when  in 
motion,  and  be  informed 
that  some  of  the  other 
Companies  have  issued 
orders  to  thi»  effect  with 
good  results. 

J.  J.  H. 


The  mishap  appears  to  have 
been  due  to  misadventure. 

J.  J.  H. 


11S66 
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Date  of  Accident  —  4th  December, 
1901.  Place  at  which  Accident 
happened  —  Scotstown  West  Mar- 
shalling Sidings.  Kame  of  ^Person 
injured — James  Hunter.  Age  of 
Person  injured ^18.  Capacity  in 
which  employed  —  Goods  Checker 
and  Waggon  Number  Taker. 
Kumber  of  booked  working  hours 
per  diem — 1 1 4.  How  long  on  duty 
at  time  of  Accident — lO^  hours. 
Nature  of  injury — Compound  frac- 
ture of  right  leg. 

Description  of  Accident  —  It  was 
Hunter's  duty  to  check  certain 
goods  and  to  copy  the  numbers  of 
all  waggons  deliTered  to  and 
received  from  the  several  different 
private  works  sidings  connected 
with  the  Scotstown  tramway,  or 
low  level  branch  line,  which  is 
entered  from  the  east  end  of  the 
Scotstown  West  Sidings.  Unless 
he  is  able  to  copy  the  numbers 
before  the  waggons  leave  the 
private  sidings,  ne  is  supposed  to 
accompany  them  to  the  marshalling 
sidings  and  do  so  there  before  the 
marshalling  is  commenced. 

On  the  night  in  question  as  a  train 
of  waggons  was  being  taken  from 
the  low  level  line,  it  was  brought 
to  a  stand  at  a  certain  point  before 
reaching  the  sidings  to  enable  the 
engine  to  take  water,  and  whilst  it 
was  so  waiting,  thinking  it  would 
facilitate  the  work,  Hunter  com- 
menced to  copy  the  waggon 
numbers.  After  filling  the  tank 
the  driver  took  the  train  slowly 
forward,  and  whilst  Hunter  was 
walking  alongside  the  moving 
waggons,  and  assisted  by  the  light 
from  his  hand  lamp  still  engaged 
in  copying  the  numbers,  he 
stumbled  over  some  ashes  which 
had  been  thrown  from  an  engine 
during  the  night,  and  his  right  leg 
being  struck  by  the  axle  guard  of 
a  passing  waggon,  was  fractured  as 
stated. 


Date  of  Accident  —  9th  December, 
1901.  Place  at  which  Accident 
happened — Buchanan  ^Street  Goods 
Yard.  Name  of  Person  killed — 
John  McCabe.  Age  of  Person 
killed — 24.  «:apaoity  in  which 
employed  —  Assistant  Shunter. 
Number  of  booked  workiog  hours 
per  diem — 8.  How  long  on  duty 
at  time  of  Accident~2|  hours. 

Description  of  Accident— At  Buch- 
anan Street  there  are  three  groups 
of  siding^  leading  to  three  parallel 
shunting  necks,  respectively.  At 
about  4.45  p.m.  McCabe  was  en- 
gaged with  shunting  engine  No. 
401  in  the  middle  or  No.  2  group. 
It  was  neoe!>sary  for  eight  empty 
waggons  to  be  taken  from  the 
No.  2  to  the  No.  3  sidings  for  the 
purpose  of  attaching  a  brake  van. 
After  the  last  of  the  eight  waggons 
had  been  drawn  from  the  No.  2 
siding  and  had  cl»«red  the  hand 
points,  Mc 'abe  gave  a  stop  signal 
to  ttie  engine  driver  and  then  at 
once  gave  a  set-back  signal,  after 
which  he  crossed  the  shunting 
neck  and  reversed  the  portion  of 
the  hand  points  for  the  Xo.  3 
siding.  He  then  appears  to  have 
tried  to  re-cro-s  the  shunting  neck^ 
and  in  doing  so  he  fell  a<;ross  the 
rail  and  was  run  Over. 


In  copying  the  waggon  num- 
bers at  the  p<nnt  men- 
tioned there  is  no  doubt 
Hunter  was  doing  what 
he  believed  would  help  on 
the  work,  and  having  his 
attention  fixed  thereon 
and  the  light  of  the  hand 
lamp  thrown  on  the  wag- 
gon labels,  he  would  not 
be  able  to  see  the  heap  of 
ashes  over  which  he 
stumbled. 

Lam  of  opinion  that  in  this 
case  the  accident  was  due 
to  misadventure. ' 


For  the  futoie  wmtety  of 
eng^nemen,  a%  well  ma  f  ar- 
sons who  may  have  to  walk 
past  the  water  crane,  I 
suggest  that  the  Gompaay 
should  consider  the  advis- 
ability  of  providini^  a  lamp 
opposite  to  the  water  crane 
referred  to. 

A.  F. 


The  hand  points  referred  to 
are  fixed  between  the 
No.  I  and  No.  2  shunting 
necks,  but  owing  to  the 
latter  being  on  a  slight 
curve  it  is  necessary  for 
hand  signalling  purposes 
for  the  shunters  engaged 
in  the  No.  2,  or  middle 
group,  to  stand  between 
the  No.  2  and  No.  3  shunt- 
ing necks.  The  space 
between  the  two  lines  last 
mentioned  is  only  6  feet 
6  inches,  which  would  not 
allow  for  the  removal  of 
the  hand  points  to  that 
position. 

There  are  two  shunters  pro- 
vided, but  at  the  time  of 
the  mishap  the  shunter 
in  charge,  J.  Robertson, 
was  engaged  coupling 
waggons  in  the  No.  3 
siding,  otherwise  it  would 
not  have  been  necessary 
for  McCabe  to  have  crossed 
the  shunting  neck  for  re- 
versing the  points  and 
hand  signalling. 

There  is  no  proof  as  to  how 
the  accident  occurred,  but  ! 
as  there  was  some  snow 
lying   about   the  sidings 


To  avoid  the  necessity  for  the 
shunters  eng^aged  at  the 
No.  2  group  having  to  cross 
and  re-cross  the  shunting 
neck  as  in  this  case,  I  sag- 
gent  that  as  far  as  possible, 
when  an  engine  is  working 
at  t^t  point,  both  shunteri 
should  be  with  it. 

A.  F. 
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Partioulan  of  Aooident,  &o. 


Date  of  Accident — 17th  December, 
1901.  Place  at  which  Accident 
happened— ^Perth  North.  Name  of 
Person  killed — John  McKeman. 
Age  of  Person  killed — 15.  Capacity 
in  which  employed  —  Waggon 
Greaaer.  Number  of  booked  work- 
ing hours  per  diem — 1 3.  How  long 
on  duty  at  time  of  Accident — 
9}  hours. 

Description  of  Accident — MoKeman 
was  employed  in  the  Perth  North 
up  and  down  marshalling  sidings. 
On  the  morning  in  question,  at 
about  3.15,  he  was  crossing  from 
the  waggon  inspectors*  cabin  in  the 
up  si£ngs  for  the  purpose  of 
attending  to  waggons  then  being 
propelled  into  the  No.  1  doyon 
siding,  and  whilst  doing  so  at  a 
point  about  80  yards  eouth  of  the 
shunting  neck,  apparently  failing 
to  notice  an  engine  and  brake  van 
then  running  through  the  dow* 
loop  line,  he  was  knocked  down 
and  run  over,  receiving  injuries 
from  which  he  died  the  same  day. 


Date  of  Accident — 24  th  December, 
1901.  Place  at  which  Accident 
happened— Cove.  Name  of  Person 
killed — William  Grassie.  Age  of 
Person  killed  —  68.  Capacity  in 
whidi  employed  —  Goods  Porter 
acting  as  brakesman.  Number  of 
book^  working  hours  per  diem. 
— 12.  How  long  on  duty  at  time  of 
Accident — 5  hours. 

Description  of  Accident  —  William 
Grassie  was  working  in  charge  of 
a  conditional  goods  train  from 
Aberdeen  to  Portlethen  (8}  miles; 
and  back.  The  train,  which  con- 
sisted of  engine,  22  waggons,  and  a 
brake  van,  arrived  at  Cove  at  11.50 
a.m.,  where  in  addition  to  the 
Wl^;(gon  next  the  engine  having  to 
be  detached  four  others  had  to  be 
attached.  As  soon  as  the  train  had 
been  brouerht  to  a  stand  the  station 
porter  James  Main  uncoupled  be- 
hind the  first  waggon  and  then  in- 
structed the  engine  driver  to  go 
ahead  over  the  siding  inlet  points. 
The  up  line  is  on  a  gradient  of  one 
in  101  falling  towards  Aberdeen, 
and  Main  states  that  before  un- 
ooupUng  he  placed  a  sprag  in  one 
of  the  wheels  of  the  next  waggon, 
but,  whether  this  is  correct  or  not, 
as  soon  as  the  engine  had  gone 
forward  he  noticed  that  the  train 
was  moving  back.  Fortunately, 
after  the  train  had  only  run  a  few 
waffirons*  lengths,  by  applying  some 
of  the  hand  brakes  on  the  waggon, 
he  was  able  to  bring  it  to  a  stand. 
After  the  shunting  had  been  com- 
pleted at  about  12.15,  the  train  was 
drawn  forward  until  the  brake-van 
had  reached  the  inlet  points,  when, 
on  the  Stationmaster  (Mr.  Addibon) 
getting  in  the  van  for  the  purpose 
of  riding  to  some  sidings  half-a« 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


RecommendaAions. 


I  think  it  is  probable  that 
McCabe  may  have  slipped 
from  one  of  the  sleepers, 
and  that  the  accident  was 
due  to  misadventure.  The 
path  is  fairly  level  and 
the  shunting  necks  are 
well  lighted. 


The  evidence  shows  that 
MoKernan  had  previously 
crossed  from  the  down 
to  the  up  sidings  for  the 
purpose  of  re-filling  his 
grease  box  from  a  cask 
kept  near  the  waggon 
inspector's  cabin,  and  it 
was  whilst  re-crossing 
from  the  up  to  the  down 
sidings  with  a  heavily 
loaded  grease  box  that  he 
was  knocked  down.*  At 
the  same  time,  had  he 
kept  the  necessary  look- 
out he  might  have  seen 
and  avoided  the  engine 
and  van  by  which  he  was 
run  over,  and  as  he  failed 
to  do  so,  the  mishap  was 
due  to  his  own  want  of 
caution. 


Although  Grassie  ranked  as 
a  goods  porter  previous  to 
1889,  he  had  for  32  years 
been  a  brakesman,  and 
since  then  he  acted  in  a 
similar  position  when 
required. 

The  conditional  train  in 
question  in  frequently  run, 
and,  as  a  rule,  Grassie  was 
sent  in  charge  of  it,  but 
from  the  evidence  g^ven 
it  appears  that  he  sSdom 
left  his  van  for  the  work 
that  had  to  be  done  at 
Cove.  According  to  Rule 
181,  before  the  engine  was 
detached  from  the  train,  a 
sufficient  number  of  sprags 
should  have  been  plaoeid 
in  the  wheels  to  prevent 
the  train  from  running 
back.  This  rule  evidently 
was  not  properly  complied 
with,  for  which,  having 
taken  upon  himself  the 
responsibility  of  uncoup- 
ling the  train,  the  porter, 
J.  Main,  is  to  blame. 

It  is  impossible  to  trace  the 
cause  of  the  accident,  but 
owing  to  the  position  and 
condition  of  a  certain  pieoe 
of  timber  found  near  the 
point  where  the  mishap 
occurred,  I  am  inclined  to 
think  that  on  Grassie 
noticing  the  train  moving 
back,  he,  instead  of  using 
a  sprag,  took  the  piece  of 
wood  <a  split  sleeper) 
which  he  haid  in  his  van, 
and  placed  it  in  front  of  the 
wheel  of  a  rear  vehicle, 
and  that  as  by  the  weight 
of  the  train,  the  outer  end 


*   t  • ' 


To  avoid  the  greasers  having 
to  cross  the  main  and  loop 
lines  for  the  pmrpoee  of 
re-filling  their  boxes,  as  in 
this  case,  I  recommend 
that  arrangements  should 
be  made  for  a  sufficient 
supply  of  grease  being  kept 
on  the  down  sidings. 

A.  F. 


.  •    .'V  '  ... 


174 

R1P0RT8  OP  8UB-IN8PB0TORS  OP  RAILWAYS  ON  ACCIDENTS — Cimtifltsei. 


Rallw»f. 


Calsdokiah-^^^n^  . 


Ohbsuibb  LimES 


Partioiilan  of  Aooident,  Jco. 


Conolnsions  of  the  Sub- 
Inspector,  as  to<the  causes 
of  the  Accident. 


mile  BonthwardSf  he  noticed  the 
gnaid  was  absent.  Immediate 
search  was  made,  and  Grassie's 
body  was  fonnd  lyin^  between  the 
rails  of  the  up  main  line  dose  to 
the  point  where  his  van  had  been 
standing,  both  legs  having  been  ran 
over. 


Dat«  of  Accident— 8th  October,  1901. 
Place  at  which  Accident  happened— 
Gooley  Junction.  Name  of  Person 
injured — Walter  Roberts.  Age  of 
Person  injured — 60.  Capacity  in 
which  employed— Goods  Guard. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident  —  6  hours. 
Nature  of  Injury — Right  shoulder 
dislocated. 

Description  of  Accident — Roberts  was 
working  in  charge  of  the  9  p.m. 
goods  train  from  Liverpool  to 
Leeds,  which  arrived  at  Gooley 
Junction  at  2.30  a.m.  There  were 
waggons  to  detach  at  Gooley 
Junction  Sidings,  but  owing  to  the 
main  line  being  occupied  by  another 
train,  the  train  with  which  Roberts 
was  working  was  stopped  clear  of 
the  Junction.  As  soon  as  the  train 
had  been  brought  to  a  stand, 
thinking  he  might  in  some  way 
facilitate  the  work,  Roberts  left 
his  van  and  walked  towards  the 
engine,  but  just  before  reaching  the 
latter,  and  whilst  reading  the  labels 
on  the  waggons,  he  stumbled  over 
a  point  rod  and  fell  to  the  ground. 
At  the  time  of  my  enquiry  he  was 
still  off  duty. 


Date  of  Accident  —  2nd  November, 
1901.  Place  at  which  Accident 
happened  — ^  Hartford  and  Green- 
bank.  Name  of  Person  injured — 
Matthew  Shaw.  Age  of  Person  in- 
jured—  60.  Capacity  in  which 
employed  —  Foreman  shunter. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident  —  6  hours. 
Nature  of  injury — Right  side  and 
back  injured.    Off  duty  1  week. 

Description  of  Accident  —  During 
shunting  opemtions  at  10  p.m.  on 
the  day  in  question,  while  Shaw 
was  turning  round  to  signal  to  his 
driver,  he  slipped  off  the  boxing 
which  partly  covers  the  point  rods 
opposite  to  Hartford  North  signal 
cabin  and  fell,  with  the  result 
stated  above. 


Date  of  Accident— loth  •November, 
1901.  Place  at  which  Accident 
happened  —  Huskisson,  Liverpool. 
Name  of  Person  injured — ^Henry 
Hutchings.  Ageof  person  injured — 
40.    Capacity  in  which  emplojred — 


of  the  timber  was  forced 
upwards,  it  struck  and 
knocked  him  under  the 
moving  waggon. 
From  the  circumstances  con- 
nected with  this  case.  I  am 
afraid  the  working  at  Cove 
is  not  as  it  should  be. 
The  train  in  question  had 
been  at  that  station  25 
minutes,  and  yet,  although 
the  guard  had  not  been 
seen  by  any  of  the  staff, 
the  Stationma8ter«  (who 
had  assisted  with  the 
work),  contrary  to  Rule 
171c,  himself  gave  the 
starting  signal  direct  to 
the  engine  driver. 

A.F. 


The  point  rod  in  question 
runs  from  the  west  signal 
cabin  to  some  main  line 
points  about  lUO  yards 
distant.  It  is  kept  well 
dear   of   the   rails   until 

.  reaching  the  place  where, 
of  necessity,  it  passes 
under  the  rails  of  the  up 
main  line. 

Roberts  was  well  acquainted 
with  its  position,  and  so, 
with  ordinary  care,  he 
certainly  might  have 
avoided  it,  consequently 
the  mishap  was  due  to  his 
own  want  of  caution. 

There  is  very  little  foot 
traffic  at  the  point  where 
Roberts  fell,  but,  for 
future  safety,  the  Com- 
pany's representatives  who 
attended  my  enquiry, 
agreed  to  protect  the  rod 
with  side  timbers. 

A.  F. 


At  the  spot  where  this  mis- 
hap happened,  the  boxing 
covering  the  points  is 
1  foot  10  inches  broad, 
and  8  inches  higher  than 
the  ballast,  then  between 
the  end  of  the  boxing  and 
the  signal  cabin  the  point 
rods  are  exposed  for  a 
distance  of  2  feet  3  inches. 

The  accident  appears  to  have 
been  chiefly  due  to  the 
boxing  being  so  narrow 
and  the  place  being  in- 
sufficiently lighted.  Since 
this  accident  five  lamps 
have  been  erected,  which 
appear  to  be  satiafactoipr 
BO  far  as  the  lighting  is 
concerned.  * 


The  trunking  in  question 
stands  about  3  inches 
above  the  ballast.  Its 
position  could  not  be  seen 
by  Hutchings,  and  I  am 
therefore  of  opinion  that 


RecomnHHiftitlons. 


I 


For  future  safety,  the  Com- 
pany should  oover  in  tha 
whole  of  the  point  rods, 
and,  if  powible,  bring  the 
ballast  up  to  a  level  with 
the  top  of  the  boxing. 

J.J.  H 


1 
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BailwAj. 


Particulars  of  Aucident,  &c. 


ttmi. 


DxTHt^mm     AHD     Ab- 
BBOATH  Jonrx. 


FUBM 


Foreman  shanter.  Number  of 
booked  working  hours  per  diem — 
12.  How  long  on  duty  at  time  of 
Accident  — 11  hours.  Nature  of 
Injury — ^Right  hand  lacerated. 
Description  of  Accident  —  During 
shunting  operations  at  about 
5.50  p.m.,  and  just  before  finishing 
duty,  Hutchings  ran  from  the 
Cattle  Dock  Siding  towards  a 
tunnel  which  is  situated  at  the 
outward  end  of  the  goods  yard  for 
the  purpose  of  seeing  that  the  last 
of  several  waggons  attached  to  the 
shunting  engine  had  cleared  cer- 
tain points,  and  whilst  doing  so, 
he  tripped  over  some  trunking 
which  18  fixed  in  the  four-foot  way 
of  the  departure  line  to  protect  a 
point  rod  from  long  couplmgs,  and 
nblling  to  the  ballast,  he  received 
injury  to  his  right  hand  which 
necessitated  his  being  off  duty 
14  days. 


Date  of  Accident-  18th  October,  1901. 
Place  at  which  Accident  happened 

,  — Easthaven.  Name  of  Person 
killed — Charles  Mann.  Age  of 
Person  killed  —  49.  Capacity  in 
which  employed  —  Carpenter. 
Number  of  booked  working  hours 
per  diem — 10^.  How  long  on  duty 
at  time  of  Accident — 64  hours. 

Description  of  Accident — On  the 
date  in  question,  and  for  three  days 
prcA  iously,  Mann  and  another  car- 
penter named  Donald  Davidson 
with  a  labourer  named  Andrew 
Warden,  were  engaged  in  re-cover- 
ing the  point  rods  and  signal  wires 
immediately  in  front  of  the  signal 
cabin,  situated  on  the  up  side  of 
the  line  close  to  the  south  end  of 
the  up  platform.  At  about 
1.2o  p.m„  after  fixing  a  small  tim- 
ber at  which  point  he  was  well 
clear  of  the  rails,  Mann  moved 
nearer  to  the  up  line  and  just  at 
the  moi9ent  failing  to  notice  an  up 
train  then  approaching,  he  was 
struck  by  the  footstep,  and  received 
injuries  from  which  he  died  shortly 
afterwards. 


Date  of  Accident— 1  St  October,  1901. 
Place  at  which  Aooident  happened 
— Ulverston.  Name  of  PerHon  in- 
jured—Robert Potts.  Age  of  Per- 
son injured  —  62.  Capacity  in 
which  employed  —  Goods  Guard, 
acting  as  passenger  guard.  Num- 
ber of  booked  working  hours  per 
diem — 10^.  How  long  on  duty 
at  time  of  Accident  —  6  hours. 
Nature  of  Injury — Left  foot  in- 
jured.   Off  duty  10  days. 

Description  of  Accident — On  the 
day  in  question,  Potts  worked  with 
the  IS^.lU  p.m.  passenger  train  from 
Ulverston  to  Priory,  and  the  return 
12.38  p.m.  train  from  Priory  to 
Ulverston.  On  arrival  at  the  latter 
station,  after  the  passengers  had 
alighted,  it  was  necessary  to  take 
the  train  forward  about  half  a 
mile  and  place  the  vehicles  in  the 
goods  yard,  the  brake  van,  which 
was  in  the  rear,  into  one  siding, 
and  the  two  passenger  vehicles 
into  another.  For  this  purpose, 
when  the  brake  van  was  over  the 
points  leadijig  from  the  down  main 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recommendatioiis. 


I 


in  this  case  the  mishap 
was  purely  accidental. 
The  shunting  is  very  heavy 
at  the  point  referred  to, 
and  as  it  is  absolutely 
neoessary  for  the  men  to 
run  along  the  four-foot 
way  of  the  departure  line, 
at  my  request,  the  Com- 
panv*s  officers  who  at- 
tended my  enquiry  readily 
agreed,  and  at  once  gave 
instructions  for  the  ob- 
struction to  be  removed, 
and  for  the  point  rod  (and 
others  similarly  situate) 
to  be  properly  protected 
with  side  timbers,  conse- 
quently no  further  action 
is  necessary. 

A.F. 


From  the  evidence  given,  it 
appears  that  the  tluree  men 
referred  to  were  all  work- 
ing with  their  backs  un- 
necessarily turned  towards 
the  approaching  train,  and 
none  of  them  saw  or  heard 
the  train  until  it  was  close 
to  them. 

It  is  said  that  owing  to  a 
strong  wind  and  the  noise 
of  the  sea  waters  just 
behind  the  cabin,  they 
were  unable  to  hear  the 
'train,  but  even  if  that 
were  so,  there  was  nothing 
to  prevent  them  seeing  it. 
The  traffic  over  that  sec- 
tion of  the  line  is  not 
heavy,  and  I  am  strongly 
of  an  opinion  that  in  Uus 
case  the  mishap  was  due 
to  want  of  caution  for 
which  each  of  the  three 
men  were  equally  to  blame. 

A.  F. 


The  responsibility  for  this 
mishap  rests  with  Engine 
Driver  James  Dick,  who 
disregarded  rule  183  which 
reads: — 

"During  shunting 
**  operations  an  engine 
**  driver  must  not  move 
**hi8  train,  although  the 
«« <iir<>^     signal    may    *»- 


fixed 


be 


For  future  safety  it  is  to  be 
hoped  that  tihe  Company 
will  take  such  steps  as  will 
ensure  strict  compliance 
with  this  important  rule  by 
all  concerned  at  all  times. 

J.  J.  H. 


"lowered,  until  he  has 
**  received  a  hand  signal 
"  to  do  so  from  the  guard, 
**  shunter,  or  other  person 
"  in  charge.** 

Dick  fully  admits  that  he 
was  to  blame,  but  at  the 
same  time  it  is  clear  from 
the  evidence  given,  that 
the  engine  drivers  have 
been  in  the  habit  of  settmg 
their  trains  back,  as  in 
th4s  case,  when  the  signal 
was  taken  off  without 
receiving  any  hand  signal 
from  the  guard  to  do  so. 
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Railwmy 


Partdoalan  of  Aoddent,  &c. 


FUBKWfl     <WII<. 


GlASOOW  LVD  SOITTE 

Wbbtbbh. 


OBfA.T  OmrTRAL 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Aocident. 


line  to  the  goods  yard,  Potts,  as 
usual,  went  in  between  it  and  the 
adjoining'  Tehiole  for  uncoupling 
purposes  and  to  release  the  raouum 
pipe,  but  before  he  had  time  to  do 
so,  Engine  Driyer  James  Dick  set 
the  train  back  for  about  60  yards 
until  Signalman  J.  Stephenson, 
who  was' In  the  west  cabin  and  saw 
Potts'  position,  signalled  him  to 
stop.  While  the  train  was  being 
set  back.  Potts  clung  to  the  vaouum 
pipe  and  ran  as  well  as  he  was  able 
with  the  train,  bnt  his  left  foot 
by  some  means  came  in  contact 
with  a  crossing,  with  the  result 
stated  above. 


Date  of  Aocident — 6th  November, 
1901.  Place  at  which  Accident 
happened  —  Ardrossan.  Name  of 
Person  killed — Jamds  Polland.  Age 
of  Person  killed — 50.  Capacity  in 
which  employed — Platelayer.  Num- 
ber of  booked  working  hours  per' 
diem — 104.  How  long  on  duty 
at  time  of  Accident — 9  hours. 

Description  of  Accident — Six  plate- 
layers, including  the  deceased  and 
the  ganger  John  McDowell,  were 
working  on  the  down  line  between 
the  Harbour  No.  1  and  Princes 
Street  Signal  Cabins.  At  about 
4  p.m.  they  were  engaged  about 
50  yards  east  of  the  Harbour  No.  1 
Cabin,  at  a  point  where  the  lines 
are  on  an  eleven  chain  curve. 

At  that  time  a  shunting  engine  with 
waggons  attached  ran  into  a 
parallel  siding  and  so  obscured  the 
view  of  an  approaching  down  pas- 
senger train  that  it  oould  not  be 
seen  by  the  platelayers  until  it  was 
within  40  yards  of  the  place  where 
they  were  at  work,  and  then,  al- 
though the  ganger  states  that  he 
called  to  them  to  get  clear,  before 
they  could  all  do  so,  Polland,  who 
had  only  been  in  the  Oompany*s 
service  for  three  d»ys,  was  knocked 
down  and  so  injured  that  he  died 
the  same  night. 


Date  of  Accident— 30th  October,  1901. 
Place  at  which  Accident  happened 
—Calvert.  Name  of  Person  in- 
jured— Wilheim  Cummack.  Age 
of  Person  injured — 31.  Capacitv 
in  which  employed — Goods  GuardL 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duby 
at  time  of  Aocident  —  6  hours. 
Nature  of  Injury — Right  hand 
injured.    Off  duty  6|  weeks. 

Description  of  Accident— On  the  day 
in  question,  Cummack  was  working 
with  the  2.35  p.m.  goods  train  from . 
Woodford  to  Calvert  During 
shunting  operations  at  the  latter 
station,  at  about  9.80  p.m.  it  was 
necessary  for  him  to  place  a  wag- 
gon of  coal  at  the  west  end  of  the 
straight  road  in  Mr.  A.  W.  Itter*s 
brick  yard,  but  before  he  could 
place  the  vehicle  in  proper  position, 
15  waggons  either  empty  or  partly 
loaded  with  bricks  had  to  be  drawn 
out.  While  walking  alongside 
these  vehicles  for  the  purpose  of 
coupling  them  together  with  his 
coupling  pole,  his  foot  slipped  j  on 
some  loose  broken  bricks  and  he 


There  was  no  one  told  off 
to  specially  act  as  a  look- 
out man,  but  the  ganger, 
J.  McDowell,  states  that 
he  was  acting  as  such. 

The  evidence  given  by  Mc 
Dowell  and  one  of  hie  men, 
P.  Donnelly,  as  to  Uie 
position  in  which  Mc 
Dowell  was  standing  is 
conflicting,  but  even  ac- 
cepting his  own  statement, 
it  is  quite  certain  he  was 
not  standing  in  a  position 
from  which  he  could  get 
a  clear  view  of  an  approach- 
ing train.  McDowell  con- 
siders he  was  keeping  a 
proper  look  out  for  his 
men,  although  he  candidly 
admits  that  when  he  first 
saw  the  train,  which  he 
knew  was  ten  minutes 
over  due,  it  was  not  more 
than  40  yards  away. 

This  is  certainly  not  in  ac- 
cordance with  Rule  273. 

I  am  of  opinion  that  in  this 
case  the  accident,  which 
might  have  been  even 
more  serious,  was  due  to 
want  of  caution  on  the 
part  of  Ganger  John  Mc 
Dowell. 

A.  F. 


The  whole  of  the  sidings  and 
lines  at  and  about  the  spot 
where  this  aocident  oocur- 
red  are  owned  by  Mr.  A. 
W.  Itter,  brick  manufac- 
turer, and  although  there 
is  from  one  and  a  half  to 
two  hours'  shunting  night- 
ly at  this  place,  there  is  not 
a  single  fixed  lamp  pro- 
vided. 

The  mishap  was  due  to  the 
path  which  it  was  neces- 
sary for  Cummack  to  use 
being  in  such  a  faulty  con- 
dition, and  the  place  being 
in  absolute  darkness. 


Recommendations. 


For  f  liture  safety  it  is  desir- 
able; that  'proper  paths- 
shoi]^d  be  made  for  the  men 
to  Tf'alk  upon  while  per- 
fomiing  the  necessary 
coupUng  or  uncoupling 
operations,  and  that  suffi- 
cient light  should  be  pro- 
vided to  enable  the  men  to 
see  ^  do  their  work,  and 
the  i  Company  should  be 
asked  to  use  their  influence 
withT  Mr.  Itter  for  these 
improvements  to  be  made 
with  the  least  possible 
delajr,  and  ako  to  arrange 
as  f itf  as  possible  for  the 
shunting  operations  to  be 
perfornwd  in  daylight. 

J.  J.  H. 
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IVurtioiilan  of  Aooident,  &o. 


Oonolosions  of  the  Sab- 

Inspector  as  to  the  causes 

of  the  Aooident. 


Obbxt  Obttbal— 


overbalanced  and  fell  in  the 
direction  of  one  of  the  waggons. 
Whilst  falling  he  placed  his  right 
hand  in  which  he  had  lus  coupling 
pole  against  the  waggon  side  to 
save  himself,  when  the  other  end 
of  the  pole  became  fast  in  che 
ground,  and  as  the  vehicle  was 
slowlj  moving,  his  right  hand  was 
crushed  between  the  side  of  it  and 
his  coupling  pole,  with  the  result 
stated  above. 


Date  of  Accident — 3rd  November, 
1901.  Place  at  which  Accident 
happened  —  Hartington  Colliery, 
Stavelej  Town.  Name  of  Person 
injured — Joseph  Drake.  Af^e  of 
Person  injured — 32.  Capacity  in 
which  employed — Shunter.  Num- 
ber of  booked  working  hours  per 
diem — 10.  How  long  on  duty  at 
time  of  Accident  —  8  hours  50 
minutes.  Nature  of  Injury — Left 
knee  injured.     Off  duty  6  days. 

Description  of  Accident — At  about 
1.50  a.m.,  Drake  was  sent  from 
Staveley  Town  by  Inspector 
Thomas  Taylor  to  Hartington 
Colliery,  almost  opposite,  to  relieve 
another  shunter  working  there. 
After  doin&r  so,  instead  of  com- 
mencing work,  he  ^ot  upon  the 
footplate  of  the  engine,  lyhere  he 
remained  until  2.45  a.m ,  whea  he 
was  found  still  conversing  with 
engine-driver  C.  Barratt  by  In- 
spector Taylor,  who,  requiring  the 
engine  to  assist  an  up  goods  train, 
had  walked  across  to  the  Colliery. 
When  Taylor  reached  the  spot 
where  the  eugiae  stood,  he  had 
some  conversation  with  Drake 
respecting  his  idling.  They  then 
walked  along  the  sidings,  and 
decided  to  take  7  waggons  from 
there  up  to  the  up-sidings  at 
Staveley  Town.  These  vehicles 
were  coupled  to  the  engine,  and 
Drake  gave  his  driver  a  signal  to 
start,  i^ter  which  he  states  that 
while  releasing  one  of  the  brakes 
with  his  coupling  pole,  it  became 
entan^rled  in  the  waggon  wheel, 
with  the  result  stated  above. 


Date  of  Aooident — 6th  December, 
1901.  Place  at  which  Accident 
happened — Dewsnap,  Sidings  Guide 
Bridge.  Name  of  Person  injured — 
Edward  Harrison.  Age  of  Person 
injured — 35.  Nature  of  Injury- 
Left  shoulder  and  left  ankle 
bruised. 

Description  of  Accident — Harrison  is 
employed  as  a  drayman  by  Mr. 
J.  Pollitt,  Carting  Agent  to  the 
Great  Central  Company. 
i  On  the  date  mentioned,  he  went  to 
the  goods  station  for  the  purpose 
of  carting  away  some  log  wood 
which  had  arrived  by  train. 
Accompanied  by  a  goods  porter 
named  Alfred  Burgess,  he  found 
the  wood  in  a  waggon  standing 
near  the  entrance  of  the  coal  or 
No.  5  siding.  At  the  request  of 
Burgess,  the  dray  was  set  alongside 
the  waggon,  but  whilst  they  were 
engaged  in  transferring  the  wood 
from  the  waggon  to  the  dray, 
Harrison  noticed  that  a  waggon 
was  being  shunted  into  the  ad- 
joining No.  4,  Marshalling  siding. 
TO  avoid    the    dray    (which    was 


The  7  vehicles  in  question 
had  to  be  drawn  up  an 
incline  of  1  in  70  tor 
about  300  yards.  While 
this  was  being  done.  In- 
spector Taylor  rode  upon 
the  footplate  of  the  engine, 
but  as  it  seemed  likely  to 
come  to  rest  before  reach- 
ing the  top  of  the  incline, 
he  lumped  off  the  footplate 
and  walked  back  to  ex- 
amine the  waggons,  when 
he  found  4  brakes  down, 
one  of  which  was  pinned 
hard  down.  Taylor  states 
emphatically  that  all  the 
brskes  were  released 
before  the  engine  started, 
as  he  went  round  both 
sides  of  the  vehicles,  and 
examined  all  the  brakes 
himself.  The  evidence 
between  Taylor  and  Drake 
was  very  conflicting  as  to 
whether  all  the  waggon 
brakes  were  or  were  not 
released  before  the  engine 
started,  but  the  unsatis- 
factory manner  in  which 
Drake  gave  his  evidence 
leads  me  to  believe  that 
the  responsibility  for  the 
mishap  rests  with  himself. 


The  foreman  shunter,  Walter 
Turner,  who  was  respon- 
sible for  the  waggon  being 
shunted  into  the  No.  4 
siding,  states,  that  al- 
though the  waggon  of 
log  wood  had  been  placed 
in  the  usual  unloading 
siding,  it  had  only  been 
placed  there  for  short 
storage  until  other  wag- 
gons were  removed,  when, 
during  the  night,  the 
waggon  in  question  would 
have  been  pushed  further 
down  the  siding.  If  that 
is  correct,  I  am  of  opinion 
that  the  arrangements 
were  very  faulty.  The 
siding  is  supposed  to  be 
used  exclusively  for  un- 
loading purposes,  and  to 
my  mind,  no  waggon 
should  be  placed  in  it, 
unless  it  can  be  set 
sufficiently  clear  of  the 
fouling  point  as  to  allow 
of  its  being  unloaded  in 
safety. 


It  woold  ^>pear  from  the 
evidence  that  Drake  had 
not  been  supplied  with  a 
copy  of  the  Appendix  as 
directed  in  rule  17  (a),  and 
the  Company's  attention 
should  be  drawn  to  the 
matter. 

J.  J.  H. 


118M 
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Partionlars  of  Accident,  &c 


Obbat  Cbntbal- 
eimt. 


Btanding  too  near  the  No.  4  siding) 
being  struck  by  the  waggon, 
Harnson  did  his  best  to  get  it 
remoyed,  bnt  before  he  could  do 
BO,  the  waggon  collided  with  the 
dray,  with  the  result  that  he  waB 
knocked  down  and  injured 
proTiously  stated. 


Date  of  Accident — 10th  December, 
1901.  Place  at  which  Accident 
happened — Damall  Tunnel  near 
Damall.  Name  of  Person  killed — 
Mark  Price.  Age  of  Person  killed 
—29. 

Description  of  Accident — Price  was 
employed  as  a  labourer  by  the 
Pazakerley  Railway  Signal  Com- 
pany, who,  since  January  last  year 
have  been  carrying  out  certain 
signalling  alterations  at  and  near 
Damall.  For  two  months  previous 
to  the  date  of  this  accident  they 
were  so  employed  at  the  Damall 
Tunnel  signal  cabin.  The  tunnel 
is  about  350  yards  in  length,  and  is 
situated  about  half  a  mile  east  of 
Damall.  The  signal  cabin  is 
immediately  west  of  the  tunnel 
and  in  connection  with  the  altera- 
tions, a  cross-over  road  disc  signal 
had  to  be  placed  in  the  6-foot  spaoe« 
When  preparing  for  the  disc  signal, 
the  ballast  taken  from  the  6-foot 
space  was  temporarily  placed  be- 
tween the  rails  of  the  down  main 
line.  On  the  date  in  question, 
Price  was  engaged  in  removing 
the  surplus  ballast  from  the  down 
line,  and  at  about  3.50  p.m.,  whilst 
so  employed,  he  was  knocked  down 
by  the  engine  workinflr  the  12  noon 
express  train  from  Marylebone  to 
Manchester,  and  so  injured  that  he 
died  the  same  night. 


Date  of  Accident — 13th  December, 
1901.  Place  at  which  Accident 
happened  —Sheffield.  Name  of  per- 
son injured — Arthur  C.  Blow.  Age 
of  Person  injured — 26.  Capacity 
in  which  employed — ^Pilot  Guard. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Reoommemdations. 


am  of  opinion  that  the 
accident  was  due  to  want 
of  caution,  for  which, 
although  Burgess  may  be 
somewhat  to  blame  for 
not  first  ascertaining  that 
it  was  safe  for  the  dray 
to  be  set  as  stated,  the 
foreman  shunter,  W. 
Turner,  is  chiefly  to  blame 
for  not  acting  in  ac- 
oordanoe  with  Rule  112a. 

A.  F. 


There  were  three  other  men, 
including  the  foreman 
(G.  England),  employed 
in  connection  with  the 
same  work,  but  at  the 
time  of  the  mishaps 
the  other  two  workmen 
had  gone  to  the  cabin  for 
some  materials.  The  fore- 
man states  :  ''  At  the 
time  of  the  accident  I 
was  standing  near  to  the 
mouth  of  the  tunnel  and 
thinking  out  how  we 
could  best  get  through 
other  work.  As  soon  as  I 
noticed  the  down  train 
running  from  the  tunnel, 
knowing  Price  was  work- 
ing a  few  yards  ahead,  I 
called  to  him  to  get  clear, 
but  before  he  could  do  so, 
he  was  knocked  down. 
An  up  train  had  just 
entered  the  tunnel  and 
that  prevented  us  hearing 
or  seeing  the  express.  I 
have  never  asked  for  a 
look-out  man  to  be  pro- 
vided, except  when  fitting 
a  facing  point  lock.  I 
have  some  knowledge  of 
the  Railway  Company's 
Rules,  but  I  am  not 
supplied  with  a  copy  of 
them.  I  know  that 
according  to  one  rule  a 
look-out  man  should  be 
appointed  when  approach- 
ing trains  cannot  be  seen, 
and  that  when  a  train  is 
passing  on  one  line,  we 
should  stand  clear  of  all 
others,  and  I  admit  that 
had  we  done  so  in  this 
cane  the  accident  would 
not  have  happened.  I 
have  never  worked  in  a 
more  dangerous  place  than 
at  Darnall  Tunnel." 

There  is  no  doubt  that  in 
this  case  a  look-out  man 
should  have  been  ap- 
pointed, and  although 
foreman  G.  England  may 
not  have  exercised  all  the 
care  he  might  have  done, 
I  am  of  opinion  that  the 
Contractors  should  have 
made  arrangements  with 
the  Railway  Company  for 
the  provision  of  a  look- 
out man. 


The  primary  cause  of  the 
mishap  was  the  fact  of 
the  leading  waggon  in 
No.  7  siding  having  been 
left  too  near  the  fouling 
point,    contrary   to    Rule 


i 


For  future  nfety,  I  recom- 
mend that  in  all  caaee 
where  Contractor's  servants 
are  engaged  on  or  near  a 
running  line,  the  RaUwiqr 
Companies  should  insist  on 
their  general  rules  of 
safety  being  complied 
with. 

A.  F. 


Such  a  severe  storm 
raging  on  the  morning  of 
the  accident  that  the  lamps 
could  not  be  kept  alight, 
but  they  are  only  fitted 
with   single   burners,  and 
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Conolnsions  of  the  Sub- 
Inspector  u  to  the  oaasee 
of  the  Aooident. 


^eoommeBdaMeos. 


Nnmber  of  booked  working  honn 
per  diem — 12,  with  l|  hours  off 
for  meals.  How  long  on  duty 
at  time  of  Accident — 11|  hours. 
Nature  of  Injury — Hips  injured. 
Off  duty  1  month. 
Description  of  Aooident — It  5.15 
on  the  mominsT  in  question,  fore- 
man shunter  J.  B.  Haywar^  and 
Blow  were  engaged  with  a  pilot 
engine  placing  waggous  in  the 
"Old  Park  Station"  sidings.  A 
number  of  the  vehicles  were  placed 
in  No.  7  siding  and  the  remainder 
in  No.  8  (the  adjoining)  siding, 
after  which  it  was  necessary  for 
the  engine  to  be  taken  to  the 
"Bernard  Road"  siding,  nearly 
half  a  mile  distant,  and  for  Blow 
to  accompany  it  there.  For  this 
purpose,  after  having  set  the 
points  for  No.  8  siding,  he  Ti'alked 
forward  and  got  upon  the  foot- 
board of  the  guard's  waggon 
which  was  attached  to  the  engine, 
with  the  intention  of  riding  upon 
it  to  Bernard  Road  sidings,  but 
while  passing  the  fouling  point 
between  Nos.  7  and  8  sidings,  he 
was  crushed  between  the  leading 
waggt)n  standing  in  the  former 
Bidmg  and  the  one  he  was  riding 
upon,  with  the  result  stated  above. 


Date  of  Accident— 31st  December, 
1901.  Place  at  which  Aooident 
happened — Godley.  Name  of  Per- 
son injured — Alfred  J.  Frost.  Age 
of  Person  injured — 41.  Capacity 
in  which  employed — G-oods  Guard, 
employed  by  the  Great  Eastern 
Railway  Company.  Number  of 
booked  working  hours  per  diem — 
Irregular.  How  long  on  duty  at 
time  of  Accident — 4f  hours.  Nature 
of  Injury — Both  legs  injured.  Off 
duty  nine  davs. 

Description  of  Accident — Frost  was 
working  with  the  8.55  p.m.  up 
goods  train  from  Ardwickto  White- 
moor  Sidings,  March.  When  the 
train  arrived  at  Godley  it  was 
placed  in  No.  4  siding,  and,  while 
the  shunting  operations  were  being 
performed,  the  coupling  and  un- 
coupling was  done  by  the  shunters 
stationed  there,  but  as  Frost  ob- 
served three  waggons  travelling 
rather  quickly  into  No.  3  siding,  he 
put  down  the  brake  lever  of  one  of 
the  vehicles,  and,  after  doing  so, 
placed  one  end  of  his  coupling 
pole  on  the  top  of  the  brake  lever 
and  underneath  the  spring  of  the 
waggon,  after  which,  for  the  pur- 
pose of  bringing  more  pressure  to 
bear  upon  the  brake,  he  pressed  the 
whole  of  his  weight  upon  the  pole, 
and  while  doing  so,  the  end  of  it 
came  in  contact  with  the  wheel  of 
the  waggon,  causing  the  pole  to  be 
wrench^  from  his  grasp,  and  as  it 
revolved  with  the  wheel  it  struck 
both  his  legs,  with  the  result  stated 
above. 


184  (ey  To  add  to  Blow's 
dangers,  the  place  was  in 
absolute  darkness. 
The  evidence  is  somewhat 
conflicting  as  to  who  is 
responsible  for  leaving 
this  waggon  fouL  Hay- 
ward,  who  uncoupled  the 
vehicles  at  the  south  side, 
stated  that  at  the  time 
Blow  was  at  the  opposite 
side  of  the  vehicles,  and 
before  uncoupling  he 
asked  him  if  he  uncoupled 
there,  would  the  leading 
vehicle  be  clear  of  No.  8 
siding,  when  the  latter 
replied  "Yes,  plenty  clear." 
On  the  other  hand  Blow 
emphatically  states  that 
he  was  not  within  40  yards 
of  the  spot,  and  that  after 
setting  the  j^nts  for 
No.  7  siding,  he  remained 
there  until  the  vehicles 
for  No.  8  siding  were 
drawn  over  the  points, 
and  after  setting  them 
for  that  siding,  he  walked 
forward  and  got  upon  the 
footboard  of  the  guard*s 
waggon.  Blow*s  state- 
ment was  fully  cor- 
roborated by  both  engine 
driver  H.  Lockwood  and 
fireman  G.  A.  Danks.  and 
I  think  Hayward  must  be 
mistaken,  and  if  so,  he  is 
responsible  for  the 
mishap. 


The  mishap  was  due  to 
Frost  making  an  improper 
use  of  his  ooupling  pole, 
contrary  to  the  special  in- 
structions shown  both  in 
the  Great  Eastern  and 
Great  Central  Companies* 
Appendices,  copies  of 
which  he  had  been  supplied 
with.  He  frankly  admits 
that  he  was  well  aware 
that  he  was  disregarding 
his  instructions  by  using 
his  coupling  pole  as  a  brake 
stick,  but  there  was  no 
brake  stick  in  his  brake 
van  for  his  use,  and  al- 
though he  had  a  different 
brake  van  almost  daily,  he 
very  seldom  had  one  which 
contained  a  brake  stick. 


are  so  low,  and  the  n^rest 
one  is  so  far  from  the  spot 
where  the  mishap  hap- 
pened, that  if  they  had 
been  burning  the  yard 
generally  would  have  been 
insufficiently  lighted. 
For  future  safety  it  is  de- 
sirable that  this  busy 
shunting  yard  should  be 
better  lighted,  so  that  the 
men  may  be  able  to  per- 
form the  necessary  shunt- 
ing operations  with  the 
least  possible  risk.  Steps 
should  also  be  taken  to 
strictly  enforce  Rule  184  (0) 
at  all  times. 

J.  J.  H. 


There  are  a  large  number  of 
Goods  Guards  stationed  at 
March  (Frost*s  home  sta- 
tion). 

It  is  useless  issuing  special  in- 
structions for  the  guidance 
of  the  men  unless  proper 
provision  is  made  to  enable 
them  to  carry  them  out,  and 
with  that  end  in  view, 
arrangements  should  be 
made  for  every  brake  van 
to  be  fully  equipped. 

.      J.  J.  H. 


II3d6 
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Particulars  of  Accident,  &c. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  uauses 
of  the  Accident. 


Obbat  Bambbit 


I 


Date  of  Accident— Ist  October,  1901. 
Plaoe  at  which  Accident  happened 
— Bury  St.  Edmunds.  Name  of 
Person  injured — William  Eayner. 
Age  of  Person  injured — 57.  Ca- 
pacity in  which  employed — Inspec- 
tor. Number  of  booked  working 
hours  per  diem — 12,  with  1  hour 
off  for  meals.  How  long  on  duty 
at  time  of  Accident  —  9  hours. 
Nature  of  Injury — ^Left  ankle  in- 
jured.   Off  duty  one  week. 

Description  of  Accident— On  arrival 
of  a  down  passenger  train  at  Bury 
St.  Edmunds,  at  about  2.66  p.m., 
the  engine  was,  as  usual,  uncoupled 
at  the  east  end  of  the  station  plat- 
form to  be  taken  light  to  the  en- 
gine shed.  To  get  it  there  it  was 
necessary  for  the  driver,  J.  Rolfe, 
to  proceed  ahead  along  the  down 
main  line  for  a  distance  of  about 
330  yards  to  near  Bury  Junction 
signal  cabin,  and  from  there, 
through  the  oross-over-road  on  to 
the  up  main  line,  and  then  along 
the  latter  line  to  the  engine  shed 
junction  cabin,  situated  west  of  the 
station.  While  the  engine  stood  at 
the  east  side  of  the  croHs-over-road 
points,  Signalman  H.  Maddison,  on 
duty  in  t£e  Bury  Junction  cabin, 
set  them  in  proper  position,  and 
after  doing  so,  gave  driver  Rolfc 
the  right-away  signal  as  an  intima- 
tion that  the  line  was  clear  for  him 
to  proceed  to  the  engine  shed  junc- 
tion but  directly  afterwards  he  saw 
In8])ector  Rayner  violently  waving 
his  right  hand  as  a  signal  (which 
was  understood  between  them)  for 
him  to  change  the  points  (west  of 
the  cross-over-road)  from  the  po- 
sition they  stood  in  for  the  up 
main  line  and  set  them  for  the 
straight  siding,  in  which  were  three 
vehicles,  to  the  front  one  of  which 
a  shunting  horse  was  attached,  with 
the  result  that  Driver  Rolfe,  not 
noticing  that  the  points  had  been 
changed,  took  his  engine  into 
the  siding  too  quickly,  and  when 
Rayner  saw  it  would  strike  the 
horse  and  collide  with  the  vehicles, 
he  rushed  forward  to  remove  the 
animal,  but  before  he  could  get  it 
released  from  the  vehicle  and  clear, 
the  engine  knocked  it  down  and 
he  was  dragged  down  with  it,  re- 
ceiving the  injury  stated.  In  ad- 
dition, two  of  the  three  vehicles 
referred  to  were  damaged  by  the 
force  of  the  collision. 


Date  of  Accident— October  2nd,  1901. 
Place  at  which  Accident  happened 
—  Lowestoft.  Name  of  Person 
injured —  Bertie  Tripp.  Age  of 
Person  injured — 27.  Capacity  in 
which  employed — Carter  employed 
by  Messrs.  J.  &  F.  Reeve.  Nature 
of  In j  ury— Right  side  inj  ured.  OflP 
duty  three  weeks. 

Description  of  Accident — ^AU   cartv 

going  to  and  from  the  g^oods  yard 
are  to  cross  what  is  known  as  the' 


Inspector  Rayner  was  on  the 
down  platform  when  Rolfe 
Started  his  engine  from 
there,  and  he  could  and 
should  have  then  informed 
him  that  he  had  to  take 
his  engine  intothe  straight 
siding  to  be  attached  to 
three  vehicles  which  were 
required  at  the  rear  of  a 
passenger  train  then  over- 
due, but  at  that  time  he 
intended  this  work  to  be 
done  by  the  shunting  horse, 
and  it  was  only  when  the 
engine  was  proceeding 
through  the  cross-over  road 
that  1^  changed  his  mind 
and  decided  that  the 
vehicle  could  be  moved 
quicker  and  better  by  it. 
Therefore  he  commenced 
to  wave  his  right  arm  vio- 
lently for  Maddison  to 
change  the  points  quickly 
before  the  engine  got  upon 
the  locking  bar.  Rolfe 
saw  Rayner  waving  his 
arm,  but  he  took  it  for  a 
signal  for  him  to  increase 
the  speed  of  his  engine  to 
get  it  clear  of  the  up  pas- 
senger trains  then  overdue, 
consequently  he  applied 
more  steam,  and  to  reach 
the  regulator  for  this  pur- 
pose, as  his  engine  was 
running  bunker  first,  he 
had  to  turn  round,  with  the 
result  that  when  he  again 
looked  ahead  his  engine 
was  travelling  so  quickly 
that  before  he  could  shut 
the  regulator  and  bring  it 
to  rest,  it  struck  the  horse 
and  collided  with  the  ve- 
hicles. 

The  responsibility  for  this 
mishap  chiefly  rests  with 
Rayner  himself  for  signal- 
ling to  Maddison  to  turn 
the  engine  from  the  up- 
main  line  into  the  straight 
siding  without  first  satis- 
fying himself  that  Rolfe 
Imew  what  was  about  to 
to  be  done.  At  the  same 
time  Maddison  is  not  free 
from  blame,  as  he  ought 
not  to  have  changed  the 
points  after  he  had  in- 
formed driver  Rolfe  that 
the  line  was  clear  to  the  en- 
gine shed  junction,  and  as 
the  home  signal  from  that 
junction  was  off,  Rolfe  was 
justified  at  travelling  at 
the  speed  at  which  his  en- 
gine was  running,  as  he 
could  easily  have  brought 
it  to  rest  at  the  points 
leading  to  the  engine  shed. 


The  crossing  in  question  is 
constantly  used,  but  there 
is  no  one  appointed  to  at- 
tend to  it,  and  as  Curtis 
was  aware  of  this  he  ought 
to  have  carried  out  Rule 
112  (a)  and  not  signalled 
the  driver  to  push  the  ve- 
hicle foul  of  the  crossing 
until  either  he  or  someone 
else  had  been  to  the  spot 
to    prevent    carters    and 


Recommspdfttiong. 


For  future  safety  it  is  deeir- 

able  that  tlui  Company 
should  forbid  the  Bi^nal- 
men  at  Bury  JnnctioD  to 
set  the  points  for  the 
straight  siding  until  tliey 
have  inform^  the  engine 
driver  that  he  in  gmng 
into  the  siding. 

J.  J.  H. 


I 


For  future  safety,  the  Com- 
pany should  make  arrange- 
ments so  that  the  shunters 
can  in  all  cases  carry  oat 
the  important  Rule  referred 
to,  and  with  ^ub  end  in 
view,  it  is  desirable  that 
some  one  should  be  sta- 
tioned at  tiie  oroKing 
whenever  it  is  necessary  for 
waggons  to  be  pushed  foul 
of    the  path  which  is  so 
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InBpeotor  as  to  the  oanses 

of  the  Accident. 


"empty  yard  siding."  For  this 
purpose  there  is  a  crossing  made 
near  the  east  end  of  the  siding,  and 
while  Tripp  was  passing  over  it, 
driving  his  horse  and  cart,  an  en- 
gine ill  charge  of  Shunter  William 
Curtis  was  pushing  four  waggons 
into  the  siding  from  the  west  end. 
To  get  them  clear  of  the  adjoining 
sidings,  it  was  necessary  to  move 
eastwards  the  26  waggons  then 
Htanding  in  the  "empty  yard 
tiding  **  and  while  this  was  being 
done,  the  most  eastern  vehjcle  ran 
forward  foul  of  the  crossing  and 
collided  with  the' cart,  ismashhig  it. 
the  horse  being  thrown  oyer  and 
Tripp  injured,  with  the  result 
stated  aboye. 


Date  of  Accident— 5th  October,  1901. 
Place  at  which  Accident  happened 
— Bures.  Name  of  Person  injured 
— Obarles  Richard  Death.  Age  of 
Person  injured — 22.  Capacity  in 
which  employed — Horse  shunter. 
Kumber  of  booked  working  hours 
per  diem — 14 1  with  3  hours  off  for 
meals.  How  long  on  dutnr  at  time 
of  Accident — 9  hours.  !>fature  of 
Injury — Riirht  arm  crushed.  Off 
duty  2  weeks. 

Description  of  Accident — At  about 
4  p.m.  on  the  day  in  question, 
Death  was  in  charge  of  a  horse 
which  was  drawing  a  waggon 
along  the  goods  shed  road,  and, 
when  the  vehicle  was  approaching 
another  waggon  at  rest,  he  at- 
tempted to  get  into  the  4-foot  way 
for  the  purpose  of  coupling  the 
vehicles  together  with  his  hands, 
when  by  some  means,  which  he  is 
unable  to  explain,  his  right  arm 
was  caught  between  the  buffers 
with  the  result  stated  above. 


Date  of  Accident — 11th  Xovember, 
1901.  Place  at  which  Accident 
happened— Hills  Road  Junction, 
Cambridge.  Name  of  Person  injured 
— Stammers  Harry  Pettit.  Age  of 
Person  injured— 32.  Capacity  in 
which  employed^^huDter.  Num- 
ber of  booked  working  hours  per 
diem — 10.  How  long  on  duty  at 
time  of  Accident — 15  minutes. 
Nature  of  Injury — Left  knee 
bruised  and  eprainecl. 

Description  of  Accident — At  about 
8.15  p.m.  whilst  running  from  the 
down  to  the  up  sidings,  for  the 
purpose  of  reversing  the  position 
of  the  No.  7  hand  points,  he  stepped 
on  one  of  three  closely  fixed  rails, 
and  his  foot  slipping  from  the  same 
caused  him  to  fall,  with  the  result 
stated. 


Date  of  Accident— nth  December, 
1901.  Place  at  which  Accident 
happened— Peterboro*,  Name  of 
Person  injured — ihomas  Waite. 
Age  of  Person  injured — 62. 
Capacity  in  which  employed — 
Engine  Shed  Labourer.  Numoer 
of  booked  working  hours  per  diem 
— 1  l.J.  How  Img  on  duty  at  time 
of  Accident — if  hours.  Nature  of 
Injury— Head  and  left  leg  injured. 

Description  of  Accident — Waite  is 
employed  as  a  shed  sweeper.    At 


others  passing  over  the 
lines  of  the  **  empty  road 
siding." 
The  mishap  was  due  to  Rule 
112  (a)  being  disregarded, 
but  at  the  time  Curtis  was 
working  alone,  his  mate 
haying  gone  to  dinner  and 
he  could  not  at  the  same 
time  attend  to  the  crossing 
and  signal  his  driver  back, 
owing  to  the  lines  being  on 
a  curve  at  the  west  end  of 
the  sidings. 


The  horse  shunting  is  some- 
what heavy  at  tins  station 
at  certain  times  of  the  day, 
but  no  one  is  appointed  to 
assist  the  horse  shunter, 
and  consequently,  he  has 
to  hold  the  hand  points, 
attach  and  release  the 
horse  chain,  attend  to 
the  waggon  brakes,  and 
to  his  horse,  therefore,  it 
is  not  practicable  for  him 
to  always  use  a  coup- 
ling pole  for  coupling  and 
uncoupling  purposes. 

The  mishap  appears  to  have 
been  chiefly  due  to  Death 
being  anxious  to  perform 
the  shunting  operations 
as  quickly  as  possible,  and 
attempting  to  couple  the 
vehicles  before  they  were 
at  rest. 


There  is  a  good  lamp  fixed 
within  a  few  yards  of  the 
place  of  accident,  and 
Pettit  fully  admits  he  could 
clearly  see  the  position  of 
the  rails. 

It  was  not  necessary  for  him 
to  cross  the  lines  at  the 
point  in  question,  and  I 
am  therefore  of  opinion 
that  the  mishap  was  due 
to  his  own  want  of  cau- 
tion. 

A.F. 


Waite  was  fully  aware  thac 
the  shunting  engine  was  at 
work  in  the  sidings  referred 
to.  The  steam  and  smoke 
from  engines  standing  in 
the  loco  sidings  adjoining, 
is  said  to  have  been  then 
blowing  across  the  shunt- 
ing neck,  and  that  may 
have  prevented  him  see- 
ing the  engineapproaching, 
but  with  the  necessary  care, 
I  think    he  might   have 


\ 


r 

^eeommen  datiftns. 


frequently  used  by  carters 
and  others  while  going  to 
and  from  the  goods  yard. 

J.  J.  H. 


As  it  is  hardly  possible  for 
the  horse  shunters  when 
working  alone  to  use  a 
coupling  pole  as  directed 
in  Rule  23  (a),  it  \^  desir- 
able for  future  safety  that 
the  Company  should  for- 
bid them  to  attempt  to 
couple  with  their  hands 
till  the  vehicles  are  at 
rest. 

J.J.  Ut 


For  future  safety,  I  suggest, 
that  whenever  it  is  neces- 
sary for  refuse  to  be 
wheeled  to  the  ash  heap, 
at  the  time  when  an  en- 
gine is  working  in  the 
siding  referred  to,  arrange- 
ments should  be  made  for 
some  one  to  keep  a  look  out 
for  the  person  so  employed. 

A.F. 
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GaEA.T  BABtKBK— 

eofU, 


Gbbat  Nobtbbbn  .. 


I 


Particulars  of  Accident,  &o. 


about  10.45  a.m.,  after  taking  a 
wheel-barrow  full  of  sweepings  to 
a  oinder  heap,  which  is  on  the 
north  or  off  side  of  the  shunting 
neck,  connected  with  what  is 
locally  known  as  the  Coleman's 
sidings,  he  remained  at  the  heap  for 
the  purpose  of  replacing  a  plank, 
and  whilst  doing  so,  he  momen* 
tarily  forgot  his  position,  and  fail- 
ing to  notice  an  engine  then 
running  up  the  shunting  neck,  he 
was  struck  on  the  head  by  the  side 
of  the  engine  and  knocked  down, 
receiving  injuries,  from  which,  at 
at  the  time  of  my  Inquiry,  he  was 
still  off  duty. 


Date  of  Accident— 17th  October,  1901. 
Place  at  which  Accident  happened 
— Ardaley.  Name  of  Person  in- 
jured— Albert  Edward  Firth.  Age 
of  Person  injured — 29.  Capacity 
in  which  employed — Shunter. 
Number  of  booked  working  hours 
per  diem— 8.  How  long  on  duty 
at  time  of  Accident— 1^  hours. 
Nature  of  Injury — Injured  inter- 
nally.   Off  duty  five  weeks. 

Description  of  Accident — This  acci- 
dent happened  in  what  is  known 
as  the  "  Old  Coal  Yard  ".  In  thi:3 
yard,  there  are  12  sidings  with 
connections  at  each  end,  so  tliat 
shunting  can  be  going  on  at  both 
ends  at  the  same  time.  In  this  case. 
an  engine  stood  at  the  South  end  of 
No.  4  siding  against  80  waggons, 
which  were  required  in  the  up 
goods  yard  about  500  yards  bO>rh- 
wards.  Goods  Guard  Edward 
Watson,  coupled  all  the  vehicles 
to  the  engine,  after  which  he,  as 
usual,  placed  a  tail  lamp  on  the 
draw- bar  at  the  rear  of  the  last 
vehicle.  After  doing  so,  Firth  in- 
formed him  that  there  was  auDther 
waggon  to  go  with  his  train,  and 
if  Wattson  would  walk  forward  to 
his  engine,  he  (Firth)  Mouhi  ro- 
move  the  tail  lamp  and  couple  t!i>' 
waggous  when  it  jomed  the  tram, 
but  while  ait>empting  to  remov: 
the  tail  lamp,  although  he  >i\v 
the  waggon  approaching,  he  te- 
mained  lu  the  I -foot  way  uniii  ic 
struck  the  rear  vehicle  of  the  tnau, 
and  Was*  caught  between  the  draw- 
bar huijtcs  of  tlie  two  vehicles,  wiili 
the  result  state  1  above. 


Date  of 
1901. 
happ*' 
Staiiu 
Stepu* 
injurr 
empio 
Porte 
hour.- 
duty 
Natur 
jureu. 

Desoripi 
nighi 


\ccide..t^28rd  Novem'H;r, 
t*laci:  .tt  which  Acci<lijn- 
d  —  iv'ivr's  Cross  Gomis 
.  Xaui*.  ot  Person  injuHM  - 
I  \Varb>/-.  Age  of  i\*r-oa 
-2.').  (Japacity  in  winciji 
'id — Su)>  Tuumerary  Good.^ 
Xuui'>i;i  of  booked  wofkiii«r 
r  diuin  -U.  How  lu!i}.j  on 
tiineol  A&ddent — 5j  '-Durd. 
d  Ii'iar\ — Left  fool  ia- 
Oif  du<  y  one  day. 
>i  of  Aricident  —  On  tlic 
u  quf  Moii  War  boys  vv.ik 
to  i^td  goods  into  the 
waggu  .-  stand. Jijj  111  No.  1  U  kmI 
of  tho  .  It  War  '  .',i)i>ds  shed.  WaiU? 
whec  u«^ a  b.ii r>w  containing soim- 
gooU^ .  >oiig  •  ..I'  platform  from  t.h(i 
nortii  r  >ward.  fie  south  eudol  r.lm 
shed  >  was  iitMi-ssary  for  liim  to 
pasH  h    ween  Xo.  IH  crane  uiid  a 


assi  L  n^ 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


noticed  that  his  position 
was  too  near  the  rails, 
and  having  failed  to  do 
that,  I  am  of  opinion,  that 
the  accident  was  due  to 
his  own  want  of  caution. 


The  mishap  was  due  to 
Firth's  own  want  of  cau- 
tion, which  he  frankly 
admits. 

J.  J.  H. 


\ 


Xo  warning  was  given  to 
Warboys  or  any  of  the 
other  men  working  with 
him,  as  it  was  not  intended 
to  move  the  waggons  at 
which  th^  were  en- 
ga^^ed  loading.  Head 
Shunter  H.  Gilbert  was 
iu  charge  of  the  shunting 
operations,  and  while  10 
waggons  were  being  taken 
from  what  is  known  as 
the  '*  Arcade"  to  the  north 
end  of  No.  1  road  of  the 
outward  goods  shed,  it 
was  necessary  for  Gilbert 
to  hold  a  certain  pair  of 
hand  point:^  fully  200  yards 
north  of  the  shed.  When 
the  engine  was  over  these 
points,  he  ran  after  it  to 
ride    upon    the  step  and 


Beoommendatlons. 


For  future  safety,  it  it  de- 
sirable that  instraotions 
should  be  issued  to  the 
enginemen  that  they  most 
shudcen  speed  to  enable  the 
shunters  to  join  their  en- 
gines at  the  points  in 
question,  so  that  the  latter 
can  give  them  definite  in- 
structions as  to  where  to 
bring  the  vehioles  to  rest. 

J.  J.  H. 
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Partioulan  of  Aooident,  &o. 


-OmWAT    NOMTHSBN— 


■I 


Oonclusiona  of  the  Sub- 

Inspector  as  to  the  oaoses 

of  the  Aoddent. 


loose  loading  board  which  was 
resting'  against  the  open  door  of  a 
waggon,  which  was  resting  on  the 
platform.  At  the  moment  that  he 
was  passing,  the  waggons  in  No.  1 
road  were  moved  a  short  distance 
southwards,  causing  the  open  door 
of  the  waggon  to  strike  the  loose 
loading  board,  and  the  latter  to 
strike  his  left  foot,  with  the  result 
stated  above. 


Date  of  Accident — 3rd  December, 
1901.  Place  at  which  Accident 
happened  —  Wilsden.  Name  of 
Person  injured  —  Amos  RuaselL 
Age  of  Person  injured — 63.  Capa- 
city in  which  employed — Goods 
Guard.  Number  of  booked  work- 
ing hours  per  diem — 13.  How 
long  on  duty  at  time  of  Accident — . 
Si  hours.  Nature  of  Injury — 
Collar  bone  fractured. 

Description  of  Accident — ^Russell  had 
worked  in  charge  of  the  12.55  p.m. 
goods  train  from  Bradford  to 
Wilsden,  and  on  the  forming  of 
the  4.40  p.m.  return  train  at 
Wilsden  it  was  necessary  to  get  a 
certain  foreign  waggon  from  the 
goods  shed.  When  the  engine  was 
attached  Co  the  shed  waggons,  the 
unloading  of  the  waggon  referred 
to  had  not  been  completed,  and  to ' 
assist  in  the  work,  as  soon  as  the  * 
last  bag  of  com  had  been  removed 
by  the  porters,  Russell  got  into  the 
waggon  to  throw  out  some  straw, ' 
but  whilst  he  was  doing  so  the 
engine  driver,  W.  Reeve,  with- 
out any  authority,  moved  the  en- 
S'ne  ahead,  with  the  result  that 
ussell  was  thrown  over  the  rear 
end  of  the  waggon  and  injured,  as 
stated  above. 


Date  of  Accident — 24th  December, 
1901.  Place  at  which  Accident 
happened — Wrenthorpe.  Name  of 
Person  injured — Arthur  E.  Bethell. 
Age  of  Person  injured — 82.  Capa- 
city in  which  employed — Goods 
Guard.  Number  of  booked  work- 
ing hours  per  diem — 11.  How 
long  on  duty  at  time  of  Accident — 
7 J  hours.  Nature  of  Injury — 
^ght  ankle  injured.  Off  duty 
3|  weeks. 

Description  of  Accident— Bethell  was 
working  with  the  7.45p.m.  goods 
train  from  Keighley  to  Wrenthorpe. 
On  arrival  at  the  latter  place  he 
uncoupled  his  break  van,  leaving 
it  standing  in  the  loop  line,  after 
which  the  crain  of  12  vehicles  was 
drawn  over  the  points  at  the  south 
end.  Shunter  J.  T.  Neville  un- 
coupled the  vehicles  as  required, 
and  shunted  them  into  the  different 


Reoommendationt> 


instruct  Engine  Driver  ; 
Tom  Ja^  where  to  bring 
the  vehicles  to  rest,  but  ' 
the  engine  was  travelling  | 
at  such  a  speed  that  he  { 
was  unable  to  reach  it,  | 
and  Jay  continued  to  pro- 
pel the  vehicles  till  the 
leading  one  collided  with 
those  standing  in  the  shed. 
The  chief  responsibility 
for  the  mishap  rests  with 
Engine  Driver  T.  Jay,  (1) 
for  neglecting  to  slacken 
speed  to  enable  Shunter 
H.  Gilbert  to  join  his 
engiae;  and  (2)  for  not 
exercising  sufficient  care 
when  propelling  the  vehi- 
cles towards  the  goods 
shed,  and  pushing  them 
fully  12  yards  further 
than  was  required.  This 
could  have  been  avoided, 
and  the  accident  prevented 
if  Gilbert  had  been  per- 
mitted to  join  the  engine. 


Reeve  states:— "Whilst  the 
engine  was  standing  at 
the  shed  I  decided  to  oil 
the  motion,  and  when 
doing  so,  I  noticed  one  of 
the  cotton  pins  in  the 
small  ends  was  loose.  To 
enable  me  to  get  at  the 
cotton  pin  it  was  necessary 
to  move  the  engine  ahead  a 
little,and  thinlun^?  the  shed 
work  had  been  finished,  I 
took  the  engine  forward, 
after  which  I  learned  of 
the  accident.  I  now  admit 
I  did  wrong  in  moving  the 
engine  without  first  ascer- 
taining that  it  was  safe 
for  me  to  do  so." 

I  am  of  opinion  that  in 
this  case  Engine  Driver, 
W.  Reeve,  is  alone  to 
blame  for  this  accident, 
which,  had  other  waggons 
been  in  the  rear  of  the  one 
referred  to,  might  have 
been  far  more  serious. 

A.  F. 


The  mishap  was  due  to 
Bethell  using  his  coupling 
pole  as  a  braSce  stick,  con- 
trary to  the  special  in- 
structions shown  on  page 
167  of  this  Company *s 
Appendix,  a  copy  of  which 
he  had  been  supplied  with. 

His  excuse  for  his  action  is 
that  there  was  not  a  brake 
stick  in  his  brake  van,  and 
that  there  was  not  any  at 
IBradford,  where  he  was 
stationed,  either  for  his 
use  or  that  of  the  other 
goods  guards.  Further, 
although  he  had  a  different 
brake  van  almost  daily, 
he  could  not  remember 
having  seen  a  brake  stick 
in  any  of  the  brake  vans 
for  a  very  long  time. 


There  are  upwards  of  70  goods 
guards  stationed  at  Brad- 
ford, and  arrangements 
should  be  made  for  a  brake 
stick  to  be  kept  in  every 
brake  van,  so  that  the  goods 
guards  can  carry  out  the 
special  instructions  referred 
to. 

In  this  case  Bethell  had  no 
coupling  or  uncoupling 
operations  to  perform, 
therefore  it  would  not  have 
been  neoessarv  for  him  to 
have  taiken.  his  oonpling 
pole  with  him  to  pin  down 
the  waggon  brakes,  as  he 
could  have  left  it  in  his 
brake  van,  and  used  a  brake 
stick  for  that  purpose,  if 
he  had  been  provided  with 
one. 

J.  J.  H. 
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CoziolusionB  of  the  Sab- 
Inspector  as  to  the  causes 
of  the  Accident. 


BeoommendfttionB. 


Gbkat   Nobtebbv- 


Great  Wibtbbv 


sidings,  and  Bethell  attended  to  the 
brakes,  to  prevent  them  running 
out  of  the  sidings  down  the  heavy- 
falling  gradient.  After  two 
vehicles  had  been  shnnted  into 
No.  3  siding,  Bethell  loosely  pnt 
down  one  of  the  brake  levers  and 
pinned  down,  the  other  one,  but 
thinking  the  brake  was  not  hard 
enough  on  while  the  vehicles  were 
at  rest,  he  placed  one  end  of  his 
conpling  pole  on  to  the  top  of  the 
brake  lever  and  underneath  the 
spring  of  the  waggon,  pressing 
with  his  whole  strength  on  the 
pole  to  force  the  brake  lever  down, 
so  that  he  could  set  the  pin  in  a 
hole  lower  down  the  brake  gus^. 
While  doing  »o  the  pole  slipped 
the  hook  end,  striking  his  right 
ankle,  with  the  result  stated  above. 


Date  of  Accident—Hth  October,  1901. 
Place  at  which  Accident  happened 
—Kidderminster.  Name  of  Person 
killed  —  John  Hughes.  Age  of 
Person  killed — 59.  Capacity  in 
which  employed — Goods  Guard. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident — 3  hours. 

Description  of  Accident  —  On  the 
night  in  question,  Hughes  was 
working  in  charge  of  the  6.30  p.m. 
goods  train  from  Wolverhampton 
to  London.  This  train  was  not 
booked  to  stop  at  Kidderminster, 
but  as  it  was  rnnniug  a  little 
before  its  booked  time,  it  had  to  be 
stopped  specially  at  that  station, 
and  shunted  into  one  of  the  two 
up  sidings  for  an  up  passenger 
train  to  pass. 

As  the  train  was  being  propelled  into 
the  siding,  when  the  brake  van 
reached  the  hand  points  which 
lead  to  the  No.  1  and  No.  2  sidings, 
it  left  the  raik,  and  apparently 
whilst  Hughis,  who  until  then 
had  remained  in  his  van,  was  then 
attempting  to  get  clear,  the  van 
turned  over,  and  he  was  crushed 
beneath  it  and  killed. 


I 


Date  of  A' cidcDt — II th  December, 
1901.  Plac*  at  which  accident 
happened  —  B  rd^slcy  Junction 
Loco,  shtd  yard.  Nauie  of  person 
inj  ured — A  1^1  Win.  Lewis.  Age 
of  Person  inin  ed — iX  Capacity 
in  which  tmitlojcl  —  Fireman. 
Number  of  l)i>uk«d  svorking  hours 
per  diem— loj.  tluvv  li>ng  on  duty 
at  time  of  A<  cidci>t  12f  hours. 
Nature  of  injury  — S{  .iIp  wound  and 
right  thigh  IractuntJ. 


The  lever  working  the  hand 
points  in  question  is  not 
weighted,  so  that  when- 
ever in  use  it  is  either 
held  over  by  hand  or  kept 
in  position  by  a  specially 
prepared  wooden  scotch, 
which  is  fixed  in  the  rack 
immediately  in  front  of 
the  lever. 

When  last  used  the  lever 
was  left  scotched  over  for 
the  points  to  lie  for  the 
No.  1  siding,  but  even 
whilst  the  gc^ds  train  was 
waiting  to  set  back  from 
the  main  line,  the  night 
shunting  saddle-tank  en- 
gine. No.  2092,  was 
necessarily  brought  up 
the  >  o.  2  siding,  en  route 
from  the  locomotive  shed, 
which  is  situated  at  the 
opposite  end  of  that  sid- 
ing, to  the  goods  yard, 
and  as  that  engine  passed 
through  the  hand  points, 
the  latter  was  forced  open, 
and  so  strained  as  to 
prevent  them  properly 
closing.  This  was  not 
notic^^  by  the  driver  or 
fireman'  of  the  shunting 
engine,  consequently  when 
the  brake  van  reached  the 
points,  the  wheels  took 
contrary  rails,  with  the 
result  stated. 

Before  allowing  his  train  to 
be  run  over  the  hand 
points,  it  was  the  duty  of 
Hughes,  according  to  Rule 
No.  185a,  and  also  special 
instructions  in  the  Com- 
pany's Appendix,  to  see 
that  they  were  properly 
set,  and  having  failed  to 
do  that,  he,  in  my  opinion, 
was  to  blame  for  the  un- 
fortunate accident. 


The  turntable  pit  was  well 
lighted,  for  in  addition  to 
tiie  ordinary  fixed  lamps, 
four  fire  lights  were  pro- 
vided. 

The  accident  appears  to  have 
been  due  to  misadventure, 
at  the  same  time,  I  think 
it  is  to  be  regretted  that 
the  timbers  carrying  the 
temporary  line  were  not 
arranged  wide  enough  to 


For  future  safety,  I  recom- 
mend the  Company  should 
consider  the  adviflabHity  of 
replacing  tiie  point  lever 
in  quee&on  with  one  of 
a  more  modem  pattern, 
which,  bc^og  properly 
weighted,  would  alwayt 
fall  to  a  lafe  pontion. 

A.F. 


185 

REPORTS  OP  SUB-INSPECTORS  OF  RAILWAYS  ON  JiCClDElSTS  ^continued. 


Railway. 


Particulars  of  Accident,  &c. 


Great  Westbbn- 
ront. 


Lakoashirb     and 
yorkshibb. 


Description  of  Accident — Owing  to 
the  breaking  of  the  engine  turn- 
table  it  had  to  be  removed,  and 
until  another  could  be  provided  to 
enable  in-going  engines  to  be  got 
to  the  coaling-stage,  a  t<*.mporary 
line  had  to  be  arranged  across  the 
pit.  The  temporary  line  was  carried 
on  cross  timbers  about  8  feet  in 
length. 

Lewis  is  stationed  at  Paddington  and 
on  the  date  in  quei*tion  he  booked 
on  duty  at  9.45  a.m.  for  the  purpose 
of  working  with  the  10.45  a.m. 
goods  train  from  Paddington  to 
Bordesley  Junction,  which  was 
reached  at  10.10  p.m.  (2\  hours 
late). 

When  taking  the  engine  No.  2473. 
tender  foremost,  to  the  coaling- 
stage,  it  was  necessarily  brought  to 
a  stand  by  the  driver,  J.  Currie, 
with  the  engine  standi ng^  on  the 
temporary  line  and  the  tender  on 
the  permanent  line.  At  that  point 
Lewis  had  to  remove  the  lamps  for 
storage  and  he  •rot  off  the  footplate 
for  that  purpose.  After  taking  the 
lamps  from  the  leading  end  of  the 
tender,  owing  to  the  narrowness  of 
the  timbers  which  carried  the  tem- 
porary line,  to  enable  him  to  get 
the  lamp  from  the  stud  on  the 
buffer  l>eam  of  the  engine,  he  had 
to  walk  along  the  side  framing, 
and  when  returning  to  the  foot- 
plate, from  some  unknown  cause, 
he  slipped  and  fell  into  the  turn- 
table pit  below,  a  distance  of  about 
8  feet  t>  inches. 


Date  of  Accident — IDth  Deceml>er, 
li»  »1.  Place  at  which  Accident 
happened — Walsall  St.  (roods  Tnni, 
Wolverhampton.  Name  of  Person 
injured — Alfred  Mattliews.  Age 
of  Person  injured — 23.  Capacity 
in  which  employed — Ilorbe  Shunter. 
Number  of  booked  working  hours 
per  diem — 12.  How  loni(  on  duty 
at  time  of  Accident — .">}  hours. 
Na^'ure  of  injury — Right  shoulder 
dislocated. 

Description  of  Accident, — Fr  ^m  tlie 
Walsall  St.  Goods  Yard  there  is  a 
Biding  leading  to  the  Wolver- 
hampton Corrujrated  Iron  Com- 
pany's Works.  The  Silir^g  i'?  on  a 
slight  gradient  falling  towards  the 
goo<ls  yard,  consequently,  after  they 
have  been  put  in  motion  the  wag- 
gons will  run  freely  from  the 
Works.  On  the  morning  in  ques- 
tion, after  having  set  12  waggons 
in  motion  with  his  shunt.  Iior-^es, 
Matthews  detaclunl  the  latter  and 
allowed  the  wagg<'ns  to  run  by 
gravitation.  As  they  approached 
the  goods  yard  he  applied  a  hand- 
brake on  one  of  the  wagtrons,  but 
whilst  doing  po,  walking  sideways, 
and  for  the  moment  forgetting  the 
pillar  of  the  gateway,  through 
which  the  waggons  were  then  pass- 
ing, Matthews  was  crushed  between 
the  pillar  and  moving  waggon. 


Date  of  Accident — 22nd  October, 
1901.  Place  at  which  Accident 
happened  —  Fazakerley  Junction. 
Name  of  Person  killed — Thomas 

'  Tyrer.  Age  of  Person  killed— 24. 
Capacity  in  which  employed  — 
Platelayer.     Number    of    booked 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


allow  for  enginemeu  walk- 
ing round  their  engines,  ' 
which    in    a     locomotive  \ 
yard    is  certainly    nece.s- 
sary.  ' 

A.F. 


Beoonunendations. 


The  gateway  in  question  i< 
necesHiirily  arranged  be- 
tween the  goods  yard  and 
works  referred  to.  The 
pillar  against  which  Mat- 
thews was  injured  stands 

•  about  2  feet  9  inches  from 
the  rail.  Matthews  was 
acquainted  with  its  posi- 
tion, but  being  responsible 
for  the  safe  working  of  the 
twelve  moving  waggons 
he  was  no  doubt  anxious 
to  got  and  keej)  them  under 
his  control,  and  whilst 
giving  his  whole  attention 
to  that,  he  apparently 
forgot  his  own  safety. 

Although  Matthews  may  be 
somewhat  to  blame  I  am 
of  opinion  that  the 
primary  oause  of  the  mis- 
hap was  the  insufficiency 
of  spa^e  between  the  sid- 
ing rail  and  the  pillar  of 
the  gateway. 


A  few  minutes  previous  to  the 
accident,  Ganger  William 
Oliver  who  was  in  charge 
of  the  deceased  and 
Stephens  said  to  them,  ^^  I 
am  going  to  dinner,  after 
you  have  finished  spiking 


Seeing  that  for  braking 
purposes  it  is  necessary 
for  men  to  walk  alongside 
the  waggons  whilst  they 
are  passing  through  the 
gateway,  I  recommend 
that  for  future  safety  a 
space  of  at  least  four  feet 
between  the  rail  and  pillar 
should  be  provided. 

A.  F. 
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Conclusions  of  the  Sub- 

Inspectov  as  to  the  canses 

of  the  Accident. 


Reoommendationi. 


working  hoars  per  diem — 11)  with 
1^  off  for  meals.  How  long  on 
duty  at  time  of  Accident — 6^  honrs. 
Description  of  Accident — At  abont 
12.16  p.m.  on  the  day  in  question, 
the  deceased,  and  platelayer  Samuel 
Stephens,  were  working  near  Fasa- 
kerley  Junction  on  the  up  main 
line.  At  the  time  of  the  accident, 
Stephens  had  gone  to  the  outside 
of  &ie  line  to  get  a  key  to  secure  a 
ohfdr,  and  consequently  he  was 
dear  of  the  approaching  trains,  but 
the  deceased  was  driying  a  spike 
into  another  chair  a  yard  away 
from  Stephens,  and  while  doing  so, 
with  his  whole  attention  fixed 
upon  his  work,  he  was  struck  and 
instantaneously  killed  by  the  engine 
of  the  11.30  a.m.  passenger  train 
from  Manchester  to  Liverpool. 


Date  of  Accident— 5th  Noyember, 
1901.  Place  at  which  Accident 
happened  —  Southport.  Name  of 
Person  injured — Wm.  Ed.  Parkin- 
son. Age  of  Person  injured — 28. 
Capaoity  in  which  employed  — 
Carriage  Cleaner.  Number  of 
booked  working  hours  per  diem — 
13.  How  long  on  dul^  at  time  of 
Accident  — 1^  hours.  Nature  of 
injury — ^Left  knee  injured. 

Description  of  Accident — ^Parkinson 
and  another  man  named  A.  Lewis, 
were  engaged  in  cleaning  some  car- 
riages standing  in  the  No.  1  storage 
siding.  After  having  finished  Ms 
work  at  one  vehicle  and  when 
walking  towards  the  next,  Parkin- 
son stumbled  over  a  water  hydrant 


the  chairs,  go  also."  When 
Oliver  had  gone  about 
50  yards  away  from  the 
men  he  heard  the  up  pas- 
senger train  approaching:, 
and  on  looking  round  saw 
the  deceased  still  at  work. 
He  ran  towards  him  call- 
ing while  running, "  Tom," 
**Tom"  but  failed  to  get 
his  attention. 

Stephens  neither  heard  tbe 
train  approaching,  nor  the 
engine  whistle  mounded — 
nor  did  the  deceased  appar- 
ently. Engine  driver  E. 
Rigby  and  his  fireman,  W. 
Holding,  both  state  tbat 
the  whistle  was  sounded 
when  tbe  engine  was  fully 
300  yards  from  the  men, 
and  travelling  at  over  60 
miles  an  hour,  and  that 
tiiey  both  appeared  to  step 
clear,  but  the  next  moment 
Rigby  lost  sight  of  them, 
owing  to  a  cloud  of  steam 
and  smoke  blowing  across 
the  up  main  line  from  an 
engine  of  a  goods  train, 
proceeding  from  the 
branch  line  to  the  down 
main  line.  This  would 
prevent  the  platelayers 
from  seeing  the  passenger 
train  approaching,  and 
the  noise  made  by  the 
goods  train  would  prevent 
them  hearing  it,  or  the 
engine  whistle  when  it 
it  was  sounded. 

The  mishap  appears  to  have 
been  accidental.  At  the 
same  time  it  might  have 
been  prevented  if  a  *'  look 
out"  man  had  been  ap- 
pointed tQ  protect  the 
platelayers  while  at  work. 
Ganger  Oliver  did  not 
consider  it  necessary  to 
appoint  a  "  look  out "  man 
under  the  discretion  allow- 
ed him  in  Rule  *j73  (a) 
owing  to  the  men  working 
at  a  spot  where  they  could 
under  ordinary  circum- 
stances see  traiiis  ap- 
proaching from  either 
direction  for  nearly  a 
mile,  and  until  the  rule 
in  question  is  made  more 
definite  and  precise,  I  do 
not  think  that  the  gran- 
gers should  be  blamed. 

J.  J.  H. 


Carriages  are  washed  in 
most  of  the  storage  sid- 
ings adjoining  the  carriage 
sheds  at  Soutiiport,  conse- 
quently water  hydrants 
are  arranged  at  suitable 
points  between  the  differ- 
ent sidings.  Like  the  one 
over  which  Parkinson  fell, 
the  hydrant  boxes  are  left 
standing  about  5  inches 
above  ^e  ballast  for  the 
purpose,  as  I  was  informed 
at  my  inquiry,  of  allowing 
for  the  paths  being  stone 
paved. 

It  was  impossible  for  Parkin- 
son to  see  the  position  of 
the  box  in  question,  for  in 


For  future  aafetr  I  re- 
commend that  either  the 
boxes  referred  to  should 
be  lowered  to  the  balljuit 
or  the  latter  ehonld  be 
made  up  le^el  with  the 
boxes. 

A.  P. 
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of  the  Accident. 


Recommflndatfom. 


box  fixed  in  the  path  he  had  to 
take,  and  falling'  to  the  ground,  he 
reoeiyed  injury  to  his  left  knee, 
which  necessitated  his  being  off 
dutj  14  days. 


Date  of  Accident — 22nd  November, 
1901.  Place  at  which  Accident 
happened  —  Wakefield.  Name  of 
Person  injured  —  Harry  Marsh. 
Age  of  Person  injured — 21.  Capa- 
city in  which  employed— Shunter. 
Number  of  booked  working  hours 
I)er  diem — 10.  How  long  on  duty 
at  time  of  accident — 2^  hours. 
Nature  of  Injury — Bight  leg  in- 
jured. Still  off  duty  when  inquiry 
was  made. 

Description  of  Accident  —  During 
shunting  operations  in  the  New 
Witham  sidings,  Foreman  Shunter 
Charles  Lamming  instructed  Marsh 
to  couple  together  all  the  waggons 
standing  in  No.  5  siding.  After 
doing  so,Mar8h  commenced  to  couple 
together  those  standing  in  No.  4 
(the  adjoining)  siding,  but  he  was 
unable  to  couple  them  at  one  place 
near  the  entrance  to  the  sidings,  as 
the  yehiclee  were  about  2  feet 
apart,  and  for  the  purpose  of 
joining  them  so  that  he  could 
couple  then^  he  attempted  to  ease 
the  leading  yehicles  forward  by 
placing  his  coupling  pole  in  the 
axle-guard  of  one  of  the  vehicles, 
and  under  one  of  the  spokee  of  the 
wheel,  then  pressing  his  weight 
upon  the  coupling  pole.  While 
so  engaged  some  other  vehicles 
were  shunted  into  No.  4  siding, 
causing  the  standing  vehicles  to 
be  moved  forward,  and  the  coup- 
ling pole  to  rebound,  and  strike 
his  right  leg,  with  the  result  stated 
above. 


Date  of  Accident — ^23rd  November, 
1901.  Place  at  which  Accident 
happened— Near  Wigan.  Name  of 
Person  killed — William  Grayston. 
Age  of  Person  killed — 30.  Capa- 
city in  which  employed — Ballast 
train  labourer.  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident — 
7^  hours. 

Description  of  Accident— Grayston 
was  one  of  18  men  who,  on  the 
date  in  question,  were  engaged 
with  a  ballast  train  that  was  used 
for  conveying  22  waggons  of  bal- 
last from  Southport  to  Douglas 
Bank,  which  is  about  a  mile  west 
of  Wigan.  At  Douglas  Bank  there 
are  two  signal  cabins,  known  as 
"  East "  and  "  West."  On  arriving 
at  the  *^  West  *'  cabin  the  train  was 
run  on  the  up  line,  and  after  some 
of  the  ballast  had  been  unloaded 
from  the  waggons  at  the  point  re- 
quired it  was  taken  forward  to  the 
^*  East "  cabin,  where  it  was  crossed 
to  the  opposite  or  down  line.  From 
the  '*E^t"  cabin  the  train  wu 


addition  to  there  being  no 
lamp  provided  for  the  pur- 
pose of  exposing  the  ob- 
struction at  the  time  of 
the  mishap,  it  was  very 
dark  and  foggy. 
I  am  of  opinion  that  in  this 
case  the  accident  was 
due  to  the  dangerous  ob- 
struction caused  by  the 
water  hvdrant  box  over 
which  the  injured  man 
stumbled. 


The    responsibility    for  the 
mishap  rests  with  Marsh, 

(1)  for  making  an  impro- 
per use  of  Ms  coupling 
pole,contrary  to  the  speciiS 
instructions  with  wMch 
he  had  been  supplied,  and 

(2)  for  disregarding  Rule 
24  (a). 

J.  J.  H. 


It  is  impossible  to  trace  what 
caused  Grayston  to  fall 
from  the  waggon.  There 
is  good  proof  thab  the 
waggons  were  not  jerked, 
and  the  train  was  running 
so  slowly  that  two  of  the 
men,  B.  Cave  and  J. 
Stewart,  who  saw  Gray- 
ston falling,  were  able  to 
jump  from  the  waggons 
on  which  they  were  rid- 
ing and  get  him  clear  of 
the  rail  before  the  engine 
had  reached  the  place 
where  he  was  lying. 

I  am  of  opinion  uiat,  seeing 
the  train  was  approaching 
the  point  where  it  would 
be  stopped,  Grayston  made 
an  attempt  to  get  back 
into  the  waggon  with  a 
view  of  being  ready  to  pass 
to  another  waggon,  and 
whilst  doing  so  he  slipped. 
There  was  no  necessity  for 
him  to  sit  in  the  position 
mentioned,  and  haying  so 


usee 
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propelled  towards  the  ''West," 
with  the  intention  of  placing  the 
remainder  of  the  ballast  on  the 
opposite  side  of  the  6-foot  space  to 
that  on  which  the  other  ballast 
had  been  unloaded. 
The  waggon  at  which  Grayston  had 
been  working  was  seventh  from 
the  engine.  It  had  been  emptied 
on  the  up  line,  but  according  to 
the  general  practice,  the  side  door 
was  left  down,  with  the  intention 
of  putting  it  up  when  all  the  wag- 
gons had  been  unloaded.  After 
the  train  had  started  from  the 
"East"  cabin  Grayston  was  Feen 
to  be  sitting  on  the  floor  of  the 
waggon  with  his  legs  hanging  oyer 
the  side,  and  just  before  reaching 
the  place  where  the  train  would 
have  been  stopped  he  was  seen 
falling  from  the  waggon.  In  doing 
so  his  left  leg  got  under  the  wheel, 
and  was  run  over,  from  the  effects 
of  which,  and  internal  injuries,  he 
died  the  same  night. 


Date  of  Accident  —  12th  December,^ 
1901.    Place    at    which    Accident* 
happened  —  Brindle   Heath  Junc- 
tion, Marshalling   Sidings.    Name 
of  Person    iujurtd  —  John    Shaw. 
Age     of      PtTson      injurtd  —  18. 
Capacity  in  which  employed — En- 
gine Cleaner.     Number  of  booked 
working  hours  per  diem — 12.  How 
long  on  duty  at  time  of  Accident 
— 8.^   hours.    Nature   of    Injury- 
Head  and  back  severely  injured. 
Description  of  Accident — After  hav- 
ing been  on  duty  for  8  J  hours  as 
an    engine    cleaner     at     Agecroft 
engine   sheds,  which   are   situated 
near  Brindle  Heuth  Junction,  Shaw 
was  f-ent  io  the  Marshalling  Sid- 
ings to  relieve  a  finman  who  was 
then  eugatred  on  one  of  two  shunt- 
ing  engines   working    there.     Be- 
fore, however,  going  to  that  enjrine 
(No.  Hi\i))  he  had  to  take  a  message 
to  the  fireman,  T.  Taylor,  on  the 
second  engine  (No.  131 )  requesting 
him  to  go  and  relieve  the  driver  of 
engine   No.   860.     They   both   left 
the  footplate  of  the  second  engine 
together,    with    the   intention    of 
going    direct    to  engine   No.   8(50. 
Taylor  got  off  the  engine  on  the 
left  side,  and  Shaw  on  the  right, 
but    immediately    Shaw    had  got 
clear  of  the  engine  he  stepped  foul 
of  an  a<ljoining  siding,  into  which 
some  wugjions    were    then    being 
shunted  from  the  No.  2  shunting 
neck   by  the  engine  first  referred 
to,  and  failing  to  notice  the  wag- 
gons approaching,  he  was  knocked 
down,  and  so  injured  that  at  the 
time  of  my  inquiry  he  was  still  off 
duty. 


Date  of  Accident — 16th  December, 
1901.  Place  at  which  Accident 
happened — West  wood  Park  Colliery 
Sidings,  near  I  nee.  Name  of  Per- 
son killed — Alexander  Shepherd. 
Age  of  Person  killed — 19.  Capacity 
in  which  employed  —  Shunter. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident — 8f  hours. 

Description  of  Accident — The  West- 
wood  Park  Colliery  Sidings  are  on 
the  down  or  south  side  of  the  Man- 
chester and  Liverpool  main  lines. 


exposed  himself  to  danger, 
he,  to  my  mind,  was  alone 
to  blame  for  the  accident. 

A.  F. 


The  traflSc  at  Brindle  Heath 
Marshalling  Sidings  is  very 
heavy.      There    are    two 
parallel    shunting    neckw, 
and  two  engines  are  kept 
constantly  employed.    At 
the    time    of   the  mishap 
Shaw  had  only  been  in  the 
Company's      service      for 
seven  weeks.     He  had,  in 
the   meantime,    been  sent 
out  to  act  as  a  fireman,  but 
this  wtis  the  first  occasion 
on  which  he  bad  walked 
through     the    sidii^     in 
question,  and  under  such 
circumstances     I    feel    it 
would  be  unfair  to  blame 
him.      It     was     certainly 
very  unwise  to  send  an  in- 
experienced   youth      like 
Shaw  through  such   busy 
sidings,  and  to  my  mind 
the  person  who  sent  him — 
that  is  the  loco,  shed  night 
f6reraan,    J.    McGhee — is 
chielly  responsible  for  the 
accident. 

A.  F. 


I 


On  the  date  in  question 
there  was  much  snow 
lying  about  the  sidings. 
From  the  evidence  given 
it  appears  that  a  quantity 
of  snow  had  gathered  on 
the  bottom  of  the  clogs 
which  Shepherd  was  wear- 
ing, and  as  there  was  no 
obstruction  near  to  the 
point  where  he  fell,  I  am 
inclined  to  think  that  this 
caused  him  to  stumble,  in 
which  oase,  and  under  the 


For  future  safety  I  recom- 
mend that  unless  the 
"  arrival "  siding  can  be 
kept  in  a  proper  condition 
for  receiving  waggons  to 
a  point  beyond  the  cross- 
over road  provided  for 
running  ronnd  purposes, 
other  arrangements  (such 
as  the  removal  of  the 
down  main  line  outlet 
points  further  towards 
Liverpool)  should  be  made 
so  that  engines  can  be  run 
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which  run  east  and  west,  and  are 
situated  about  half  way  between 
Hindley  and  Pembf^rton.  The 
"  arrival "  or  empty  wagufon  siding 
is  on  the  east,  or  Manchestor  side 
of  the  inlet.  When  waggons  have 
to  be  detached  from  up  trains,  i.e., 
coming  from  the  Liverpool  direc- 
tion, it  is  usual,  if  i»he  state  of  the 
arrival  siding  will  allow,  for  the 
waggons  to  be  propelled  across  the 
down  line  to  the  shunting  neck, 
from  which  they  are  drawn  into 
the  ''  arrival "  siding,  and  the  en- 
gine is  then  run  back  throu'i'h  a 
cross-over  road  alons:  the  *'  depar- 
ture "  siding,  to  the  shunting  neck. 
On  the  date  in  question  a  special 
empty  wagjron  train,  from  Liver- 
pool, arrived  at  1.40  ^.m.  There 
were  eleven  waggon-»  to  detach,  but 
as  the  •*  arrival  "  siding  was  nearly 
full  of  waggons,  the  only  means  of 
disposing  of  the  waggons  to  be 
detached  was  to  tow  them  on  to 
the  *•  departure  "  line.  To  do  that 
the  engine  was  run  4nto  a  short 
storage  sidinjr  adjoining,  and  after 
one  eud  of  the  towing  chain  had 
been  placed  on  the  draw-bar  hook 
of  the  engine  by  the  guard.  II.  ' 
Goodridge.  the  other  end  was  at- 
tached to  the  coupling  of  the  1  "ail- 
ing wairjron  by  Shunter  A.  Shep- 
herd. When  the  wagu'ons  had 
been  drawn  to  a  certain  point, 
Goodridge  gave  a  stop  signal  to 
the  engine  driver,  but  whilst 
Shepherd  was  attempting  to  de- 
tach the  chain  from  the  waggon, 
he.  from  some  ca\ise,  stumbleil.  and 
before  he  could  regain  an  upright 
posit  ion  he  was  struck  by  the  buffer 
of  the  waggon  at  which  he  was 
enirnged,  and  run  over,  receiving 
injuries  from  which  he  died  the 
following  morning. 


Date  of  Aceident — 7th  OcDober.  1901. 
Plaee  at  whi(;li  Accident  happen^^d 
— Presion  (^Steam  Shed).  Name  of 
Per>on  injured — William  Noblett. 
Ago  of  Person  injured — 16\.  Capa- 
city in  which  employed — l^n^rine 
Cleaner.  '  Xumber  of  booked  work- 
ing hours  per  diem — lU,  with  1^ 
hours  off  for  meals.  How  long  on 
duty  at  time  of  Accident — 1\  hours. 
Nature  of  Injury — Right  heel  in- 
jured.    Off  duty  one  week. 

Description  of  Accident — At  7.20  a.m. 
on  the  day  in  question,  Noblett  and 
Engine  Cleaners  J.  Farrington, 
J.  Clegg,  and  J.  Cowell,  were  en- 
gaged Cleaning  engine  No.  441 
which  stood  about  the  centre  of 
the  shed  in  No.  7  road  over  the  pit. 
For  the  purpose  of  reaching  the 
motions  to  clean  them,  Noblett 
stood  with  both  feet  on  the  rail, 
and  while  in  that  position  the  en- 
gine was  moved  a  few  inches  north- 
wards by  other  engines  being  set 
back  against  it,  with  the  result 
stated  above. 


then  existing  arrang^e- 
ments,  the  accident  was 
due  to  misadventure.  At 
the  same  time  I  am 
strongly  of  opinion  that 
under  no  circumstances 
should  the  towing  of  wag- 
gons at  such  busy  main 
line  sidings  he  necessary. 


In  this  case  Engine  Driver 
William  Hodson  and  Fire- 
man John  Livesey  were 
working  engine  No.  34 S8, 
with  which  it  was  neces- 
sary to  place  three  dead 
engines  in  position  for  the 
titters  to  work  at.  For 
this  purpose  No.  '^4i^S  was 
first  taken  into  No.  8  road 
and  there  coupled  to  twi) 
dead  engines  which  were 
taken  into  No.  7  road  to  be 
coupled  to  No.  441,  at 
which  the  cleaners  named 
were  at  work.  Livesey 
states  that  while  near  en- 
gine No.  441,  and  when 
the  other  engines  were 
being  propelled  towards 
it,  he  warned  the  cleaners 
by  calling  "  lookout  num- 
ber 441,"  but  it  is  clear 
from  the  evidence  that 
none  of  them  heard  any 
warning  or  Livesey's  call, 
although  Clegg  and  Cowell 
were  both  at  the  outside  of 
the  engine  cleaning  the 
wheels  and  side  r(S  re- 
spectively, and  the  former 
stated  that  if  proper  warn- 
ing had  been  given  he 
would  have  heard  it. 
However,  if  neither  Clegg 
nor  Cowell  could  hear  the 
warning  in  the  position  in 
which  they  were,  it  was 


round  and  the  waggons 
may  be  detached  without 
risk. 

A.  F. 


For  future  safety,  the  Com- 
pany should  make  arrange- 
ments for  "not  to  he 
moved  "  boards  being  placed 
upon  the  front  of  all  engines 
before  the  cleaners  com- 
mence work,  and  all  con- 
cerned should  be  forbidden 
to  move  the  engines  while 
Huch  boards  are  so  exhi- 
bited. 

J.  J.  H. 
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REPORTS  OF  SUB-INSPECTORS  OP  RAILWAYS  ON  AOOIDElSTS—crtntinited. 


Railway. 


Partlonlara  of  Accident,  &c 


London  and  Nobth 
Westebn-^mhi^. 


Conclusions  of  the  Snb- 

Inspector  as  to  the  causes 

of  the  Accident. 


Recommendations. 


Date  of  Accident— 10th  October,  1901. 
Place  at  which  Accident  happened 
— London  Road,  Manchester.  Name 
of  Person  injured— John  Carroll. 
Age  of  Person  injured — 37.  Capa- 
oitj  in  which  employed^ Assistant 
Capstanman.  Number  of  booked 
workinf?  hours  per  diem--6^.  How 
long  on  duty  at  time  of  Accident — 
4  hours.  Nature  of  Injury — Chest 
crushed.    Off  duty  4  days. 

Description  of  Accident — At  about 
9.40  on  the  night  in  question, 
Carroll,  who  was  working  as 
assistant  to  Capstanman  Thomas 
Lamb,  was  instructed  by  him  to 
attach  the  capstan  rope  to  two  wag- 
gons standing  in  the  No.  8  ardi 
*'  top  side."  After  doing  so,  while 
returning  towards  the  capstan 
Lamb  was  working,  he  was  caught 
between  the  waggons  to  which  he 
had  attached  the  capstan  rope  and 
another  waggon  which  was  being 
turned  by  Capstanman  Henry 
Boylan  on  a  turntable  at  right 
angles  to  No.  8  Arch  road  at  the 
same  time,  with  the  result  stated 
above. 


Date  of  Accident— 1 7th  October,  1901. 
Place  at  which  Accident  hap- 
pened— Rayenhead  Canal  Bridge, 
near  St.  Helens.  Name  of  Person 
injured — John  Ashcroft.  Age  of 
Person  injured — 48.  Capaci^  in 
which  employed — Foreman  Shunt- 
er. Number  of  booked  working 
hours  per  diem — 10,  How  long 
on  duty  at  time  of  Accident — 
3  hours.  Nature  of  Injury — Big 
toe  of  left  foot  injured.  Off  duty 
1  week. 

Description  of  Accident  —  During 
shunting  operations  Ashcroft  was 
working  the  leyers  of  a  fixed 
signal  which  is  used  for  stopping 
and  calling  back  the  engine 
drivers,  and  he  also  attended  to  the 
hand  points.  The  signalpost,  upon 
which  the  lever  in  question  is 
fixed,  is  about  2  yards  east  of  a 
pair  of  tumbler  points.  In  this 
case,  after  Ashcroft  had  taken  the 
signal  off  for  the  driver  to  set-back, 
he  hurried  westwards  to  set 
another   pair   of   i)oints   for   the 


still  more  difficult  for 
Noblett  to  do  so,  as  he  was 
engaged  working  under- 
neath the  engme.  and 
therefore  I  think  it  is 
unfair  to  say  that  the  mis- 
hap was  due  to  his  own 
want  of  caution. 
In  my  opinion  the  responsi- 
bility for  the  accident 
chiefly  rests  with  Fireman 
J.  Livesey  for  neglecting 
to  satisfy  himself  that  no 
one  was  working  at  engine 
No.  441  before  it  was 
moved ;  at  the  same  time  it 
is  evident  that  there  has 
not  been  any  satisfactory 
system  for  taking  proper 
precaution  for  the  safety 
of  the  engine  cleaners 
while  at  work,  although 
many  of  them  are  not 
supplied  with  a  book  of 
rules. 


Capstanman  Henry  Boylan 
states  that  he  called  to 
Capstanman  Thomas  Lamb 
*<  Wait  a  minute  till  I  turn 
this  waggon,"  but  he  fully 
admits  that  he  received  no 
reply  from  him  that  his 
warning  was  heard  or 
understood. 

The  mishap  appears  to  have 
been  chiefly  due  to  Boylan 
neglecting  to  satisfy  him< 
self  in  accordance  with 
Rule  112  (a)  that  he  could 
turn  the  v^cle  in  safety, 
but  as  neither  he  nor  any 
of  the  other  witnesses 
named  had  been  supplied 
with  a  copy  of  the  Com- 
pany's rules,  Boylan  can- 
not be  blamed  for  not 
strictly  carrying  out  the 
rule  quoted. 


The  mishap  appears  to  have 
been  accidental. 

The  ball  of  the  lever  of  the 
tumbler  points  ia  question 
is  7  feet  from  the  running 
line,  and  the  i)oint  rod 
is  satisfactorOy  covered. 
Ashcroft  was  well  aware 
of  the  position  of  the  ball, 
but  in  his  haste  to  set  the 
other  i)oint8  in  proper 
position,  he  momentarily 
forgot  about  it.  The 
place,  however,  was  in- 
sufficiently lighted. 


For  future  safety  it  is  desir- 
able that  all  men  engaged. 
in  such  dangerous  work  as 
shunting  with  oapstana 
should  be  supplied  with 
a  copy  of  the  rules  aa 
directed  in  Rule  17  (a). 

J.  J.  H. 


The  shunting  is  vezy  heavy 
at  and  about  the  spot  whwe 
this  accident  hiqypened. 
The  only  light  in  the  vicin- 
ity is  that  obtained  from  a- 
paraffin  lamp,  and  for 
future  safety  it  is  desirable 
that  the  Company  should 
provide  sufficient  light  to 
enable  the  men  to  see  to 
perform  such  dangerous 
work  as  shunting  with  the 
least  possible  risk. 

J.  J.  H, 
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REPORTS  OP  SUB-INSPECTORS  OP  RAILWAYS  ON  ACCIDENTS— COn^mw^/. 


Railway. 


Partioulars  of  Accident,  &c. 


Condiuions  of  the  Sub- 
Inspector  as  to  the  cansee 
of  the  Accident. 


I«OKDON  AND  NOBTH 

Western — cont. 


Jjondon  and  South 
Westbbv. 


middle  road  for  a  Bhnnt  of  wagr- 
gons  which  had  been  oncoupled 
by  another  shunter  and  were 
running  down  the  falling  incline, 
and  while  doing  so,  he  caught  his 
left  foot  against  the  ball  of  the 
lever  of  the  tumbler  points  first 
referred  to,  with  the  result  stated 
above. 


Date  of  Aucident — 12th  November, 
1901.  Place  at  which  Accident 
happened— Watery  Jjane,  Tipton. 
Name  of  Person  injured — George 
,  Hartley.  Age  of  Person  injured — 
24.  Capacity  in  which  employed 
— Shunter.  Number  of  booked 
working  hours  per  diem  —  10. 
How  long  on  duty  at  time  of 
Accident— 50  minutes.  Nature  of 
Injury  —  Abdomen  injured.  Off 
dut^  6  weeks. 

Description  of  Accident  —  Bartley 
was  working  with  an  engine  which 
was  taking  14  waggons  from  the 
up  to  the  down  sidings.  To  get 
them  there  it  was  necessary  for 
them  to  be  drawn  into  the  up  loop 
line,  and  after  they  had  been 
standing  there  about  20  minutes, 
Bartley  walked  to  the  signal  cabin 
and  asked  Signalman  E.  Passant 
if  he  could  not  let  them  back  out 
of  the  loop  and  across  the  main 
lines  into  the  down  sidings.  For 
this  purpose  Passant  opened  the 
points  at  the  main  line  end  of  the 
loop,  but  forgot  to  open  the  points 
at  the  exit  end  of  the  loop.  When 
the  former  poiuts  were  set  in 
proper  position,  both  Passant  and 
Bartley  signalled  to  the  driver  to 
set  back,  and  the  latter  while 
doing  so  stood  in  the  4-foot  way 
of  the  loop  expecting  the  vehicles 
to  run  out  on  to  the  up  main  line, 
but  as  the  exit  points  from  the 
loop  had  not  been  set  in  proper 
position  the  vehicles  ran  to  the 
end  of  the  loop  and  went  off  the 
rails,  the  leading  vehicle  knocking 
Bartley  down,  with  the  result 
stated  above. 


Date  of  Accident— 7th  October,  1901. 
Place  at  which  Accident  happened 
— Stockbridge.  Name  of  Person 
injured — Alfred  Bowden.  Age  of 
Person  injured — 17^.  Capacity  in 
which  employed — Porter.  iNumber 
of  booked  working  hours  per  diem 
— 12  (with  1 J  hours  off  for  meals). 
How  long  on  duty  at  time  of 
Accident — 11  hours  55  minutes. 
Nature  of  Injury — Left  foot  in- 
jured. Still  off  duty  when  inquiry 
was  made. 

Description  of  Accident — On  arrival 
at  Stockbridge  at  about  9.20  p.m. 
of  the  8.25  p.m.  down  passenger 
train  from  Southampton  to  And- 
over  Junction,  the  guard  of  that 
train,  Charles  Ridding,  informed 
Bowden  that  a  horse-box  at  the 
rear  of  the  train  had  to  be  de- 
tached. While  the  train  stood  at 
the  platform  Bowden  disconnected 
the  vacuum  pipe,  and  made  the 
coupling  slack,  after  which  he 
instructed  Ridding  to  sig^nal  the 
driver  forward  over  the  points 
leading  to  the  up  siding,  in  which 
the  horse-box  was  lequirod.   While 


Recommendationft-. 


The  resi^nsibility  for  the 
mishap  rests  with  Sigzial- 
man  R  Paasant  for  giving 
an  **A11  right"  signal  to 
Bartley  and  the  driver  to 
set  back  out  of  the  lo<^ 
before  setting  the  points 
in  proper  position  for  this 
to  be  done. 


It  is  frequently  necessary  for 
the  vehicles  to  be  drawn 
into  the  up  Ipop  and  to 
stand  there  waiting  main 
line  trains  passing  before 
they  can  be  set-back  into 
the  down  sidings,  and  for 
future  safety  it  is  desirable 
that  a  disc  ugnal  should  be 
pVovided  which  should 
work  in  connection  with 
the  points  leading  from  the 
up  loop,  so  that  the  engine 
driver  would  not  set  back 
until  the  points  were  in 
proper  position. 

J.  J.  n. 


The  mishap  was  due  to  Bow- 
den's  own  want  of  caution. 

J.  J.  H. 
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REPORTS  OF  SUB-INSPECTORS  OP  RAILWAYS  ON  AOCIDE^TS— continued. 


Railway. 


London  and  South 
Western — eant. 


LoNMox.  Brighton 
AND  S<)UTH  Coast. 


Particulars  of  Accident,  &c. 


the  horse-box  was  being  drawn 
forward  Bowden  rode  on  the  step 
of  it,  and  when  it  wns  over  the 
points  referred  to  he  leaned  over 
and  threw  the  coupling  off  before 
Ridding  could  signal  the  driver  to 
stop,  and  then  called  out  twice  to 
him  "right  away."  After  doing 
80.  while  the  horse-box  was  still  in 
motion,  he  attempted  to  cross  in 
front  of  it  to  the  opposite  side  to 
apply  the  brake,  when  he  slipped 
and  fell,  with  his  left  foot  on  the 
rail,  where  it  was  caught  by  the 
wheel  of  the  hor:*e-box,  with  the 
result  stated  above. 


Date  of  Accident— 20th  October,1901. 
Place  at  which  Accident  happened 
— Soutliampt<jn.  Name  of  Pei'son 
injured  —  William  Henry  Hunt. 
Age  of  Person  injured  —  18.J. 
Ca])acity  in  which  employed — 
Shunts* r.  Xaml>t»r  of  booked  work- 
ing hours  piT  diem — S.  How  long 
on  duty  at  time  of  Accident — 1| 
hours.  Nature  of  Injury — Both 
hip^  injured.  OtF  duty  three  weeks. 

Description  of  Ac<.*ident  —  During 
shunting  operations  in  the  iroods 
yard  Head  Sliunter  James  Rogers 
instrucN»(l  Hunt  to  tell  engine- 
driver  William  LuTmaii  to  set  his 
engine  back  into  No.  4  siding  clear 
of  No.  3  (tho  adjoining)  siding. 
While  Hunt  wiw  doing  so  he  ob- 
served some  vehicles  coming  into 
the  latter  siding,  and  to  get  clear 
of  tbeni  he  attempts  1  to  get  upon 
the  footplate  of  tiie  engine,  but 
befori*  ho  couM  do  s  •  lie  Wii.s  struck 
on  tht'  le^-  l»y  the  footboard  of  one 
of  tlio  v(»hi'l«'<  Travelling  into  No.  3 
siding,  and  knocked  o^Y  the  engine, 
with  tin-  rc-'uU  >tated  above. 


Da'f  of  AcMdciit -1st  October,  11>01. 
Plac(^  at  wliifij  Accident  happened 
—  Asliur^f.  \uni(^  of  Person  in- 
jnn^d--'A'illiat>t  \'i^'-ar.  Age  of 
!Vr-on  ijijnn-d  —  Ivi.  Capacity  in 
which  cinplnvf  d— Goods  Guard. 
Nuinlicr  oJ  Itoitktd  working  hours 
per  (l'"ni — I'l.  Ho\e  lou'j"  on  duty 
at  time  <d'  AocM*nt — 1]  hours. 
Nature  of  Injury— Elbow  of  right 
arm  bruise*!. 

Di^'^cription  of  Vcci'leiit — Vigar  was 
workintr  in  clvtr^-e  of  a  goods  train 
from  'ruiiiuid^'-f  Wells  to  London, 
which  \v::-  ^fop;>ed  at  Ashurst  at 
9  p.m.  for  tlie  pnr})  ise  of  detaching 
an  empty '^o.mU  \\;i.r<j:on.  The  sid- 
inir  in  which  ihe  \v;i</L''on  had  to  be 
placed  is  situated  f»n  the  east  side  of 
the  down  main  IitjC,  and  as  there  is 
only  one  cross- over  road,  it  had  to 
bo  ])ropclled  through  the  crossover 
and  then  towed  from  the  down 
line.  After  attacdiing  the  tow  rope 
to  the  axle  guard.  Viirar  gave  a 
signal  to  the  engine  driver  to  move 
ahead,  and  the  waggon  was  safely 
towe<l  for  a  few  yards,  but  then, 
owing  to  the  engine  wheels 
slipping  on  the  rails,  the  rope 
slackened,  and  when  it  was  again 
tightened  it  was  pulled  from  its 
position,  and  the  hook  swinging 
round,  struck  Vigar  on  the  elbow. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


The  chief  responsibility  for 
this  mishap  rests  with 
Head  Shunter  James 
Rogers  for  loose  shunting 
the  vehicles  into  No.  3  sid- 
ing before  the  engine  in 
No.  4  siding  was  suffi- 
ciently clear  to  comply 
with  tlule  18 1  (c),  and  as 
the  siding  was  full  En;rine 
Driver  Lnffman  could  not 
get  his  engine  properly 
clear,  there  only  being  just 
enough  room  for  the 
vehicles  to  pass  the  engine 
without  coming  in  con- 
tact with  it. 


The  tragic;  at  Ashur>t  is  verv 

r 

light,  and  there  is  no  doubt 
that  the  present  sid-ng 
a'H'.ommodat  ion  is  sufficient 
lor  the  re(|uiretuents.  The 
sif'ings  are  on  a  gruilient 
falling  to  the  entrance,  so 
that  there  is  little  difli- 
culty  in  attaching  vehicles 
to  an  up  train,  but  in  all 
cases  of  dctachintr  from 
an  up  train,  a^  in  th<*  ca<e 
in  question.  *he  vehicles 
have  to  1h'  towed.  Avhich. 
owing  to  the  front  siding 
running  so  wifle  of  the 
main  line,  is  attended 
with  great  risk,  and  more 
especially  so,  as  owing  to 
the  train  arrangements 
and  their  being  no  fixed 
lights  provided,  the  work 
is  done  in  darkness.  Under 
the  existing  arrangements 
I  consider  the  mishap, 
which  might  have  been 
far  more  serious,  was 
purely  accidental. 


Recommendations . 


For  future  safety  the  CJom- 
pany  should  take  eteps  for 
Rule  184  (c)  to  be  strictly 
adhered  to  at  all  times. 

J.  J.  H. 


For  future  safety,  and  to 
obviate  the  necessity  of 
tow  roping,  I  recommend 
that  the  Company  should 
consider  the  advisability  of 
providing  a  second  cross- 
over road. 

A.  F. 
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BBP0RT8  OF  SUB-INSPBOTORS  OF  RAILWAYS  ON  AOOlDE^TS—COntintted. 


Bftilwaj. 


Loiri>OK,    Bbiohtox 
AMD  South  Coast. 


Pardonlars  of  Aoddent,  &o. 


ConolxisioiiB  of  the  Sab- 
Inspector  B8  to  the  canaeB 
of  the  Accident. 


ReoommendAtioDS. 


Date  of  Accident— ISth  October, 
ItfOl.  Place  at  which  Accident 
happened  —  Near  Horley.  Name 
of  Person  injared— Charles  Tnnrill. 
Age  of  Person  injared — 29.  Cap- 
acity in  which  employed — Plate- 
layer. Namber  of  booked  working 
hoars  per  diem — 11).  How  long 
on  da^  at  time  of  Accident — lo| 
hoars.  Natare  of  Injary — Com- 
poand  fraotare  of  left  arm. 

Description  of  Accident — Tarvill  and 
aboat  40  other  platelayers,  collected 
from  different  parts  of  the  line, 
were  engaged  in  onloading  a  train 
of  twenty  waggons  of  ballast  on 
the  down  line  jast  soath  of  Horley 
Station. 

Torrill  was  working  on  a  waggon 
near  the  middle  of  the  train,  wlSch 
daring  the  time  the  men  were 
throwing  oat  the  ballast  was  kept 
moving  at  a  speed  of  about 
two  miles  an  hoar.  When  the 
train  had  reached  a  point  aboat  a 
qaarter  of  a  mile  north  of  the 
station  named,  Oanger  C.  Reed  gave 
a  signal  to  the  engine  driver  to 
stop,  and,  althoagh  that  was  done 
with  care,  as  the  waggons  closed 
together,  Tarvill,  who  jast  at  that 
moment  was  moving  his  position 
in  the  waggon,  lost  his  balance 
and  fell  over  the  end  of  the  waggon, 
receiving  injuries  from  which  he 
was  still  off  duty  at  the  time  of 
my  Inquiry. 


Date  of  Accident^  30th  October, 
1901.  Place  at  which  Accident 
happened — Willow  Walk.  Name 
of  Person  injared— Herbert  Dod  1. 
Ag^  of  Person  injured  —  41. 
Capacity  in  which  employed^^oods 
Shed  Foreman.  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident — 
1^  hours.  Nature  of  Injury— Left 
thigh  bruised. 

Description  of  Accident — It  would  be 
impossible  to  clearly  describe  the 
Willow  Walk  goods  shed  in  a 
report.  For  the  purpose  of  this 
report  it  may  be  sufficient,  to  say 
that  there  are  3  parallel  lines  run- 
ning the  whole  leng^  of  the  shed. 
Althoagh  only  one  of  the^e  (tbe 
No.  1)  is  along^de  the  loading 
stage,  they  are  all  used  for  goods 
loading  purposes.  It  is  the  prac- 
tice for  the  waggons  on  each  line 
to  be  set  with  the  side  doors 
opposite  to  each  other,  so  that 
boards  or  gangways  can  be  so 
placed  across  t^e  six-foot  space, 
from  waggon  to  waggon,  as  to 
allow  goods  to  be  taken  from  the 
loading  stage  to  even  the  third 
line. 

On  the  morning  in  question  the 
waggons  at  the  office  end  of  the 
shed  had  all  been  set  for  loading, 
but  whilst  Foreman  H.  Dodd  was 
passing  over  the  gangway  between 
the  No.  2  and  No.  3  lines  some 
other  waggons  were  allowed  t<> 
close  up  to  those  standing  on  the 
No.  3  line,  with  such  force  as  to 
cause  them  to  move,  with  the  result 
that  the  gangway  with  Dodd  on  it 
fell  to  the  gpround. 


In  this  case,  I  am  satisfied 
that  there  was  no  careless- 
ness on  the  part  of  any  of 
the  persons  concerned,  but 
that  the  accident  was  due 
to  the  practice  of  men 
working  on  moving  wag- 
gons, which  in  my  opinion 
is  very  dangerous. 

Since  the  occurrence  of  this 
accident  the  practice  has 
been  forbidden.* 


The  waggons  were  moved  by 
capstan  with  which  four 
men  were  concerned, 
namely,  Thomas  Hill, 
Foreman  Shunter,  E. 
Alden,  Capstanman,  J. 
King,  Hooker-on,  and 
G.  Dibben,  Scotcher.  At 
about  11.10  a.m.  there 
were  9  empty  gfoods  wag- 
gons and  2  empty  box 
waggons  at  the  rear  stand- 
ing on  the  No.  3  line  at 
the  entrance  of  the  shed. 
Foreman  Hill  gave  instruc- 
tions for  these  to  be 
drawn  over  a  certain  turn- 
table, so  that  the  two 
box  waggons  might  be 
worked  into  the  No.  11 
bay.  The  capstan  in 
question  is  situated  be- 
ween  the  No.  1  and  No.  2 
lines,  and  as  other  wag- 
gons were  then  standing 
on  the  No.  2  line  for  the 
purpose  of  pulling  the  1 1 
waggons  in  position.  Hill 
gave  instructions  for  the 
capstan  rope  to  be  taken 
under  the  waggons  in  No. 
2  and  run  round  a  dummy 
which  is  placed  between 
the  No.  2  and  No.  8  lines. 
After  the  rope  had  been 
attached  to  the  last  of  the 
1 1  waggons  by  King,  both 
he  and  Hill,  who  were  then 
standing  close  by,  called 
to  the  capstanman  to  **  pull 
up,"  after  which  they  both 
left  the  moving  wagsrons 
to  be  braked  into  position 
by  Dibben,  whose  special 
duty,  althoagh  he  fre- 
quently assists  in  the  g^- 
eral  movement  of  waggons 


The  ax^rangements  for  capstan 
working  at  this  station  are 
to  my  mind  very  faulty. 
At  present  the  men  seem  to 
trust  too  much  to  each 
other.  I  suggest  that  each 
man!  should  Imow  what  his 
duties  are,  and  be  held 
personally  responsible  for 
carrying  them  tfafrough. 

A.F. 


*  Tbe  Sub-Iiispector  onderttood  from  tbe  Oompany'n  representative  at  tbe  Inquiry  that  tbe  practice  in  question  would  be 
diMontlnaed,  but  the  Railway  Company  have  Dinoe  informed  the  Board  of  Trade  that  this  is  not  tne  case. 


11366 
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REPORTS  OF  SUB-INSPECTORS  OP  RAILWAYS  ON  ACCIDENTS — continued. 


Railwajr. 


Pl^oalars  of  Accident,  &c. 


London,    Bbiohton 
AND  South  Coabt 

— eofU. 


Conclnsioiia  of  the  Sub- 
Inspector  as  to  the  causoB 
of  the  Accident. 


RecommflndalAoiift. 


Date  of  Accident — llth  November, 
1901.  Plaoe  at  which  Accident 
happened — Bromley  Janction,  near 
Norwood  Junction.  Name  of 
Person  killed — ^Frederick  Bonnor. 
Age  of  Person  killed— 54.  Capa- 
city in  which  employed — Signal 
Fitter's  Labourer.  Number  of 
booked  working  hours  per  diem- 
Ill,  with  U  hours  off  for  meals. 
How  long  on  duty  at  time  of 
Accident — 11  hours. 

Description  of  Accident—Bromley 
Junction  is  on  the  branch  line 
from  Balham  to  Crystal  Palace, 
about  half-a-mUe  north  of  Nor- 
wood Junction.  About  90  yards 
south  of  the  former  junction 
there  is  a  pair  of  facing  points 
leading  to  a  single  line  to  Norwood 
Junction.  While  Bonnor  and 
Signal  Fitter  John  Bishop  were 
working  at  the  locking  bar  of  the 
points  in  question,  the  former  was 
knocked  down  and  killed  by  the 
engine  of  the  4.18  p.m.  passenger 
train  from  Victoria  to  Stoats  Nest. 


about  the  shed,  is  to 
scotch  waggons  on  the 
turntables.  To  get  the 
last  box  waggon  on  the 
turntable,  and  not  know- 
ing any  one  was  engaged 
on  the  waggons  standing 
ahead,  Dibben  allowed 
the  10  le^ing  vehicles  to 
-  to  run  clear  of  the  turn- 
tablo  with  a  view  of 
turning  the  last  box  wag- 
gon first,  and  in  doing  so 
the  leading  waggon  closed 
sharply  with  those  already 
set  for  loading.  Even  if 
Dibben  had  known  the 
exact  position  of  the  stand- 
ing waggons  it  is  very 
questionable  whether  he 
could  of  himself  have 
detached  the  rope  and 
brought  the  11  waggons 
to  a  stand  within  a  few 
inches  of  a  given  point. 
I  am  of  opinion  that  the 
accident  was  due  to  in- 
attention on  the  part  of 
Foreman  T.  Hill  and  the 
Hooker-on  J.  King.  Even 
with  the  most  careful 
working  there  was  a  great 
risk  of  the  standing  wag- 
gons being  moved,  and 
before  giving  instructions 
for  the  special  movement 
to  be  made  Hill  should 
have  seen  that  all  con- 
cerned were  properly 
warned,  and  having  given 
the  starting  sig^nal  under 
no  circumstances  should 
either  he  or  King  have 
left  the  waggons  while  in 
motion. 


Signal  Fitter  John  Bishop, 
who  was  in  charge  of  the 
work,  and  narrowly  escap- 
ed being  struck  by  the 
same  engine,  is  chiefly  to 
blame  for  the  accident — 
(1) ,  for  working  after  it 
was  dark  and  (2)  for  neg- 
lecting to  ask  for  a  lock- 
out man  to  protect  Bonnor 
and  himself  while  at 
work,  as  directed  in  rule 
273  (g),  as  it  was  almost 
impossible  for  them  to 
perform  the  work  they 
were  engaged  at,  and  at 
the  same  time  keep  a 
proper  look-out  for  their 
own  safety.  From  the 
evidence  given  it  would 
appear  that  Bishop  had 
drifted  into  the  dangerous 
syt^tem  of  working  on  busy 
sections  of  the  line  without 
taking  proper  precautions 
for  the  safety  of  himself 
and  the  men  working  under 
him,  and  although  he 
stated  that  on  one  occasion 
he  asked  Ganger  J. 
Maokett  at  Clapham  Junc- 
tion for  a  look- out  man, 
and  was  refused,  Mackett 
so  strongly  denied  it  that  I 
am  inclined  to  believe  the 
latter. 


For  future  safety  the  Com- 
pany should  be  asked  to 
impress  ui)on  tiieir  signal 
fitters  the  necessity  of 
strictly  oarryiuff  out  mle 
278  (g)  at  all  times  when 
worlang  upon  or  near  to  the 
running  lines. 

J.  J.  H. 
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BHPORTS  OP  SUB-INSPBCTORS  OP  RAILWAYS  ON  ACCIDBNTS— {%>n^'nU«I. 


Railwi^. 


Particulars  of  Accident,  &c. 


OondiuioxiB  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Etecommendatioiuu 


LOKDOS.  Bbightok 
AUD  South  Coast 
— eont. 


MlDLAin) 


>*        ••• 


Date  of  Accident — 24th  November, 
1901  (Sunday).  Place  at  which 
Accident  happened— Near  Syden- 
ham. Name  of  Person  injured — 
James  Waller.  Age  of  Person 
injured — 42.  Capacity  in  which 
employed — Engine  Driver.  Num- 
ber of  booked  working  hours  per 
diem — 10.  How  long  on  duty  at 
time  of  Accident — nj  hours.  Na- 
ture of  Injury — Skull  fractured. 

Description  of  Accident — Weller  was 
in  charge  of  side  tank  engine, 
No.  855,  which  was  used  for  work- 
ing the  1.45  p.m.  passenger  train 
from  London  Bridge  to  Victoria. 
When  running  up  the  incline  lead* 
ing  from  Sydenham  to  the  Crystal 
Palace  he  fell  from  the  engine, 
with  the  result  stated,  from  the 
effects  of  which,  at  the  time  of  my 
inquiry,  he  was  still  off  duty. 


Dateof  Accident— 8th  October,  1901. 
Place  at  which  Accident  happened 
— St.  Prancras.  Name  of  Person 
injured  —  George  Bott.  Age  of 
Person  injured — 63.  Capacity  in 
which  employed — Brake  Examiner. 
Number  of  booked  working  hours 
per  diem — 13^.  How  long  on  duty 
at  time  of  Accident — 7^  hours. 
Nature  of  Injury — Right  foot  cut 
off. 

Description  of  Accident— It  was 
Bott*B  duty  to  examine  the  brakes 
and  slip  couplings  of  all  passenger 
vehioleB  worked  to  and  from  St. 
Pancras.  On  the  date  in  question, 
at  about  12.30  p.m.,  he  was  engaged 
at  some  carriages  standing  in  the 
B  storage  siding,  which  is  situated 
alongside  the  No.  3  platform  line, 
and  when  coming  from  between 
the  vehiclee,  where  he  hiad  been  to 
attend  to  a  slip  coupling,  he  got 
foul  of  the  No.  3  line,  and,  failing 
to  notice  that  a  carriage  truck  was 
then  being  propelled  by  an  engine 
along  that  line,  he  was  knocked 
down,  and  his  right  foot  run  over. 


Date  of  Accident— 18th  October,  1901. 
Place  at  which  Accident  happened 
— Ohapeltown  Sidings.  Name  of 
Person  injured — Tom  Bond.  Age 
of  Person  injured — 34.  Capacity 
in  which  employed— Goods  Guard. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident — 4}  hours. 
Nature  of  Injury — Right  knee 
bruised. 

Description  of  Accident. — ^Bond  had 
worked  in  charge  of  the  5.30  p  m. 
mineral  train  from  Sheffield  to 
Chapeltown.  At  about  9.50  p.m., 
whilst  engaged  in  shunting  opera- 
tions in  The  Chapeltown  sidings, 
and  when  running  alongside  some 
moving  waggons  for  the  purpose 
of  uncoupling  them  with  his 
shunting  stick,  he  stumbled  over 
an  exposed  point  rod,  and  falling 
with  his  knee  on  the  hand  point 
lever  he  was  injured  as  stated. 


Weller  is  unable  to  explain 
what  were  his  movements 
immediately  previous  to 
the  accident,  and  as  at 
that  time  his  fireman,' 
T.  Seager,  was  looking 
over  tbe  opposite  side  oi 
the  engine,  it  is  impossible 
to  trace  the  exact  cause  of 
this  mishap.  Prom  the 
evidence  given,  it  appears 
that  owing  to  the  slippery 
state  of  the  rails  it  was 
necessary  to  use  sand,  and 
I  am  of  opinion  that  whilst 
Weller  was  leaning  over 
the  side  of  the  engine  to 
see  if  the  sand  was  run-, 
ning  free  from  the  sand 
box,  his  hands  being 
greasy,  slipped  from  the 
railing,  and  he  fell  head 
foremost  on  to  the  ballast, 
in  which  case,  to  my  mind, 
the  accident  was  due  to 
m-isadventure. 


In  this  case  the  mishap  was 
due  to  want  of  caution  on 
the  part  of  the  injured 
man. 

A.  F. 


The  hand  point  rod  in  ques- 
tion is  fixed  about  8  inches 
above  the  path  that  Bond 
was  compelled  jio  take, 
besides  which,  although 
there  is  plenty  of  space  on 
the  same  side  of  the 
shunting  neck,  the  point 
lever  is  placed  within 
3  feet  of  the  rail,  and 
ever}'  sleeper  along  the 
path  is  fully  exposed. 

I  am  of  opinion  that  in  this 
case  the  accident,  which 
(had  Bond  fallen  towards 
instead  of  from  the  moving 
waggons)  might  have  been 
far  more  serious,  was  due 
to  the  dangerous  condition 
of  the  path. 


On  many  of  this  Company!s 
engintt,  doors  have  been 
fitteji  between  the  upright 
hand  pillars,  but  there  is 
no  ftuoh  protection  on  the 
engine  in  question,  whloh, 
for  future  safety,  I  suggest 
shotdd  be  provided  with 
SUC&  doors. 

A.  F. 


For  future  safety  the  point 
rod  should  be  protected 
with  side  timbers,  the 
lev^  box  should  be  set 
furiiher  from  the  rails, 
anq  the  path  the  men 
ha*^  to  take  should  be 
made  up  level  with  the 
fac4  of  the  sleepers. 

A.  F. 


IISM 
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RBPORTS  OF  SUB-INSPBOTORS  OF  RAILWAYS  ON  AGCIDBNTS— {^nhntl^ 


Railway. 


ParticulArfl  of  Acxudent,  &c. 


Conolnsious  of  the  Sab- 
Inspector  as  to  the  oanses 
of  the  Aocident. 


Reoommendatloiia. 


Midland— ««mf. 


I 


Date  of  Accident — It^t  November, 
1901.  Place  at  which  Accident 
happened— Westhooses  and  Black- 
well.  Name  of  Person  injured — 
Samuel  Frederick  Price.  Age  of 
Person  injured— 29.  Capacity  in 
which  employed — Shunter.  Num- 
ber of  b<x>ked  working  hours  per 
diem^S.  How  long  on  duty  at 
time  of  Accident — 10  minutes. 
Nature  of  Injury — Left  leg  run 
over,  necessitating  amputation. 
Still  off  duty  when  inquiry  was 
made. 

Description  of  Accident. — All  goods 
trains  from  the  south,  on  arrival 
at  Westhouses  and  Blaokwelli  have 
to  be  fiy-shunted  for  the  purpose 
of  getting  the  engine  to  the 
opposite  end  of  the  train.  In  this 
case,  in  making  the  fly  shunt,  the 
engine  was  to  be  run  into  No.  8 
road,  and  the  train,  consisting  of 
.  45  vehicles,  into.  No.  1  xoad.  For 
the  purpose  of  unoouphng  it  was 
necessary  for  Price  to  run  along 
side  the  train,  and  while  4oing  so 
he  had  his  coupling  pole  under  the 
coupling  and  over  the  buffer  of  the 
leading  vehicle,  and  when  the 
engine  driver  slackened  speed  he 
pressed  his  weight  upon  his  coup- 
ling pole  to  throw  the  coupling 
off,  when  by  some  means,  which  he 
is  unable  to  explain,  he  scumbled 
and  fell  wit^  his  left  leg  aoroas  the 
rail,  and  was  run  over,  with  the 
result  stated  above. 


Date  of  Accident — 11th  November, 
1901.  Place  at  which  Accident 
happened — Giggleswick.  Name  of 
Per^n  injured — Joseph  Hampton. 
Age  of  Person  injured  —  45. 
Capacity  in  which  employed— 
G(K)ds  Guard.  Number  ox  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Aocident 
— 7i  hours.  Nature  of  Injury — 
Left  leg  injured.  Off  duty 
3  weeks. 

Description  of  Accident— Hampton 
was  working  with  the  8.85  p.m. 
goods  train  from  Camforth  to 
Leeds,  which  arrived  at  Gigffles- 
wiok  at  about  11.40  p.m.,  where 
two  waggons  had  to  be  attached. 
For  this  purpose  he  uncoupled  the 
engine,  leaving  the  train  of  25 
vehicles  standing  on  the  up  main 
line  on  a  falling  gradient  of  1  in 
120.  Before  leaving  his  brake-van 
he  put  the  brake  hi^d  on.  and  as  a 
further  precaution  he  put  down 
two  of  the  leading  waggon  brakes, 
one  of  which  he  pinned  down,  but 
from  some  unexplained  cause  the 
train  became  uncoupled  between 
the  second  and  third  vehicle  from 
the  brake-van  and  the  uncoupled 
vehicles  started  to  run  forward, 
and  when  he  saw  that  they  were 
likely  to  foul  the  cross- over  road 
which  the  engine  had  to  be  taken 
through  to  get  into  the  siding  he 
ran  forward  and  called  to  the 
signalman  not  to  turn  the  points, 
and  at  the  same  time  signalled  his 
driver  to  stop,  and  while  doing  so 
he  caught  his  foot  in  the  stretcher 
rod  of  the  points  fixed  in  the  four- 
foot  way  and  fell,  with  the  result 
stated  above. 


The  mishap  appears  to  have 
been  due  to  the  dangerous 
practioe  of  fly-shunting 
having  been  permitted, 
which  practice  necessitates 
the  person  performing 
the  uncouplinff  operation 
having  the  wnole  of  his 
attention  flxed  upon  the 
coupling.  If,  as  in  this 
case,  the  waggon  to  be 
uncoupled  is  fitted  with 
dead  buffers,  it  is  more 
difficult  to  throw  the 
coupling  off.  There  was 
no  obstruction  found  near 
the  spot  where  Price  fell, 
and  the  lighting  for  the 
ordinary  mode  of  shunting 
seems  satisfactory. 


The  mishap  appears  to  have 
been  accidentaL  At  the 
same  time,  if  Hampton  had 
made  use  of  the  sprags 
whioh  were  lying  near  the 
spot  where  he  uncoupled 
Mb  engine,  the  mishap 
might  have  been  pre- 
vented. 

J.  J.  H. 


There  is  no  rule  authorimnff 
fly*shunting,  yet  20  trains 
are  dealt  wiUi  in  this 
manner  nightly  at  this 
place.  The  pnotioe  is  con- 
trary to  the  spirit  of  mle 
21  (a),  and  is  sndh  a  dan- 
gerous one  that  it  ehoiiild 
be  strictly  forbidden. 


J.J.H* 
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REPORTS  OF  SUB-INSPECTORS  OF  RAILWAYS  ON  ACCIDENTS— cv»i^mM#rf, 


Bailway. 


Particulars  of  Aooident,  &c. 


MlDZiAND— 0<m^. 


1 


Bate  of  Accident-~23rd  Xovember, 
1901.  Place  at  which  Accident 
happened— Grassmoor,  near  Has- 
land.  Name  of  Person  injured — 
William  Woodman.  Ag^e  of  Per- 
son injured  —  33.  Capacity  in 
which  employed  —  Goods  Guard. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident — 9^  hours. 
Nature  of  Injury  —  Left  hand 
lacerated. 

Description  of  Accident — A  light 
engine  (No.  1698)  was  run  from 
Avenue  Sidings,  Hasland,  to 
Holmwood  Junction  for  the  pur- 
pose of  attaching  some  empty 
carriages  which  were  to  form  a 
work3nan*s  train  oyer  the  Grass- 
moor  mineral  branch  single  line. 
Woodman  was  to  be  the  guard  in 
charge,  and  so  on  the  outward 
journey,  as  is  usual  in  such  oases, 
he  rode  on  the  enfifine. 

From  the  Avenue  Sidings  to  Grass- 
moor  East  the  single  line  is 
worked  by  tablet,  but  from  that 
point  the  train  '* staff"  arrange- 
ments are  in  force.  When  the 
engine  was  approaching  Grassmoor 
East  signal  cabin,  Woodman,  who 
was  then  standing  on  the  cabin 
side  of  the  footplate,  said  to  the 
engine  driver  (W.  A.  Cockett)  "All 
right.  Will,  I  will  take  the  staff,'* 
and  as  Cockett  was  close  by  and 
could  watch  the  movements  he  did 
net  object,  but  as  Woodman  wa^ 
doing  so  he  allowed  his  left  hand  to 
collide  with  the  staff  with  such 
force  as  to  cause  injuries,  from 
which  he  was  off  duty  14  days. 


Date  of  Accident — ^29th  November, 
1901.  Place  at  which  Accident 
happened  —  Chaddesden  Sidings, 
Derby.  Name  of  Person  killed 
—John  Joseph  McGlynn.  Age  of 
Person  killed — i8.  Capacity  in 
which  employed — ^Labourer.  Num- 
ber of  booked  working  hours  per 
diem — 11.  How  long  on  duty  at 
time  of  Accident — 1|  hours. 

Description  of  Aoddent — ^MoGlynn 
was  one  of  ^ht  men,  including 
the  ganger,  H.  Maltley,  who  for 
some  weeks  previous  to  the  date  in 
question  had  been  working  in  con- 
nection with  extensive  alterations 
at  Chaddesden  marshalling  sidings. 
On  the  date  mentioned  they  were 
engaged  in  placing  ballast  around 
the  sleepers  of  the  up  main  and 
down  good's  lines  opposite  to  the 
sidings  referred  to,  and  at  about 
7.45  a.m.,  whilst  so  employed, 
MoGlynn  was  struck  by  the  engine 
of  the  7.48  a.m.  passenger  train 
from  Derby  to  Nottingham,  and  so 
injured  that  he  died  the  same 
morning. 


Conclusions  of  the  Sub- 

Inspector  as  to  the  causes 

of  tho  Aooident. 


Reoomm«ndatiooa 


The  engine  is  said  to  have 
been  running  through  the 
staff  station  at  a  speed  of 
about  8  miles  an  hour. 

It  was  no  part  of  Woodman's 
duty  to  take  the  staff,  and, 
although  the  driver  is 
certainly  to  blame  for 
allowing  him  to  do  so.  I 
am  of  opinion  that,  as  he 
fully  admits,  Woodman  is 
himself  to  blame  for  the 
accident. 

A.F. 


From  the  evidence  given  it 
appears  that  about  7.45 
a.m.  the  eight  men  were 
working  between  the  up 
main  and  down  goods 
lines.  The  ganger  with 
the  deceased  and  another 
labourer  named  Thomas 
Laoey  were  working  about 
50  yards  south  of  the 
other  five  men,  when  see- 
ing the  train  approaching 
he  requested  McGlynn  and 
Lacey  to  keep  clear  and 
then  went  forward  to 
warn  the  others. 

As  the  train  irot  nearer 
Laoey  called  to  Mc31ynn 
**  Look  out,  it's  close  to,'* 
but  as  if  anxious  to  place 
the  ballast  then  on  his 
shovel  in  a  certain  posi- 
tion he  got  foul  of  the  up 
line  and  was  knocked 
down. 

The  traffic  on  this  section  of 
the  line  is  light.  There 
is  a  good  clear  view  of 
approaching  trains,  besides 
which  there  is  a  space  of 
11  feet  between  the  up 
main  and  down  goods 
lines,  and,  as  McGlynn 
was  fully  aware  that  the 
train  was  approaching,  I 
am  of  opinion  that  the 
mishap  was  due  to  his 
own  want  of  caution. 

A.  F. 


198 

RBP0RT8  OF  SUB-INSPEOTOBS  OF  RAILWAYS  ON  ACCrDBNTSr-^onttntitti. 


Baili^y. 


Particulars  of  Accident,  &c. 


Midland— <mtf. 


Midland  and  Lan- 
oashibe  and 
ToBKBHiBB  Joint. 


NOBTH  BBITIBH 


0oncln8ion8  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Date  of  Accident — 13th  December, 
1901.  Place  at  which  Accident 
happened — Belle  Yue,  Manchester. 
Name  of  Person  injured — Edward 
King.  Age  of  Person  injured — 23. 
Capacity  in  which  employed — Fire- 
man. Number  of  booked  working 
hours  per  diem — 10.  How  long  on 
duty  at  time  of  Accident — 4^  hours. 
Nature  of  Injury — ^Left  knee  in- 
jured.   Off  duty  2  days. 

Description  of  Accident— On  the 
day  in  question  King  and  his 
driver  were  engaged  in  placing 
engines  where  they  were  required 
in  the  locomotive  yard  and  sheds. 
At  about  5  40  p.m. '  two  engines 
stood  in  the  slip  road,  and  for  the 
purpose  of  placing  the  rear  one  in 
the  back  road  both  men  got  upon 
the  leading  engine.  After  this  it 
was  necessary  to  take  the  latter 
engine  into  the  shed  by  the  slip 
roaid.  For  this  purpose  King  had 
to  hold  a  certain  pair  of  hand 
points,  and  after  the  engine  had 
passed  over  them  he  followed  it, 
and  while  it  was  in  motion  he  got 
on  to  the  tender  footstep,  but  be- 
fore he  had  time  to  get  on  to  the 
footplate  of  the  engine  he  was 
caught  by  a  waggon  standing  in 
what  is  known  as  the  empty 
waggon  road  and  thrown  to  the 
ground,  with  the  result  stated 
above. 


Date  of  Accident — 11th  November, 
1 901 .  Place  at  which  Accident  hap- 
pened— Golne.  Name  of  Person 
injured — Edward  Williams.  Age 
of  Person  injured — 48.  Capacity 
in  which  employed  —  Shunter. 
Number  of  booked  working  hours 
per,  diem  — 12,  with  2  hours  off 
for  meals.  How  long  on  duty  at 
time  of  Accident  —  1^  hours. 
Nature  of  Injury — Ribs  injured. 
OflF  duty  1\  weeks. 

Descnption  of  Accident  —  On  the 
night  in  question  Williams,  who 
had  been  working  in  the  down 
sidings,  was  crossing  over  the 
main  lines  for  the  purpose  of 
going  to  the  up  sidings.  While 
doipg  so  he  caaght  his  foot  in  an 
exposed  ix>int  rod  fixed  in  the 
6-foot  way  between  the  down  and 
up  main  lines,  and  fell,  with  the 
result  stated  above. 


Date  ^f  Accident— 26th  October,  1901. 
Place  at  which  Accident  happened 
— Oueen  Street,  Glasgow.  Name 
of  Verson  injured — William  David 
CiapksoD .  A  ge  of  Person  in  j  ur<?  d — 
2o. ;  Capacity  in  which  employed — 
Shunter.  N  umber  of  booked  work- 
ing! hours  per  diem — SJ.  How 
long  on  duty  at  time  of  Accident 
— 25  hours.  Nature  of  Injury — 
Scalp  wound  and  ribs  fractured. 

Description  of  Accident — Two  vesti- 
bule carriages,  used  for  through 
tratSc  bet^veen  London  and  Glas- 
goiiir,  had  been  parted  en  route  for 
thej purpose  of  working  a  fish  truck 
on  the  same  train  to  Glasgow. 
After  the  fish  truck  had  oeen 
shunted  out  and  the  two  carriairet 
had  been  brought  together  again 
at  .Queen  Street  No.  3  platform, 
it  V218  necessary  for  the  shunters 


At  the  time  of  the  mishap 
Goods  Guard  Cole,  work- 
ing with  a  goods  train 
from  Colne  to  Skipton, 
called  out  bo  W^illiams. 
and  in  turning  round  to 
reply  he  fell  over  the  point 
rod  in  question,  but  at  the 
same  time  if  the  point  rod 
had  not  bei^n  so  badly 
exposed  the  accident 
would  not  have  oocurn)d. 


There  in  no  doubt  that  a 
shunter's  whistle  was 
sounded  as  stated  by  An- 
derson, but  that  must  have 
been  in  connection  with 
other  movements  in  an- 
other part  of  the  station. 

Anderson  fully  admits  he 
did  wrung  in  not  getting 
proper  information  before 
instructing  the  driver  to 
move  the  vehicles,  for 
whi'sh  and  the  result  he 
expresses  regret. 


EeoommendatioBB. 


was  unable  to  trace  who 
was  responsible  for  leav- 
ing the  leading  waggon 
in  the  empty  waggon  road 
foul  of  the  slip  road, 
which  is  one  of  the  run- 
ning lines  to  the  engine 
shed.  In  this  case,  al- 
though the  mishap  was 
chiefly  due  to  the  leading 
waggon  in  the  empty 
waggon  road  having  been 
left  foul  contrary  to  rule 
184  {e),  the  error  was 
noticed  by  King  before 
the  accident  hapx)ened,  but 
in  his  anxiety  to  facilitate 
the  work  he  for  the 
moment  forgot  about  it. 


This  is  another  of  the  many 
accidents  arising  from 
waggons  in  one  siding  be- 
ing left  foul  of  adjoin- 
ing lines  or  sidinga.  For 
future  safety  I  recommend 
that  the  Company  should 
issue  definite  instmctionB 
to  all  concerned  as  to  the 
minimum  clearance  which 
must  be  given  at  the  fonl- 
ing  points  of  all  adjoining 
lines  or  sidings. 

J.  J.  H. 


Extensive  alterations  are  in 
progress  at  this  place  to 
provide  additional  aiding 
accommodation^  and  while 
the  work  is  being  done 
it  is  to  be  hoped  that  the 
Joint  Companies  will  take 
steps  for  the  point  rod,  over 
which  Williams  fell,  and 
the  others  in  the  vicinity, 
which  are  similarly  exposed, 
to  be  protected  with  side 
timbers,  with  the  ballast 
brought  up  to  a  level  with 
the  top  of  the  timbera. 

J.  J.  H. 


For  future  safety  I  suggest 
the  Company  should  con- 
sider the  advisability  of 
making  arrangements 
which  would  avoid  the 
uncoupling  of  vestibule 
carriages  for  the  purpose 
stated. 
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Railway. 


Partioulars  of  Accident,  kc. 


Conclosions  of  the  Sub- 

Inspector  as  to  the  causes 

of  the  Accident. 


Reoommendatfoiit. 


NOBTB    Bbitish* 


to  get  between  them  to  adjust  the 
buffers  and  couplinirs.  Whilst  the 
yehicles  were  standing  about  a 
foot  apart,  and  Shunters  Clarkson 
and  W.  Reid  were  engaged  as 
stated,  a  third  shunter  named 
J.  M.  Anderson  joined  them  to 
prevent  any  movement  of  the  car- 
riages. Reid  requested  Anderson 
to  go  and  stop  with  the  enginemen, 
tellinff  him  not  to  allow  the 
shunting  engine  (which,  with 
seveial  yehicles  attached,  was 
standing  at  the  tunnel  or  arrival 
end  of  Uie  same  platform)  to  move 
until  they  gave  a  signal  that  all 
was  right.  Shortly  afterwards 
Anderson  heard  a  shunter's  whistle, 
and  without  making  further  en- 
quiry he  oonclnded  that  it  was  a 
signal  from  Reid,  and  at  once 
instructed  the  engine  driver  to 
propel  the  vehicles  further  along 
the  platform,  with  the  result  that 
as  the  yehicles  were  closed  up 
Clarkson  was  crushed  and  injured 
as  stated. 


Date  of  Accident— loth  November, 
1901.  Place  at  which  Accident 
happened  —  Olencorsf*.  Name  of 
Person  injured  —  George  G-oldie. 
Age  of  Person  injured — 2o.  Cap- 
acity in  which  employed— Assis- 
tant Goods  Guard.  Number  of 
booked  working  hours  per  diem — 
12.  How  long  on  duty  at  time  of 
Accident — 6^  hours.  Nature  of 
Injury — Both  legs  bruised. 

Description  of  Aooident-^leneorse 
is  the  terminus  for  passenger 
trains  of  a  branch  single  line  from 
Millerhill,  but  for  mineral  traffic 
the  line  is  extended  to  Maurice- 
wood  Colliery,  about  a  quarter  of  a 
mile  distant.  The  arrival  and  loop 
lines  are  on  a  slight  gradient  of  1 
in  SOO,  falling  towards  Millerhill. 

On  the  arrival  of  mineral  trains  at 
Qlencorse  it  is  usual  for  the  ool- 
Uery  waggons  to  be  shunted  back 
on  to  the  loop  line,  from  which, 
after  the  engine  has  been  run 
round,  they  are  propelled  to  the 
Colliery. 

On  the  ilate  in  question  the  Head 
Guard,  J.  Mclnnes.  detached  five 
waggons  from  the  engine,  and 
shunted  them  back  on  to  the  loop 
line.  After  they  had  cleared  the 
points  Goldie  attempted  to  put  a 
sprag  in  one  of  the  wheels  to  bring 
them  to  a  stand,  but  unfortunately 
the  sprag  struck  the  ^heel.  and 
rebounding  it  hit  his  legs,  with  the 
result  stated. 


Date  of  Accident — 23rd  November, 
1901.  Place  at  which  Accident 
happened — St.  Margaret's  Locomo- 
tive Yard.  Name  of  Person  injured 
— David  Davidson.  Age  of  PerHon 
injured— 57.  Capacity  in  which 
employed — Engine  Driver.  Num- 
ber oil  booked  working  hours  per 
diem — 10^.  How  long  on  duty  at 
time  of  Accident — 10|  hours.  Na- 
ture of  Injury  —  Right  hand 
crushed. 

Description  of  Accident  —  Davidson 
had  worked  the  1.10  p.m.  passenger 


On  such  an  easy  gradient  as 
that  at  Glencorse  there  is 
certainly  no  necessity  for 
sprag  ging  waggons  in 
motion.  The  waggon 
brakes  properly  applied 
should  meet  all  require- 
ments. 

The  head  guard  fully  admits 
that,  although  it  is  cus- 
tomary to  sprag  the  wag- 
gons during  ordinary 
Stiunting  operations  at 
that  station,  it  is  done 
simply  with  a  view  of 
facUUtUing  the  work. 

Goldie  had  only  been  acting 
as  an  assistant  guard  for 
14  days  previously,  conse- 
quently even  had  sprag- 
Cfing  been  really  necessary 
he  was  inexperienced,  and 
as  he  was  acting  to  the 
instructions  of  the  guard 
it  would,  in  my  opinion, 
be  wrong  to  blame  him. 

To  my  mind,  Mclnnes  acted 
unwisely  in  detaching  the 
waggons  from  the  enpine 
and  loose-shunting  them 
on  to  the  loop  line,  but  at 
the  same  time  I  certainly 
think  that  the  primary 
*cause  of  the  accident, 
which  might  have  been 
far  more  serious,  was  due 
to  the  dangerous  practice 
so  common  on  this  line  of 
unnecessarily  spragging 
waggons  in  motion. 


H.  Mantell,  the  driver  of  the 
second  engine,  No.  213, 
states  :  '*  I  could  see  the 
position  of  Davidson's  en- 
gine in  front,  but  to  allow 
another  engine  to  be 
brought  into  the  same 
siding,  although  I  did  not 
intend  my  engine  to  move 
Davidson's,  I  tried  to  get 
as  near  to  it  as  possible.  I 
did  not  know  that  anyone 
was  at  work  at  the  stand- 
ing engine.    I  regret  the 


For  future  safety  I  recom- 
mend that  the  Company 
should  issue  stringent  in- 
structions to  all  eoneemed 
that  the  practice  of  sprag- 
ging moving  waggons 
during  BhT'^tjiig  opera- 
tions should  be  diaoon- 
tinued,  and  that  when  it 
isneoe«sary  to  plaoe  wag- 
gons on  lines  not  level 
they  should  be  kept  at- 
tacned  to  the  engine  ontU 
brought  to  a  stand  in  the 
required  position,  after 
which,  providing  the  hand 
brake  x>ower  is  not  oon- 
sideied  sufficient,  sprags 
could  be  placed  in  the 
wheels  without  risk  of 
injury  either  to  men  or 
vehicle. 

A.F. 


It  is  neoeaaary  that  before 
leaving  their  engines  the 
drivers  should  properly 
examine  them,  and  to  do 
that  they  must  occasion- 
ally get  in  positions 
which,  if  the  engines  were 
moved,  would  be  dan- 
gerous. At  present  there 
are  no  rules  in  force  at 
St.  Margaret's  respecting 
the  movement  of  engines, 
as  in  this  case,  and  for 
future  safety  I  recommend 


200 

BBPORTS  OP  SUB-INSPECTORS  OF  RAILWAYS  OX  ACCIDK^TS— continued. 


Railway. 


PartionlAm  of  Aooident,  &c. 


Conclusionfl  of  the  Sab- 

In8x>ectur  as  to  the  causes 

of  the  Accident. 


ReoommendatioikB. 


NOBTH     BBTTIBH- 

eont. 


I 


train  from  Edinburgh  to  Carlisle 
and  the  8.2  p.m.  return  train  Car- 
lisle to  Edinburgh,  after  which  he 
took  his  engine,  No.  216,  to  St. 
Margaret's  Loco.  Shed  Yard.  As 
he  entered  the  coaling  stage  line 
two  other  engines  were  in  front, 
and  as  they  were  taken  forward  he 
in  turn  moved  his  engine  near  to 
the  stage  where  he  intended  leav- 
ing it. 
On  reaching  that  point  he  left  the 
footplate,  and  without  having 
noticed  the  position  of  the  brakes 
he  commenced  the  necessary  ex- 
amination of  his  engine,  during 
which  he  placed  his  right  hand 
between  the  spokes  of  the  driving 
wheel  for  the  purpose  of  feeling 
the  condition  of  one  of  the  big 
ends.  Juf  t  at  that  moment  another 
engine  (No.  213)  was  brought  up 
in  the  rear,  which,  being  allowed  to 
close  up  to  the  standing  engine, 
caused  it  to  move  about  12  inches, 
•with  the  result  that  Davidson's 
hand  was  crushed  between  the 
wheel  and  the  side  framing. 


Date  of  Accident — 27th  November, 
1901.  Plaoe  at  which  Accident 
happened  —  Cowlairs.  Name  of 
Person  injured — ^Thomas  Penny- 
cook.  Age  of  Person  injured — 21. 
Capacity  in  which  employed — 
Engine  Cleaner,  acting  as  Fireman. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident — 9}  hours. 
Nature  of  Injury  —  Left  foot 
crushed.    Off  duty  H  weeks. 

Description  of  Accident — Pennycook 
was  working  with  tank  engpme, 
No.  50,  which  drew  six  carriages 
from  what  is  known  as  "  Lowries 
Lye,"  west  of  the  up  main  line,  to 
the  shunting  neck  leading  to  the 
Eastfield  sidings  east  of  the  down 
main  line,  where  the  vehicles  were 
brousrht  to  rei^t.  Goods  Guard 
J.  Kennedy  then  asked  Engine 
Driver  Alex.  Lemon  if  he  thought 
that  Per  n^^cook  could  uncouple 
betweeii  the  engine  and  vehicle^*, 
as  if  so  they  would  make  a  fly 
shunt.  Lemon  replied  "  Yes." 
Kennedy  then  walked  forward  to 
attend  to  the  hand  points,  and 
Lemon  instructed  Pennycook  to 
uncouple,  for  which  purpose  he 
left  the  foot-plate  and  lay  across 
the  buffer  beam  of  the  engine, 
which  was  travelling  bunker  firsr.. 
After  the  vehicles  had  been  given 
a  sufficient  impetus  to  run  to  where 
they  were  required,  Driver  Lemon 
reduced  speed  to  enable  Pennycook 
to  get  the  engine  coupling  off  the 
centre  bar  hook  of  the  leading 
vehicle,  and  while  leaning  over 
attempting  to  do  so  his  left  foot  was 
crushed  between  the  buffers  when 
they  came  together,  with  the  result 
stated  above. 


Date  of  Accident — 2nd  December, 
1901.  Place  at  which  Accident 
happened  —  Sighthill,  Glasgow. 
Name  of  Person  injured — John 
Mclntyre.  Age  of  Person  injured 
— 5z.  Capacity  in  which  employed 
— Ooods  Porter.  Number  of  booked 
working  hours  per  diem — Irr^u- 
lar.    How  long  on  duty  at  time  of 


result,  and  in  future,  be- 
fore allowing  my  engine 
to  get  so  near  to  another, 
I  will  finit  ascertain  that 
it  is  safe  to  do  so." 
Owing  to  insufficient  siding 
accommodation  at  these 
sheds  it  is  customary  for 
the  engines  to  be  placed  as 
closely  tosrether  as  possi- 
ble, but  of  course  that  did 
not  justify  Man  tell  mov- 
ing the  standing  engine, 
as  in  this  case,  for  which 
he  is  to  blame.  At  the 
same  time  I  am  of  opinion 
that  Davidson  himself  is 
YGry  much  to  blame.  He 
was  well  acquainted  with 
the  usual  working  of  the 
yard,  and  before  placing 
himself  in  danger  he 
should  certainly  have  seen 
that  the  brakes  had  beez 
properly  applied.  Had 
that  been  done  I  am  satis- 
fied that  his  engine  would 
not  have  been  moved. 


It  is  contrary  to  Rules  184 
and  139  for  firemen  to 
leave  the  foot-plates  and 
perform  uncoupling  opera- 
tions while  their  engines 
are  in  motion,  and 
Driver  A.  Lemon  is  to 
blame  for  instructing 
Pennycook  to  do  so.  At 
the  same  time  it  is  evident 
that  the  practice  of  fly 
shunting  (which  is  not 
provided  for  in  the  Com- 
pany's rules  and  regula- 
tions) is  far  too  general 
at  this  place,  and  the  chief 
cause  of  the  mishap  was 
the  fact  of  the  men  having 
been  permitted  to  drift 
into  an  irregular  and  dan- 
gerous system  of  working, 
for  which,  in  this  case, 
there  was  no  necessity,  as 
the  engine  could  have  been 
taken  round  the  vehicles. 

This  was  Pennycook's  first 
attempt  to  uncouple  vehi- 
cles in  motion.  He  was 
inexperienced  in  railwi^ 
work,  having  only  been  in 
the  service  six  montihs, 
and  acted  as  fireman  ooca- 
sionally  for  one  month 
previous  to  the  date  of  the 
accident.  Since  resuming 
duty  he  has  daily  worked 
as  a  fireman,  but  when  I 
made  my  inquiry  he  had 
not  been  supplieid  with  a 
copy  of  the  rules  and 
regulations,  in  accordance 
with  Rule  17  (n). 


The  mishap  appears  to  have 
been  accidental.  At  the 
same  time,  as  the  hydraulic 
cranes  had  only  been  in 
use  four  weeks,  the  man 
had  not  got  accustomed  to 
working  them,  neither 
had  they  any  instractions 
to  guide  them  as  to  the 


that,  as  on  other  railways, 
special  instructions  should 
be  issued  to  the  effect  that, 
before  allowing  one  engine 
to  close  up  to  another 
standing  in  a  yard  or  shed, 
ihe  driver,  or  other  penon 
in  charge,  must  fint  m 
that  it  is  safe  to  do  so. 

A,F. 


On  January  24th|  1900,  Fire- 
man J.  Watt  was  injured 
at  the  same  plaoe  from 
similar  causes,  and  if  my 
Bugg^tions,  when  reporting' 
upon  that  accident,  had 
been  carried  out  this 
mishap  would  not  have 
happened. 

For  future  safety  the  Oom- 
pany  should,  without  fur- 
ther delay,  take  steps  for 
their  own  rules  and  regu- 
lations to  be  strictly  adhmd 
to,  and  also  forbid  their 
firemen  to  ]eave  the  foot- 
plates of  their  engines  in 
motion.  Further,  fly  shunt- 
ing should  be  strictly  for- 
bidden at  this  plaoe,  and 
arrangements  should  be 
made  for  all  engine  cleaners 
to  be  supplied  with  a  copy 
of  the  rules  and  regulation :< 
before  they  are  sent  out  as 
firemen,  so  that  they  may 
know  how  to  act  in  caaes 
of  emergency. 

J.  J.  H. 


Other  aocidents  have  recently 
occurred  at  this  station, 
apparently  from  similar 
causes,  and  it  is  to  be  re- 
gretted that  instructions 
were  not  issued  as  to  the 
mode  of  working  the  new 
hydraulic  cranes  beforit 
they  were  brought  into  use ; 
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North    Bbitish- 


NOBTH  BABTSUI 


Accident — 24  hoars.  Nature  of 
Injury— Right  knee  injured.  Off 
duty  7  days. 
Description  of  Accident — J.  Mclntyre 
was  inside  a  waggon  standin^r  in 
No.  6  goods  shed,  assisting  to  un- 
load bhe  contents,  and  after  attach- 
ing thp  crane  hooks  to  a  bale,  he 
gave  the  '*all  right"  signal  to 
Goods  Porter  William  Higgin,  who 
was  working  the  hydraulic  crane, 
but  before  setting  it  in  motion  he 
called  "look  out"  to  Mclntyre, 
who  went  and  stood  at  the  east 
end  of  the  waggon.  While  the 
bale  was  being  lifted  by  the  crane 
it  swung  round  a  little,  with  the 
result  that  Mclntyre*s  right  knee 
was  slightly  crushed  between  the 
end  of  the  waggon  and  the  bale, 
and  injured,  as  stated  above. 


Date  of  Accident — 14th  December, 
1901.  Place  at  which  Accident 
happened  —  Whifflet.  Name  of 
Person  injured  —  John  Campbell. 
Age  of  Person  injured — 34.  Capa- 
city in  which  employed — Assistant 
Goods  Guard.  Number  of  booked 
working  hours  per  diem — Special 
duty.  How  long  on  duty  at  time 
of  Accident — 12^  hours.  Nature 
of  Injury — Chest  and  right  arm 
bruised. 

Description  of  Accident — On  the 
night  previous  to  the  accident, 
Campbell  booked  on  duty  at  5  p.m. 
for  the  purpose  of  protecting  per- 
sons passing  over  a  level  crossing 
at  Eipps  near  Whifflet,  but  at  6  p.m. 
he  received  instructions  to  take  up 
the  duties  of  an  assistant  goods 
guard  who,  through  illness,  was 
not  able  to  follow  his  employment. 
During  the  night  Campbell  was 
engaged  with  the  Whifflet  Pilot  in 
working  trafflc  over  the  Soutei  house 
Branch,  Whifflet.  At  about 
6.35  a.m.  the  pilot  engine  had  to 
take  35  waggons  from  the  Storage 
Sidings  at  Whifflet  to  certain  sid- 
ings on  the  branch,  and  as  the 
assistant  guard  it  was  Campbeirs 
duty  to  hold  over  the  necessary 
hand  points.  After  the  last  wag- 
gon had  cleared  the  hand  facing 
Eoints  leading  to  the  branch  line, 
e  ran  after  the  train  and  tried  to 
get  on  the  axle  box  of  the  last 
waggon,  but  owing  to  there  bein<? 
some  snow  on  his  shoes  and  some 
greace  on  the  axle  box,  he  twice 
slipped  off.  As  a  third  attempt  he 
crossed  behind  the  waggon  and 
tried  to  get  on  the  opposite  side, 
but  on  that  occasion  he  collided 
with  a  waggon  standing  in  an 
adjoining  loop  line,  and  was  so  in- 
jured tluit,  at  the  time  of  my 
inquiry,  he  was  still  off  duty. 


Dat^  of  Accident — 4th  October,  1901. 
Place  at  which  Accident  happened 
— tiocomotive  Yard,  Blaydon. 
Name  of  Person  injured — Richard 
Clarke.  Ai?e  of  Person  injured — 
19.  Capacity  in  which  employed — 
Fireman.  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident — 
10  hours.  Nature  of  Injury — Left 
knee  sprained. 


proper  mode  of  working 
the  cranes. 


Campbell  states  that  he  had 
never     worked     on     the 
branch    line    previously, 
and  that  he  had  no  know- 
led<;e  of  the  waggon  in  the 
loop  line  being  foul.     It 
was  very  necessary  that  he 
should     accompany     the 
train,  and  as  it  was  not 
brought  to  a  stand  after 
clearing  the  points  for  him 
to  get  on  the  last  waggon, 
I  do  not  think  it  would  be 
fair  to  blame  him  for  at- 
tempting to  get  on  it  while 
in     motion.       The    head 
guard,  S.  Grant,  and  the 
pilot  man,  E.  Kidd,  knew 
that  Campbell  was  strange 
to  the  work,  and  whatever 
may  have  been  their  usual 
practice,  taking  his  posi- 
tion and  the  state  of  the 
weather  into  consideration, 
I  certainly  think  that  they 
ought     to     have     made 
arrangements  for  him  to 
have  joined  the  train  in 
safety.     I  am  unable  to 
trace  who  left  the  waggons 
in  the  loop  line  so  near  to 
the  fouling  point.     They 
were  placed  in  that  posi- 
tion during  the  previous 
day,  but  as  both  Grant  and 
Kidd  were  aware  of  their 
position,  I  must  hold  them 
equally     responsible     for 
neglecting  to  remove  them 
to  a  safe  position  according 
to  Rule  184G. 


The  drain  referred  to  runs 
close  to  the  ashpit  road. 
It  had  been  opened  out 
during  the  day  for  cleaning 
purposes,  and  when  l«)av- 
ing  duty  at  night  the 
workmen  only  partly 
covered  it,  leaving  the 
ballast  on  the  side. 

It  was  very  dark  at  the  time 
of  the  mishap,  and  Clarke 


Reoommendations. 


however,  it  is  to  be  hoped 
Hiat  such  instructions  will 
be  issued  without  further 
delay.  This  it  very  neoes* 
sary,  as  any  person  may 
have  to  opemte  the  cranes. 


X.  J.  H. 


For  future  safety  I  suggest 
that  when  trains  are  run 
on  to  the  Souterhouse 
branch,  after  the  last  vehi- 
cle has  cleared  the  hand 
facing  points,  the  train 
should  be  brought  to  a 
stand  to  enable  the  assistant 
guard  or  point  holder  to 
join  it  without  risk. 

A.  F. 


For  future  safety  I  recom- 
mend that  the  Company 
should  issue  general  in- 
structions that  on  no 
account  should  drains  or 
such  like  excavations  he 
left  until  properly  pro- 
tected. 

A.  F. 


11M5 
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Conolasioss  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recommendalioiit. 


Description  of  Accident — Clarke  had 
been  working  with  the  Blaydon 
Station  shunting  engine.  On  re- 
turning to  the  locomotive  yard  the 
engine  was  as  usual  taken  to  the 
ashpit,  and  after  having  cleared 
the  ashes  from  the  ashpan,  and 
when  walking  round  the  engine  for 
the  purpose  of  sweepinjr  the  dust 
&om  the  side  footplate,  Clarke 
stepped  on  some  loose  ballast,  which, 
giving  way,  caused  him'to  slip  into 
a  water  drain. 


Date  of  Accident— 6th  October,  1901. 
Place  at  which  Accident  happened 
— Drypool,  Hull.  Name  of  Person 
killed — George  Henry  Frocking- 
ham.  Age  of  Person  killed — 23. 
Capacity  in  which  eroplo^'^ed — 
Shunter.  Number  of  booked  work- 
ing hours  per  diem —  1 0.  How  long 
on  duty  at  time  of  Accident — 8 
hours. 

Description  of  Accident — ^The  de- 
ceased was  engaged  in  shunting 
operations  at  what  is  locally  known 
as  the  Craven  Street  end  of  Drypool 
Goods  Sidings.  At  about  ().2o  p.m., 
to  enable  him  to  signal  to  the  driver 
of  the  shunting  engine  then  in  the 
shunting  neck,  it  was  necessary  for 
him  to  stand  foul  of  the  up  main 
line,  and  whilst  doing  so.  although 
there  is  independent  proof  that  the 
driver,  Joseph  Davis,  sounded  the 
engine  whistle  when  approaching 
the  sidings,  he  was  knocked  down 
by  the  engine  of  the  5..52  p.m.  pas- 
senger train  from  Withemsea  to 
Paragon,  and  killed. 


Date  of  Accident— October  15th,  1901. 
Place  at  which  Accident  happened 
— West  Hartlepool.  Name  of  per- 
son in]  ured — Ernest  J.  Cooper.  Age 
of  Person  injured — 15.  Capacity  in 
which  employed— Chain  Horse  Boy. 
Number  of  booked  working  hours 
per  diem — 11^.  How  long  on  duty  at 
time  of  Accident — 5  hours.  Nature 
of  injury — Lungs  lacerated,  collar- 
bone dislocated,  and  two  ribs 
broken.  Still  off  duty  when  in- 
quiry was  made. 

Description  of  Accident — Two  wag- 
gons at  rest  in  the  '*Gas  House 
road"  had  to  be  drawn  by  two 
horses  about  20  yards  north  wiu^s 
over  the  through  shunt  points.  To 
get  them  there,  Cooper,  who  was 
assisting  horse  shunter,  Henry 
Norman,  attached  the  horse  chain 
to  the  horse  loop  fixed  on  the  east 
side  of  the  leading  waggons,  but 
before  Norman  started  lus  horses 
he  noticed  that  the  brake  lever  of 
the  rear  waggon  was  down  on  the 
west  i.«.,  opp'wite  side  to  that 
where  he  and  Cooper  stood,  and  he 
called  out  to  some  men  there,  **  lift 
the  brake  up,"  but  they  did  not 
appear  to  hear  his  call,  and,  for  the 
purpose  of  lifting  the  bri^  lever, 
Cooper  attempt^  to  pass  through 
thesmall  open  space  between  the  rear 
waggon  of  the  two  referred  to  and 
the  leading  one  of   seven  which 


had  no  knowledge  of  the 
path  having  been  inter- 
fered with. 
A  bricklayer,  Thomas  Moore, 
was  in  charge  of  the  work, 
and  having  failed  to  pro- 
perly protect  the  drain,  I 
must  hold  him  responsible 
for  the  accident. 


At  Craven,  Street  looking 
from  the  goods  siding,  the 
main  line  is  on  a  curve  to 
the  left  and  the  shunting 
neck  is  parallel,  so  that 
every  time  the  shunting 
engine,  with  waggons  at- 
tached, is  run  to  the  latter 
it  is  necessary  for  the 
shunter  to  get  foul  of  the 
up  main  line  for  hand- 
signalling  purposes. 

The  space  between  the  front 
siding  and  the  up  main 
line  is  about  six  feet. 

At  the  point  where  Frocking- 
ham  was  knocked  down, 
he  would  not  be  able  to 
see  the  lights  on  the  en- 
gine of  the  approaching 
train  for  a  greater  distance 
than  150  to  200  yards. 

Of  course,  Frockingham  was 
well  acquainted  with  the 
formation  of  the  lines  and 
the  traffic,  and,  taking  all 
the  circumstances  into  con- 
sideration, I  can  only  con- 
clude that  the  accident 
was  due  to  momentary 
forgetfulness  on  his  part. 


There  was  no  necessity  for 
Cooper  to  have  attempted 
to  pass  between  the  buffers 
of  the  vehicles  to  lift  up 
the  brake  lever,  a} id  he 
acted  unwisely  in  so  ex- 
posing himself  to  danger, 
but  he  is  young  and  had 
only  been  in  the  service 
five  months  and  conse- 
quently was  somewhat  in- 
experienced in  railway 
work. 

In  my  opinion,  the  accident 
was  due  to  Cooper's  excess 
of  zeal  rather  than  want 
of  caution  on  his  part. 

J.  J.  H. 


As  a  warning  to  the  shunters 
working  at  the  ddiiigs  in 
question  when  an  np  tzain 
is  approaohing,  I  recom- 
mend that  an  electric 
g^ng.  worldng  in  connec- 
tion with  the  Craven 
Street  up  home  aignal, 
should  be  fixed  on  or  near 
to  the  post  of  the  down 
home  signal,  from  which 

Soint   it  conld    be    well 
eard  by  all  oonoemed. 

A.  F. 
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stood  southwards,  bat  before  he 
ooiild  get  out  of  the  four-foot  way 
at  the  west  side,  the  latter  vehioles 
were  moved  northwards  by  horse 
shunter  John  Grantham  shunting 
another  waggon  against  them,  with 
the  result  tlutt  he  was  crushed  be- 
tween the  buffers  at  the  west  side 
and  injured,  as  stated  above. 


Date  of  Aocident^2oth  October, 
1901.  Place  at  which  Accident 
happened— Near  Berwick.  Name 
of  Person  injured  —  George 
Stranghan.  Age  of  Person  in- 
jured— 21.  Capacity  in  which 
employed — Platelayer.  Number  of 
booked  working  hours  per  diem — 
10}.  How  long  on  duty  at  time  of 
Accident — 7  hours,  20  minutes. 
Nature  of  Injury— Head  injured 
and  left  arm  run  over,  which  has 
since  had  to  be  amputated,  from 
the  effects  of  which  he  was  still  off 
duty  when  inquiry  was  held. 

Description  of  Accident — Straughan 
and  platelayer  Alexander  Spence 
were  spreading  ballast  in  the  six- 
foot  way  between  the  up  and 
down  main  lines  between  Tweed- 
mouth  and  Berwick  Stations.  On 
the  approach  of  a  down  passenger 
tiain  they  stopped  in  the  four-foot 
way  of  the  up  main  line,  when 
Straughan  was  knocked  down  by 
an  engine  travelling  on  tbat  line, 
with  the  result  stated  above. 


Date  of  Accident — 8th  November, 
1901.  Place  at  which  Accident 
happened — Hartlepool.  Name  of 
Person  injured — Matthew  William 
Snowden.  Age  of  Person  injured 
— 21.  Capacity  in  which  em- 
ployed— Carriage  Cleaner.  Number 
of  booked  working  hours  per 
diem  —  11.  How  long  on  duty 
at  time  of  Accident— 4^  hours. 
NatTire  of  Injury — Bruised  mus- 
cles of  face  and  slight  concussion. 

Description  of  Accident — Imme- 
diately after  the  arrival  of  a  pas- 
senger train  from  Ferryhill  at 
10  ajn.,  and  even  whilst  the  train 
was  standing  at  the  main  line 
platform,  Snowden  and  five  other 
cleaners  commenced,  as  usual,  to 
clean  the  interior  of  the  carriages. 
While  they  were  so  engaged  the 
engine  was  run  round  to  the 
opposite  end  of  the  train  and  drew 
it  back  over  some  points  from 
which  the  vehicles  were  loose 
shunted  into  the  platform  bay  line. 


Conclusions  of  the  Sub- 

Inspeotor  as  to  the  causes 

of  the  Accident. 


Six  other  platelayers  were 
working  about  40  yards 
nearer  Berwick  than 
Straughan  and  Spence,  but 
there  was  no  look-out 
^an  appointed  to  warn 
any  of  the  men.  Robert 
Purvis,  driver  of  the  en- 
gine by  which  Straughan 
was  knocked  down,  states 
that  he  sounded  his  engine 
whistle  when  about  160 
yards  from  him,  but  neither 
Straughan  nor  Spence 
heard  the  warning,  and  evi- 
dently thenoise  made  by  the 
passenger  train  prevented 
them  from  doing  so. 

The  mishap  appears  to  have 
been  accidental,  although 
it  might  have  been  pre- 
vented if  Straughan  had 
stepped  clear  of  all  lina^, 
as  directed  in  rule  273  (/i), 
but  neither  he  nor  Spenua 
had  been  supplied  with  a 
copy  of  the  rules  or  had 
had  them  read  or  ex- 
plained to  them  in  accord- 
ance with  rules  17  (0)  and 
241,  although  both  men 
had  been  in  the  service 
six  months.  Further, 
ganger  John  Ray,  in  charge 
of  the  men,  was  not 
with  them  at  the  time  of 
the  mishap,  nor  had  he 
left  any  one  in  charge. 

The  platelayers  have  since 
this  accident  all  been  sup- 
plied with  a  oopy  of  the 
rules  and  had  them  read 
and  explained  to  them, 
and  it  is  to  be  regretted 
that  thim  was  not  done 
before  the  mishap  oc- 
curred. 


The  bay  line  is  on  a  slight 
falling  g^radient  towards 
the  buffer  stops,  so  that  it 
is  certainly  an  unwise  prac- 
tice to  loose  shunt  car- 
riages into  that  siding ;  at 
the  same  time  I  am  of 
opinion  that  the  primary 
cause  of  the  mishap  was 
due  to  want  of  care  on  the 
part  of  shunter  J.  Buck. 
In  addition  to  there  being 
a  powerful  hand  brake 
l^e  vehicles  were  all  fitted 
with  the  Westinghouse 
brake,  and  with  ordinary 
care  on  his  part  they 
might  have  been  brought 
to  a  stand  before  reachLig 
the  stops. 


ReoommAndatioiis. 


For  future  safety  it  is  deair^ 
able  that  whenever  it  it 
necessary  for  the  ganger  to 
leave  his  men,  as  in  this 
case,  he  should  appdnk 
some  one  to  take  charge 
during  his  absence. 

J.  J.  H. 


The  practice  of  allowing  car- 
riage cleaners  to  ride  about 
in  carriages  during  shunt- 
ing operations  iS;  to  my 
mind,  not  only  a  very 
faulty  one,  but  contrary  to 
the  Company's  special  in- 
structions dated  20th  March, 
1899,  and  therefore  should 
be  forbidden. 

A.  F. 
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In»pector  as  to  the  oaodes 

of  the  Accident. 


If OBTH       EABTVBS- 
cont. 


John  Buck,  who  was  in  charge^  of 
the  shunting,  rode  in  the  leading 
bzakc  yan  for  the  parpoee  of 
braking  the  vehiclee  into  position, 
bnt  he  allowed  them  to  collide 
with  the  buffer  stops  with  such 
force  that  Snowden,  who^  was 
working  in  one  of  the  carriages, 
was  thrown  against  the  side  of  the 
vehicle  and  injured,  as  previously 
stated. 


Date  of  Accident— 17th  November, 
1901.  Place  at  which  Accident 
happened — Engfine  Bank  Sidings, 
York.  Name  of  Person  injured — 
John  William  Pearson.  Age  of 
Person  injured — 43.  Capacity  in 
which  employed — Engine  Driver. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident— 2^  hours. 
Nature  of  injury  —  lift  arm 
bruised  and  left  knee  and  right 
arm  sprained. 

Description  of  Accident— The  three 
engine  bank  sidings  are  situated 
on  the  east  9ide  of  the  main  lines 
just  north  of  the  station  and  oppo- 
site  the   locomotive    yard.    They 
are   provided    for    and   used    by 
engines  waiting  to  work  passenger 
trains   from  York  to   the  north. 
Until  recently  there  was  only  one 
pit  in  each  siding,  but  to  meet  the 
requirements     two    others    have 
been  made  in  the  east  or  No.  3 
siding.    For  the  conveyence  of  the 
enginemen  a  cabin  is  provided  on 
the  east  or  off  side  of  the  No.  3 
siding.     Pearson    and    his   mate, 
Albert  Hardgrave  booked  on  duty 
at    12.16  a.m.   for  relieving  pur- 
poses, and  until  about  2.45  a.m. 
they  were    employed    in    moving 
enginef*  about  the  locomotive  yard, 
which    is   situated    on    the    west 
side  of  the  main  lines.    At  that 
time  they  received  instructions  to 
relieve  tne  driver  and  fireman  of 
an  engine  No.  2104  that  was  stand- 
ing   in    one    of   the   three    bank 
sidings  awaiting  any  special  orders. 
After  having  passed  over  the  main 
lines,  and  when  crossing  the  bank 
sidings  en  route  to  the  cabin  where 
they  expected  to  find  the  men  they 
had  been  sent  to  relieve,  Pearson 
walked  into  the  middle  pit,  be- 
tween the  rails  of  the  No.  3  siding, 
with  the  result  stated  above. 

Date  of  Accident — ^20th  November, 
1901.  Place  at  which  Accident 
happened — Newcastle.  Names  of 
Persons  injured — (I)  George  Atkin- 
son, (2)  Thomas  Charlton.  A>ces 
of  Persons  injured— (1)  61,  (2)  62. 
Capacity  in  which  employed — 
Engine  drivers.  Number  of 
booked  working  hours  per  diem — 
(1)  10,  (2)  11.  How  long  on  duty 
at  time  of  Accident — (1)  2  hours 
63  minutes,  (2)  7  hours.  Nature 
of  injury — ^Atkinson  had  his  back 
injured,  and  was  off  duty  3  days, 
and  Charlton  had  his  right  arm 
injured  an^  was  off  duty  9  days. 

Description  of  Accident — In  this 
case,  at  about  12.20  p.m.,  eng^e 
No.  14  71,  in  charge  of  driver  George 
Atkinson  stood  on  the  up  New- 
castle to  Carlisle  main  line  about 
120  yards  west  of  No.  3  signal 
cabin,  waiting  to  get  through  the 


i 


eoommendEtJopg. 


Pearson  states thathe  seldom 
visits  the  bank  sidings 
and  that  he  cannot  re- 
member having  previou'^ly 
noticed  the  two  extra  pits 
in  the  No.  3  siding. 

The  second  or  middle  pit  is 
immediately  opposite  the 
cabin  referred  to,  and  at 
the  time  of  the  mif>bap, 
in  addition  to  there  being 
an  engine  standing  partly 
over  the  path  or  space 
between  tnat  and  the 
next  new  pit,  for  some 
reason  I  am  unable  to 
trace,  there  was  no  light 
in  the  gas  lamp  fixed  near 
to  the  No.  1  pit  (i.e.,  the 
pit  nearest  to  the  entrance 
of  the  sidiug),  so  that 
neither  Pearson  nor  Hard 
grave  were  able  to  see  the 
position  of  the  middle  pit. 

Under  the  circumstances  I 
am  of  opinion  that  the 
mishap  was  accidental,  but 
at  the  same  time  I  cer- 
tainly think  that  some  one 
in  charge  of  the  locomo- 
tive arrangements  ^'hould 
have  noticed  the  absence 
of  the  usual  and  very 
necessary  light,  whereas 
no  one  can  say  how  long 
the  light  had  not  been 
burning,  and  it  was  left  in 
the  same  condition  until 
visited  by  the  lampman  at 
daylight,  who  then  found 
that  although  the  lamp 
was  not  burning  the  gas 
was  still  escaping. 


At  the  time  of  the  collision 
Atkinson  was  kneeling  on 
the  outside  framing  of 
his  ensine  taking  out  the 
trimmings  of  the  motion 
cups.  His  excuse  for 
leaving  the  footplate  of 
his  engine  is  that  as  a 
goods  train  was  passing, 
which  prevented  him  tak- 
ing his  eng^e  through 
the  cross-over  road  he 
was  taking  out  the  trim- 
mings to  save  a  little  oil. 
Charlton  states  that  if  he 
had  been  on  the  footplate 
of  his  engine  the  mishap 
would  not  have  occurred, 
bnt  that  owing  to  having 
insufficient  time  allowed 
at  Newcastle  to  perform 
his  duties,  before  return- 
ing    to     Carlisle     with 


The  sidings  are  fairly  lighted 
when  all  the  lamps  aie 
burning  except  immedi- 
ately opposite  the  engine- 
men*s  cabin,  and  at  that 
point  I  suggest  another 
lamp  should  be  fixed,  sty 
on  or  near  to  the  north- 
west comer  of  the  cabin. 

A-  F 


The  time  allowed  engine 
drivers  working  trains, 
such  as  Charlton  was 
workingon  the  date  of  tiie 
mishap,  appears  to  be 
somewhat  insufficient, 

especially  if  the  incoming 
train  is  running  lata,  ai 
in  this  case,  and  the  Com- 
pany might,  with  advan- 
tage, consider  the  adTisa- 
biaty  of  either  allowing 
the  enginemen  more  time 
to  pe^orm  their  work 
or  giving  them  some 
assistance. 

J.  J.H. 
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RmUvij. 


Partioiilan  of  Aoddent,  kc 


JIOKTH       lAATBBK— 


oro8S-over  road  on  its  way  to  Gates; 
head.  While  it  stood  there  engine 
No.  2109,  m  charge  of  driver 
Thomas  Charlton,  whioh  was  be- 
ing taken  over  the  same  cross- 
over road  to  reach  the  turntable, 
ooUided  with  it  with  such  force  as 
to  throw  both  men  off  their  re- 
spective engines,  with  the  results 
stated  above. 


Date, of  Accident — 25th  November, 
1901 .  Place  at  which  Accident  hap- 
pened— Near  Sunderland.  Nam0 
of  .Person  injured — James  Craig. 
Age  of  Person  injured— 32.  Capa- 
city in  which  employed — Porter. 
Number  of  booked  working  hours 
per  diem — 9,  How  long  on  duty 
at  time  of  Accident — 2^  hours. 
Nature  of  Injury —  Hips  and 
shoulders  injured.  Off  duty  5 
weeks. 

Description  of  Accident — Craig  was 
in  charge  of  an  empty  train  (con- 
sisting of  7  carriages)  which  had 
to  be  placed  in  the  Villette  Road 
sidings  about  \  mile  south  of  Sun*- 
derland.  On  arrival  there.  Signals 
man  James  Kay  instructed  him  to 
place  the  train  in  No.  S  siding  and 
see  if  it  was  clear.  For  this  pur- 
pose he  walked  forward,  and  seeing 
the  siding  was  empty  and  the 
vehicles  standing  in  No.  4  siding 
were  clear,  he  signalled  his  driver 
back  and  got  on  the  step  of  the 
brake  van  (the  leading  vehicle)  to 
get  inside  it  to  apply  the  brake  to 
steady  the  vehicles  back  and  to  take 
the  tail  lamp  off,  but  he  failed  to 
observe  that  the  leading  vehicle  in 
No.  2  siding  was  not  properly 
clear  at  the  fouling  point,  with  the 
result  that  he  was  crushed  between 
that  vehicle  and  the  brake  van  he 
was  attempting  to  enter,  and  in- 
jured as  stated  above. 


Date  of  Accident — 14th  December, 
1901.  Place  at  which  Accident 
happened  —  Percy  Main,  North 
Junction.  Name  of  Person  injure^ 
—Robert  Bell  Trewhitt.  Age  of 
Person  injured — 48.  Capacity  in 
which  employed — Goods  Guard. 
Number  of  booked  working  hours 
per  diem— 10.  How  long  on  duty 
at  time  of  Accident — 14f  hourf. 
Nature  of  Injury — Right  foolt 
crushed  (small  bones  fractured). 

Description  of  Accident — ^Trewhitt 
had  worked  in  charge  of  a  special 
empty  waggon  train  from  Tyne 
Dock  to  Stellagill,  and  a  returh 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recommtadations. 


another  passenger  train 
25  minutes  afterwards,  it 
was  necesrary  for  hi 
do  part  of  the  oiling 
while  the  engine  was  in 
motion,  and  at  the  time  of 
the  collision  he  was  on  the 
outside  framing  oiling  the 
lubricator  of  the  Westing- 
house  donkey  pump  and 
could  not  see  engine  No. 
1471.  Further,  that  fre- 
quently when  working 
the  same  trains  he  had  to 
leave  the  footplate  of  his 
engine  for  oiling  purposes 
and  allow  his  fireman  to 
take  the  engine  from  the 
passenger  station  to  the 
turntable.  The  mishap 
was  chiefly  due  to  both 
Atkinson  and  Charlton, 
being  off  the  footplates  of 
their  engines,  the  latter 
being  most  to  blame  for 
neglecting  to  keep  a 
proper  look  out  as  directed 
in  rqle  139. 


The  mishap  was  chiefly  due 
to  porter  John  R.  Jackson 
having  left  the  leading 
vehicle  in  No.  2  siding 
standing  foul  contrary  to 
rule  184  (a).  To  add  to 
Craig's  dangers,  the  place 
was  in  absolute  darkness. 


In  this  case,  Trewhitt  may 
be  considered  somewhat 
to  blame  for  not  having 
exercised  the  care  neces- 
sary for  his  own  safety, 
but  remembering,  that  at 
the  time  of  the  mishap, 
he  had  been  on  duty  for 
14^  hours,  it  would  in  my 
opinion  be  unfair  to  expect 
him  to  be  so  alert  as  other- 
wise, besides  which,  al- 
though night  shunting  at 
that  point  is  heavy,  and 
the  position  of  an  over- 
bridge  prevents  the  smoke 


The  sidings  in  question  are 
regularly  used  to  place 
trains  of  empty  carriages 
in  and  for  shunting  pur- 
poses, but  there  is  not  a 
single  fixed  lamp  provided, 
and  it  is  desirable  for  future 
safety  that  sufficient  light 
should  be  provided  to  en- 
able the  men  to  perform 
their  work  with  the  least 
possible  risk  of  injury. 

J.  J.  H, 


For  future  safety,  I  suggest 
that  not  only  should  some 
good  lamps  be  placed  at  suit- 
able points  near  the  j  unction 
and  loop  line  referred  to, 
but  owing  to  the  nearness 
of  the  two  lines  under  the 
bridge,  and  because  for 
reasons  stated,  the  smoke 
and  steam  from  one  engine 
prevents  a  second  train  or 
engine  approaching  being 
seen,  I  recommend  that  so 
long  as  one  engine  or  train 
is  at  work  ondor  or  near  the 
bridge,  a  second  engine  or 


206 

RBPORTB  OF  SUB-INSPECTORS  OF  RA.ILWAYS  ON  ACCIDBNTt^-COn^mUMT. 


Partioulan  of  Aooident,  &o. 


Gonolarions  of  the  Sub- 

Inspeotor  as  to  the  causes 

of  the  Accident. 


Beoommenda  ti  ons. 


North 


Eabtm&n— 


mineral  train  from  Stellagill  to 
Percy  Main,  from  which  point, 
after  disposing  of  his  train  at  the 
Docks,  he  was  to  retnm  to  Tyne 
DocJe  as  a  passenger.  On  reaching 
Percy  Main  at  5.30  p.m.,  the  train, 
as  nsual,  was  run  to  a  loop  line, 
from  which,  after  the  engine  had 
been  ran  round  it,  the  train  was  to 
be  propelled  to  a  low  level  mineral 
line,  along  which  it  had  to  be 
taken  to  the  Percy  Main  Docks. 
After  the  engine  had  been  run 
round  the  train,  Trewhitt  left  his 
Tan  and  walked  to  the  other  end  of 
the  train  for  the  purpose  of  placing 
a  lamp  on  what,  whilst  being  taken 
along  the  mineral  line,  was  to 
become  the  last  vehicle.  When  the 
train  was  being  propelled  from  the 
loop  line.  Trewhitt  stood  nearly 
opposite  the  junction  signal  cabin, 
and  seeing  a  short  goods  train 
approaching  on  the  parallel  line, 
he  stood  clear  for  it  to  pass  into 
the  goods  yard  which  is  situated 
alongside  the  loop  referred  to. 
When  his  own  train  had  reached 
the  mineral  line,  he  attempted  to 
recruss  the  line  leading  to  the 
goods  yird  for  the  purpose  of 
applying  the  brake  on  some  of  the 
waggons,  but  whilst  he  was  doing 
so,  the  croods  train,  which  it  appears 
had  only  run  into  the  yard  to  clear 
certain  trailing  points,  was  set 
back,  and  failing  to  notice  it  ap- 
proaching, Trewhitt  was  knocked 
down,  and  his  left  foot  falling  on 
a  croesiuis:  check  rail,  was  crushed 
by  the  wheels  of  the  waggons  pass- 
ing over  him.  At  the  time  of  my 
inquiry,  Trewhitt  was  'still  off 
duty. 


Date  of  Accident — 1 8th  December, 
1901.  Place  at  which  Accident 
happened  —  Danby.  Name  of 
Person  injured  —  John  Miller. 
Age  of  Person  injured — 21.  Ca- 
pacity in  which  employed — Signal 
Porter.  Number  of  booked  work- 
ing hours  per  diem — llf  with  1^ 
off  for  meals.  How  long  on  duty 
at  time  of  Accident — 6  hours  50 
minutes.  Nature  of  Injury — Both 
thighs  injured.    Off  duty  9  days. 

Description  of  Accident — The  2.5 
p.m.  goods  train  from  Grosmont 
to  Stockton  arrived  at  Danby  at 
4.40  p.m.,  and  during  shunting 
operations  at  about  4.50  p.m. 
Miller  got  upon  the  foot  step  of 
the  engine  while  it  was  at  rest  in 
the  front  road,  to  ride  to  the  hand 
points,  which  he  had  to  hold  for 
the  enfirine  to  betaken  against  some 
waggons  standing  in  the  back  road 
(the  adjoining  siding).  On  ap- 
proaching the  fouling  point 
between  the  two  roads  mentioned, 
he  saw  that  the  leading  waggon 
standiQ«r  in  the  back  road  was  not 
sufficiently  clear  for  him  to  pass, 
consequently  he  hurriedly  jumped 
off  the  engine  foot  step,  and  after 
he  hai  done  so  he  was  struck  by 
the  t<mder  foot  step,  with  the 
result  stated  above. 


and  steam  from  engines 
clearing  away  readily, 
there  is  not  a  fixed  lamp 
provided. 


train  should  not  be  allowed 
to  pass  under  it. 

A.F, 


The  miahap  was  chiefly  due 
to  the  leading  vehicle  in 
the  back  road  having  been 
left  foul,  contrary  to  rule 
184  io\  and  to  add  to 
Miller's  dangers  the  place 
was  in  darkness. 

The  evidenoe  is  conflicting 
as  to  who  was  responsible 
for  leaving  the  vehicle 
foul. 

The  shunting  is  not  heavy 
at  this  atatioUf  and  if  the 
3.5  p.m.,  ex  Grosmont,  due 
at  Danby  at  8.10  p.m«  is 
running  near  to  time,  the 
shnnti]^  can  always  be 
completed  in  daylight. 


A  large  number  of  acoidente 
have  recentlv  occurred  on 
this  line  from  similar 
causes,  and  the  Companj 
have  since  this  mishap 
issued  special  notices,  as 
shown  below,  in  two  or 
three  issues  of  their  weekl/ 
programmes. 

*'  Accidents  owing  to 
**  vehicles  being  left  fouL 

**A  number  of  accU 
*'  dents  have  recently  arisen 
"owing  to  Rule  No.  184 
"(Clause  C.)  not  being 
**  strictly  observed. 

"  Foremen,  gnards.  and 
*'all  others  oonoemed,  are 
*'  reminded  of  the  necessity 
"of  seeing  that  waggons 
**are  not  left  foul  of  the 
"adjoining  lines." 

The  above  instructions  still 
leave  the  amount  of  clear- 
ance to  be  given  at  the 
fouling  points  to  the  discre- 
tion of  the  men,  and  for 
future  safety  it  is  desirable 
that  the  Company  should 
state  definitely  what  the 
minimum  clearance  must 
be. 

If  this  is  not  done,  I  am 
strongly  of  the  opinion  that 
other  accidentsf  rem  similar 
causes  will  occur. 

•T.  J.  fl. 
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JJokth-Eastebx— 
ronf. 


tSoVTH-KASTXBV  AND 

Chatham. 


Date  of  Accident — 19th  December, 
1901.  Place  at  which  Accident 
happened — ^Forth  Junction,  New- 
castle. Name  of  Person  injured 
— Robert  Martin.  Age  of  Person 
injured — 28.  Capacity  in  which 
employed — Labourer.  Number  of 
booked  working  hours  per  diem — 
11  with  1^  off  for  meals.  How 
long  on  duty  at  time  of  Accident — 
10  hours.  Nature  of  Injury — 
Head  and  left  leg  injured.  Still 
off  duty  when  inquiry  was  made. 

Description  of  Accident — Martin  was 
engaged  assisting  Plumber  David 
Ross  to  repair  the  pipes  oonyeying 
the  gas  to  two  signal  lamps,  fixed 
upon  one  signal  post  erected  near 
the  centre  of  the  15^  ft.  space 
between  the  gas  road  and  water 
road.  When  the  hole  was  made  to 
reach  the  pipes,  the  ballast  was 
thrown  on  the  side  nearest  to  the 
water  road,  and  after  the  pipes 
had  been  repaired,  when  Martin 
was  filling  in  the  hole,  he  stooped 
down  too  near  the  latter  road  on 
which  some  yehicdes  were  being 
propelled,  with  the  result  that  he 
was  caught  by  the  axle  box  of  the 
leading  vehicle  and  injured,  as 
stated  aboTC. 


Date  of  Accident — 30th  December, 
1901.  Place  at  which  Accident 
happened — Albert  Edward  Dock, 
near  Percy  Main.  Name  of  Person 
injured — Lancelot  Legg.  Age  of 
Person  injured — 27.  Capacity  in 
which  employed— Fireman.  Num- 
ber of  booked  working  hours  per 
diem  —  Irregular.  How  long  on 
duty  at  time  of  Aooident — 1  ^  hours. 
Nat  are  of  Injury — Head  injured. 
Off  duty  1  week. 

Description  of  Accident — On  the  day 
in  question  Legg  was  working  with 
a  train  from  Albert  Edward  Dock 
to  South  Garesfield.  When  his 
engine  was  travelling,  tender  first, 
along  No.  2  empty  (waggon)  road, 
near  Albert  Edward  Dock,  it  com- 
menced to  slip,  and  for  the  parpoee 
of  seeing  whether  the  sand  was 
running  on  the  rail  or  not  he 
leaned  so  far  over  the  side  of  the 
engine  that  bis  head  came  in  con- 
tact with  a  waggon  standing  on 
No.  i  empty  road  (the  adjoining 
siding),  with  the  result  stated 
above. 


Date  of  Accident—llth  October,  1901. 
Place  at  which  Accident  happened 
— Loughborough  Junction.  Names 
of  Persons  injured  —  (1)  James 
Reed  and  (2)  George  Harman. 
Ages  of  Persons  injured — (1)  42, 
(2)  20.  Capacity  in  which  em- 
ployed—(1 )  Ganger,  (2)  PUitelayer. 
Number  of  booked  working  hours 
per  diem — 11^.  How  long  on  duty 
at  time  of  Accident — 1  hour  and 
40  minutes.  Nature  of  Injury — 
^eed— Head  cut  and  right  shoul- 
der bruised.  Harman  —  Left  leg 
bruised. 

Description  of  Accident — ^At  Lough- 
borough Junction  there  are  four 
lines,  Nos.  1  and  3  are  used  for  up 
trains,  and  Nos.  2  and  4  are  for  the 
down  trains. 

On  the  morniog  in  question  Ganger 


The  mishap  appears  to  have 
been  chiefly  due  to  Martin  *s 
own  want  of  caution.  At 
the  time  it  occurred  Mar- 
tin was  working  alone. 
Ross  being  at  tha  top  of 
the  signal  ladder  testing 
the  gas.  A  ** look-out** 
hardly  appears  to  have 
been  necessary  in  this 
case ;  at  the  same  time  it 
is  dear  from  the  evidence 
that  these  men  have  been 
permitted  to  regularly 
work  dangerously  near  to 
the  running  lines  in  this 
busy  yard,  without  beins^ 
protected  by  a  **  look-out  *' 
as  directed  in  rule  273  (/) 
and  (^).  The  men  caLuot 
be  blamed  for  this  system 
of  working,  as  neither  of 
them  have  been  supplied 
with  a  copy  of  the  Com* 
pany*s.  rules  and  regula- 
tions, in  [accordance  with 
rule  17  (a). 


Although  the  accident  ap- 
pears to  have  been  chiefly 
due  to  misadventure,  it 
might  have  been  avoided 
if  Legg  had  looked  ahead 
before  leaniog  over  the 
side  of  his  engine,  as  it 
was  broad  daylight,  or  if 
the  space  between  Nos.  1 
and  2  roads  had  been  6  feet 
instead  of  only  5  feet. 


At  the  time  of  the  mishap 
Reed  and  Harman  were 
packing  sleepers,  Barrett 
was  attending  to  the  lift. 
Jack  and  Pearce  was 
assisting  with  a  lever. 

At  the  point  of  the  aooident 
the  traffic  is  very  heavy, 
and  yet,  from  the  evidence 
given,  all  the  four  men 
referred  to  appear  to  have 
been  standing  with  their 
backs  towards  the  ap- 
proaching train,  which 
th^  say  **they  thought 
was  running  on  the  No.  1 
npline." 

I  am  of  opinion  that  in  this 
case  the  accident  was  due 
to  want  of  caution,  for 
which  the  Ganger  J.  Reed, 


For  future  safety  it  is  desir- 
able that  these  men  should 
withoat  further  delay  be 
supplied  with  a  copy  of  the 
Company's  rules  and  regu- 
lations, and  steps  should  be 
taken  for  rule  273  (/)  and 
(ff)  to  be  adhered  to  when 
the  men  are  at  work  near 
to  the  running  lines  in  this 
busy  yard,  espedally  as  it 
iH  ottia  neoesiutry  for  Ross 
to  leave  Martin  working 
alone. 

J.  J.  H. 


For  future  safety  the  River 
Tyne  Commissioners  might 
be  asked  to  consider  the 
advisability  of  giving  a 
greater  clearance  between 
the  sidings,  as  suggested  in 
my  Report  re  accident  to 
R.  Lawson  on  December 
6th.  1900. 

J.  J.  H. 
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South-Eastudt  akd 
Chatham  Hkil- 
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Conclusions  of  the  Sub- 

Inspector  as  to  the  oaoses 

of  the  Accident. 


Reoom«e«idation». 


J.  Reed  and  three  platelajrers 
named  G.  Harman,  C.  Barrett,  and 
H.  Pearoe,  were  working  on  the 
No.  S  up  line,  nearly  opposite  to 
the  Junction  signal  cabin,  and  at 
about  7.40  a.m.  they  were  engrajred 
in  lifting  and  packing  the  sleepers 
immediately  south  of  the  cross-over 
X>oints  leading  from  the  No.  1  to 
the  No.  3  lines,  when,  failing  to 
notice  the  approach  of  an  empty 
carriage  train  which  was  run 
through  the  cross-over  road  or 
junction,  Reed  and  Harman  were 
knocked  down  and  injured  as 
stated  above. 


Date  of  Accident — 15th  November, 
1901.  Place  at  which  Accident 
happened — Abbey  Street  Bridge, 
near  Spa  Road.  Name  of  Person 
killed—Carlo  Calafroni.>  Age  of 
Person  kiUed— 61. 

Description  of  Accident — Colafroni 
was  employed  as  a  labourer  by 
Messrs.  Harrison  &  Co.,  who,  as 
sub-contractors  to  J.  T.  Firbank, 
General  Railway  Contractor,  were 
responsible  for  certain  asphalting 
in  connection  with  the  widening 
of  the  lines  between  London 
Bridge  and  Spa  Road. 

On  the  day  previous  to  the  accident, 
it  was  arranged  between  the  fore- 
men of  the  first  and  sub-con- 
tractors, n.  Green  and  F.  Pamment, 
respectively,  that  certain  work  at 
one  of  the  girders  forming  the 
Abbey  Street  Brid(?e  should  be 
done  on  the  following  Sunday, 
during  which  a  rep'^sentative 
of  the  Railway  Company  had 
agreed  to  provide  a  look- out  man. 
llie  girder  in  question  stands 
about  14  inches  above  the  sleepers 
and  18  inches  from  the  rail  of  the 
down  fast  line.  To  enable  him  to 
get  the  work  as  forward  as  possible, 
Pamment  requested  his  labourer 
Calafroni  to  asphalt  the  first  end 
of  the  girder,  and  at  about  9.50 
a.m.,  whilst  the  latter  was  bending 
over  the  girder  for  the  purpose  of 
working  at  the  rail  or  inner  side, 
he  was  struck  by  the  engine  of  a 
passing  train  and  decapitated. 


I 


Date  of  Accident — 10th  December, 
1901.  Place  at  which  Accident 
happened — Dover  Harbour  Station. 
Name  of  Person  injured — William 
John  Samuelson.  Age  of  Person 
injured — 51.  Capacity  in  which 
employed— Shunter.  Number  of 
booked  working  hours  per  diem — 
12.  How  long  on  duty  at  time 
of  Accident — 11  hours  (less  2  hours 
off  for  meals).  Nature  of  Injury — 
Head  cut  and  chest  injured. 

Description  of  Accident — From  the 
Harbour  Station  the  main  lines 
run  southwards  to  the  pier,  but 
immediately  south  of  the  platforms 
there  are  branch  lines  to  the  west, 
which,  passing  over  Hawkesbury 
Street  on  a  sharp  curve,  lead  to  and 
from  the  South-Eastem  section. 

It  was  Samuelson's  duty  to  assist 
with  the  shunting  of  both 
passengfer  and  goods  trains.  At 
about  6  p.m.,  when  en  route  from 


having  neglected  to  ap- 
point a  (ook-out  man,  as 
to  my  mind  was  very 
necessary,  is  chiefly  to 
blame. 

A.F. 


It  appears  that  after  arrange- 
ments had  been  made  for 
the  asphalting  on  the  rail 
side  of  the  girder  to  be 
done  on  the  Sunday,  the 
chief  foreman,  H.  Green, 
requested  Pamment  to  get 
the  work  as  forward  as 
possible,  meaning,  of 
course,  that  everything 
should  be  in  readiness  for 
the  following  Sunday. 
Unfortunately,  Pamment 
understood  from  that,  that 
he  was  expected  to  get 
as  much  of  the  asphalting 
done  as  possible,  hence  bis 
instructing  Calafroni  to 
take  up  the  position 
mentioned. 

It  is  impossible  to  think  a 
man  could  be  working  in 
a  more  dangerous  position, 
owing  to  the  nearness  of 
the  girder  to  the  main 
line  on  which  trains  are 
constantly  passing. 

I  am  satisfied  Pamment  mis- 
understood the  request 
from  Green,  but  even 
allowing  that,  he  cer- 
tainly acted  very  unwisely 
in  ordering  the  deceased 
to  work  in  such  danger, 
consequently,  he,  to  ray 
mind,  must  be  held  re- 
sponsible for  the  result. 

A.  F. 


There  was  no  necessity  for 
Samuelson  to  stand  foul 
of  the  up  branch  line,  and 
I  am  of  opinion  that  in 
this  case  the  mishap  was 
due  to  his  own  want  of 
caution. 

A.F. 
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REPORTS  OP  SUB-INSPECTORS  OP  RAILWAYS  ON  ACCIDENTS— COH^mUf^. 


Railway. 


Particulars  of  Accident,  &o. 


Conolttsionfl  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Aoddent. 


Recommendations . 


South-Eabtesn  and 
Chatham  Bail- 
way— oojk. 


the  paasenirer  station  to  the  goods 
yard  which  is  situated  on  the  pier 
section,  walking  along  the  west 
side  he  had  to  cross  the  branch 
lines.  Just  at  that  time  a  shingle 
train  was  run  through  the  junction 
from  the  down  main  to  the  down 
branch,  and  whilst  he  was  standing 
on  the  up  branch  line  waiting  for 
that  train  to  pass,  he  failed  to 
notice  another  train  approaching 
in  the  opposite  direction,  with  the 
result  that  he  was  knocked  down 
and  so  injured  that  at  the  time  of 
my  inquiry  he  was  still  off  duty. 


For  other  Reports  of  Inquiries  into  Accidents  which  have  occuri*ed  during  the  twelve 
months,  see  [Cd.  774,  775,  and  949]. 
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Summary  of  Accidents  and  Casualties  which  have  been  reported 
to  the  Board  of  Trade  as  having  occurred  upon  the  Railways 
in  tlie  United  Kingdom  during  the  Three  Months  ending 
81st  March  1902. 


I. — Accidents  to  Trains,  Rolling- Stock,  Permanent- Way,  &c. 

Accidents  to  trains,  rolling-stock,  permanent-way,  &c.,  caused  injuries  to  86  persons, 
none  of  which  were  fatal,  viz. :— 


Total  for  3  months  ending 
3l8t  March  1902. 

Total  for  the  oorretp&nding 
period  in  1901, 

Killed. 

Injured. 

KUled. 

Injured, 

aT  aoS6U^^]rB        •••              ■••              •■•              •••              •••              •••              ••• 

Servants  of  Companies       *        

Other  Persons           

— 

56 
30 

2 
2 

80 
54 

I 

J>  \/vclX                    •••               ■■•               •••               *•• 

— 

86 

4 

185 

Of  the  86  persons  injured,  9  passengers  and  1  servant  were  injured  in  collisions 
between  passenger  trains  or  parts  of  passenger  trains  ;  22  passengers  and  8  servants  were 
injured  in  collisions  between  passenger  trains  and  goods  or  mineral  trains,  light  engines, 
or  other  moving  vehicles  ;  9  servants  were  injured  in  collisions  between  goods  trains, 
light  engines,  or  other  moving  vehicles  ;  4  passengers  and  1  servant  were  injured  in 
collisions  between  trains  and  vehicles  standing  foul  of  the  line  ;  14  passengers  were 
injured  in  collisions  between  trains  and  buffer-stops  or  vehicles  at  rest,  caused  by  trains 
running  into  stations  at  too  high  a  speed  ;  4  servants  were  injured  by  collisions  between 
trains  and  buffer-stops  from  causes  other  than  the  above ;  1  passenger  was  injured  by  a 
carriage  of  a  passenger  train  leaving  the  rails  ;  1  servant  was  iiijured  by  the  engine  of  a 
goods  train  leaving  the  rails  ;  1  servant  was  injured  by  a  collision  between  a  goods  train 
and  crossing  gates  ;  5  servants  were  injured  by  accidents  arising  from  the  failure  of 
wheels,  couplings,  &c.  ;  and  6  passengers  were  injured  in  other  accidents. 

Altogether,  including  accidents  in  which  no  personal  injury  was  sustained,  there 
were  reported  during  the  three  months,  5  collisions  between  passenger  trains  or  parts 
of  passenger  trains  ;  12  collisions  between  passenger  trains  and  goods  or  mineral  trains, 
light  engines,  &c.  ;  8  collisions  between  goods  trains,  parts  of  goods  trains,  light 
engines,  &c.  ;  6  collisions  between  trains  and  vehicles  standing  foul  of  the  line ; 
12  collisions  between  trains  and  buffer-stops,  Ac,  of  which  8  were  caused  by  trains 
running  into  stations  or  sidings  at  too  high  a  speed,  and  4  were  due  to  other  causes  ; 
1  case  of  a  train  coming  in  contact  with  a  projection  from  another  train  on  a  parallel 
line  ;  1 1  cases  of  passenger  trains  or  parts  of  passenger  trains  leaving  the  rails  ;  1  case 
of  a  part  of  a  goods  train  leaving  the  rails  ;  36  cases  of  trains  running  through  gates  at  level- 
crossings  or  into  other  obstructions* ;  1  case  of  a  fire  in  a  train  ;  and  2  cases  coming 
under  the  heading  of  miscellaneous  accidents  to  trains. 

In  addition  to  the  above  the  following  accidents  to,  and  failures  of,  rolling-stock  and 
permanent- way  were  reported,  viz. : — 2  cases  of  the  failure  of  the  machinery  of  engines  ; 
68  failures  of  tyres  ;   1  failure  of  a  wheel ;  44  failures  of  axles ;  7  failures  of  couplings  ; 


•  During  the  three  months,  4  horses,  6  beasts  and  cows,  13  sheep,  1  deer,  and  3  dogs  were 
run  over  and  killed  ;  and  1  beast,  2  sheep,  and  2  dogs  were  injured. 
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1  failure  of  a  brid<^'e  ;  101  failures  of  rails  ;  4  slips  in  cuttings  or  embankments  ;  3  cases 
of  fire  at  stations,  &c.  ;  and  ]  other  accident. 

Of  the  68  tyres  that  failed,  6  were  engine-tyres,  2  were  van-tyres,  and  60  were 
waggon-tyres  ;  of  the  waggons,  42  belonged  to  owners  other  than  tlie  Railway  Companies  ; 
39  of  the  tyres  were  made  of  iron  and  29  of  steel  ;  61  of  the  tyres  were  fastened  to  the- 
wheels  by  bolts,  screws,  or  rivets,  3  of  which  left  their  wheels  when  they  failed  ;  and  7 
by  other  methods  ;  11  tyres  broke  at  screw  or  rivet  holes,  16  in  the  solid,  and  41  split 
longitudinally  or  bulged. 

Of  the  44  axles  that  failed,  26  were  engine  axles,  viz.,  21  crank  or  driving,  and 
5  leading  or  trailing  ;  4  were  tender  axles  ;  2  were  coacli  axles  ;  and  12  were  waggon 
axles  ;  of  the  waggons,  7  belonged  to  owners  otlier  than  the  Railway  Companies.  Of 
the  21  crank  or  driving  axles,  3  were  made  of  iron  and  18  of  steel.  The  average 
mileage  of  the  3  crank  or  driving  axles  made  of  iron  was  288,336  miles,  and  of  17 
of  the  crank  or  driving  axles  made  of  steel  260,2(10  miles. 

Of  the  101  rails  that  broke,  17  were  double-headed,  72  were  single-headed,  and 
12  were  Vignoles'  rails  ;  of  the  double-headed  rails,  8  had  been  turned.  All  of  these 
rails  were  made  of  steel. 


11. — Accidents  to  Passengers  from  Causes  other  than  Accidents  to  Trains, 
Rolling- Stock,  Permanent- Way,  &c.,  including  Accidents  from  their 
own  want  of  Caution  or  Misconduct  ;  Accidents  to  Persons  passing  over 
Level-Crossings  ;  Trespassers  ;  and  Others. 

Of  the  167  persons  killed  and  496  injured  under  this  heading,  37  of  the  killed  and 
429  of  the  injured  were  passengers.  Of  these,  IH  were  killed  and  42  injured  by  felling 
between  carriages  and  platforms,  viz.,  7  killed  and  19  injured  when  getting  into,  and 
6  killed  and  23  injured  when  ahghting  from,  trains  ;  2  were  killed  and  267  injured 
by  falling  on  to  platforms,  ballast,  &c.,  viz.,  30  injured  when  getting  into,  and 
2  killed  and  237  injured  when  alighting  from,  trains  ;  2  were  killed  and  1  injured  by 
falling  off  platforms  and  being  struck  or  run  over  by  trains  ;  11  were  kiUed  and 
4  injured  whilst  passing  over  the  line  at  stations,  viz.,  6  killed  and  3  injured  at  stations 
where  there  is  a  subway  or  footbridge,  and  5  killed  and  1  injured  at  stations  where 
there  is  neither  a  subway  nor  footbridge  ;  78  were  injured  by  tlie  closing  of  carriage 
doors  ;  6  were  killed  and  10  injured  by  falUng  out  of  carriages  during  the  travelhng^ 
of  trains  ;  and  3  were  killed  and  27  injured  from  other  causes.  11  persons  were  killed 
and  2  injured  whilst  passing  over  railways  at  level-crossings,  viz.,  4  killed  at  public 
level-crossings,  6  killed  and  2  injured  at  occupation -crossings,  and  1  killed  at  a  footpath 
crossing.  74  persons  were  killed  and  31  injured  when  trespassing  on  railways  ;  35 
persons  committed  suicide  on  railways,  and  2  i)ersons  were  injured  while  apparently 
attempting  to  commit  suicide  ;  6  persons  were  killed  and  19  injured  while  on  business 
at  stations  and  sidings  ;  and  of  other  persons  not  specifically  classed,  4  were  killed  and 
13  injured.  • 


III. — Accidents  to  Servants  in  the  Employ  of  Railway  Companies  or 
Contractors,  caused  by  th£  Travelling  of  Trains  or  the  Movement 
OF  Vehicles  used  exclusively  upon  Railways. 

During  the  three  months  there  were  110  servants  of  companies  or  contractors 
reported  as  hnvi])g  hoen  killed  and  993  injured,  in  addition  to  those  included  in 
Division  I.  4  were  killed  and  133  injured  whilst  coupling  or  uncoupling  vehicles  ; 
5  were  injured  by  coming  in  contact,  whilst  riding  on  vehicles  during  shunting,  with 


other  vehicles,   &c.,  standing  on  adjacent  lines  ;    1  was  killed  and    7   injured  whilst* 
passing  over  or  standing  upon  buffers  during  shunting  }  1  was  killed  and  47  injured^ 
in  getting  on  or  off,  or  by  falling  off,  engines,  waggons,  &c.,  during  shunting  ,•  5  were. 
killed  and  88  injured  whilst  braking,  spragging,  or  chocking  wheels  ;  1  was  killed  and 
21  injured  whilst  attending  to  ground-points  ;    2  were  killed  and  113  injured  whilst. 
moving  vehicles  by  capstans,  turntables,   props,  &c.,    during   shunting ;    and    9   weKft* 
kiUed  and  128  injured  by  various   other  accidents  during  shunting  operations  ;    1  was- 
killed  and  13  injured  by  falling  off  engines,  &c.,  during  the  travelling  of  trains ;  60  were, 
injured  whilst  getting  on  or  off  engines,   vans,  &c.,   during  the  travelling   of  trains  ; 
4  were  killed  and  20  injured  by  coming  in  contact  with  over-bridges  cyr  erectioufs  on  the 
sides  of  the  line  during  the  travelling  of  trains  ;  1   was  killed  and  86  injured  whitetJ 
attending  to  the  machinery,  &c.,  of  engines  in  steam  ;    17  were  killed  and  27  injtireil' 
whilst  working  on  the  permanent-way,  sidings,  &c.  ;  1  was  killed  while  attending  to  the 
gates  of  a  level  crossing  ;  36  were  killed  and    74  injured  whilst  walking,  crossing,  or 
standing  on  the  line  on  duty,  ot  whom  23  were  killed  and  57  injured  at  stations,  and 
13  were  kiUed  and  17  injured  at  other  parts  of  the  line  ;  11  were  killed  and  20  injured 
by  being  caught  between  vehicles  ;  1    was  killed  and  20    injured  by  falling  or  being 
caught  between  trains  and  platforms,  walls,  &c.  ;  4  were  killed  and  12  injured  whilst 
walking,  &c.-,  on  the  Une  on  the  way  home  or  to  work  ;   and  1 1  were  killed  and  116 
injured  from  various  other  causes. 

Altogether,  the  number  of  persons  kiUed  and  injured  on  railways  in  the  United 
Kingdom  in  the  course  of  pubUc  traffic,  during  the  three  months  ending  3l8t  March 
1902,  as  reported  to  the  Board  of  Trade,  was  as  follows  : — - 


Total/or 

the  corre' 

Increase. 

Decrease. 

gponding  j?eriod  in  1001. 

KUled. 

Injured. 

Killed. 

KUled. 

Injured. 

Killed. 

Injured. 

Injured. 

Passengers : 

From  accidents  to  trains,  rolling- 

— 

56 

— 

80 

— 

— 

— 

24 

stock,  permanent-way.  &c. 

By  accidents  from  other  causes     .. 

37 

42  y 

S8 

S6S 

— 

66 

1 

— 

Servants  of  companies  or  contractors  :• 

From  accidents  to  trains,  rolling- 



30 

2 

54 

— 

— 

2 

u 

stock,  permanent- way,  &c. 

By  accidents  from  other  causes     ... 

110 

993 

in 

1,096 

— 

3 

103 

Other  Persons : 

From  accidents  to  trains,  &c. 

— 

2 

1 

— 

— 

2 

I 

Persons  passing  over  railways  at  level- 

11 

2 

9 

5 

2 

— 

— 

3 

crossmgs. 

Trespassers  (including  suicides) 

109 

33 

118 

29 

— 

4 

9 

Persons  on  business  at  stations,  &c., 

10 

32 

14 

41 



— 

4 

9 

and  other  persons  not  coming  in 

• 

above  classifications. 

J.  oiai        ...         •••         •••         ••• 

277 

1,575 

296 

1,669 



— 

19 

94 

*  Of  contractors*  servants  2  were  killed  and  4  injured. 

Note. — In  addition  to  the  above,  the  Railway  Companies  have  reported  to  the  Board  of 
Trade,  in  pursuance  of  the  6th  Section  of  the  Regulation  of  Railways  Act,  1871,  the 
following  accidents  which  occurred  upon  their  premises,  but  in  which  the  movement  of 
vehicles  used  exclusively  upon  railways  was  not  concerned,  namely  : — 1  passenger  killed 
and  82  injured  whilst  ascending  or  descending  steps  at  stations  ;  20  injured  by  being 
struck  by  barrows,  falling  over  packages,  &c.,  on  station  platforms  ;  1  killed  and  29 
injured  by  falling  off  platforms  ;  and  1  killed  and  31  injured  from  other  causes.  Of 
servants  of  companies  or  contractors,  2  killed  and  399  injured  whilst  loading, 
unloading,  or  sheeting  waggons  ;  165  injured  whilst  moving  or  carrying  goods  and 
luggage  in  stations  or  sheds  ;  54  injured  whilst  working  at  cranes  or  capstans  :  103 
injured  by  the  falling  of  waggon^doors,  lamps,  bales  of  goods,  &c.  ;  358  injured  whilst 
attending  to  engines  at  rest  in  sheds,  &c.  ;  1  killed  and  266  injured  by  falling  off,  or 
when  getting  on  or  off,  engines  or  vehicles  at  rest ;  66  injured  by  falling  off,  or  when 
getting  on  or  off  platforms  ;  1  killed  and  74  injured  by  falling  off  ladders,  scaffolds,  <tc. ; 
1  killeti  and  204  injured  by  stumbling  whilst  walking  on  the  line  ;   15  injured  by  being 


trampled  on  or  kicked  by  horses  whilst  engaged  in  railway  work  ;  1  injured  through 
being  struck  by  an  article  thrown  from  a  passing  train ;  145  injured  by  the  &I1ing  of  rails, 
sleepers,  &c.,  while  at  work  on  the  line  ;  2  killed  and  274  injured  in  other  ways  when 
at  work  on  the  line  or  in  sidings ;  and  2  killed  and  537  injured  from  various  other 
causes.  Of  persons  transacting  business  on  the  companies'  premises,  2  were  killed  and 
84  injured  ;  and  of  other  persons  not  coming  within  the  above  classifications,  3  -were 
killed  and  24  injured  ;  making  a  total  in  this  class  of  accidents  of  17  persons  killed 
and  2,931  injured. 

Thus  the  total  number  of  personal  accideuts  reported  to  the  Board  of  Trade  by  the 
several  Railway  Companies  dining  the  three  months  amounts  to  294  persons  killed  and 
4,506  injured. 
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TABLES   OF    ACCIDENTS 


I^OTE. 


All  accidents  which  occur  in  the  working  of  railways  or  on  railway  premises  to 
persons  other  than  servants  of  the  companies  (described  in  the  following  Tables  as 
"  Passengers  "  and  "  Other  Persons  ")  are  required  to  be  reported  to  the  Board  of  Trade, 
however  slight  the  injuries  may  be  ;  but,  as  regards  servants  of  the  companies,  only 
those  accidents  which  prevent  the  servant  injured  from  being  employed  for  five  hours 
on  his  ordinary  work  on  any  one  of  the  three  working  days  next  after  the  accident  are 
reported. 

The  following  Tables  therefore  show  the  total  number  of  persons  other  than 
servants  of  the  companies  injured  from  accidents  arising  in  the  working  of  railways 
or  on  railway  premises,  but  only  the  number  of  servants  whose  injuries  prevented 
them  working  for  five  hours  on  any  one  of  the  three  working  days  next  after  the 
accident. 


TABLE  No.  1. 

Summary  Statement  of  the  Number  of  Passengers,  Servants  of  the  Companies  and 
of  Oontraotors,  and  other  Persons  reported  to  the  Board  of  Trade  by  Railway  Comp antes 
as  having  been  Killed  or  Injured  in  each  Division  of  the  United  Kingdom  in  Accidents  to  Trains, 
and  by  the  Running  of  Trains  or  the  Movement  of  Railway  Vehicles,  during  the  Three  Months 
ending  31st  March  1902  ;  with  corresponding  figures  for  the  United  Kingdom  for  March  Quarter  1901. 


1902. 

1901. 

England  anp 
Wales. 

Scotland. 

Ibbi 

1 

t 

iAND.          ] 

1 

Unitbd 
Kingdom. 

United 

Kingdom. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

1 

Injured. 

\          i 

Killed. 

Injured. 

Killed. 

Injured. 

Passengers  : — 

1 

In  accidents  to  trains 

•  •  • 

46 

• . . 

7 

•    •    • 

3 

I 

56 

... 

80 

(For  details,  see  Table  No.  2, 

p.  10.^ 

t 

1 

From  other  accidents  connected 

29 

398 

7 

28 

1 

3 

37  ,      429 

38 

363 

with  the  running  of  trains  or 

the    movement    of    railway 

t 

vehicles. 

1 
1 

(For  details,  see  Table  No.  3, 

'                       1 

:                  1 

p.  12.) 

1 

Total  op  Passengers  ... 

29 

444 

7 

35 

1 

6 

6i 

485 

38 

443 

Servants  : — 

In  accidents  to  trains 

•  •  • 

23 

•   •   ■ 

6 

•    • 

1 

■  •  • 

30 

2 

54 

(For  details,  see  Table  No.  2, 

1 

p.  10.) 

1 

From  other  accidents  connected  . 

86 

855 

19 

116 

5 

22 

110  !      993 

113 

1,096 

with  the  running  of  trains  or  ' 

•     1 

the     movement    of    railway  • 

vehicles. 

(For  details,  see  Table  No.  3, 

^ 

p.  12.) 

Total  op  Servants  ... 

86 

878 

19 

122 

5 

9^ 

110 

1,023 

il5 

1,150 

Other  Persons  :  — 

1 
1 
1 

In    accidents    to    trains.      {See 

•    •  • 

... 

... 

•  •  • 

... 

•  •  • 

1 
...                                            •  •  • 

2 

1 

Table  No.  2.) 

I 

While  passin^r  over  railways  at 

9 

1 

... 

1 

2 

•  •  • 

11     '          2 

9 

5 

level   crossings.     {See  Table 

1 
1 

No.  3.) 

1 

While  trespassing  on  line.   {See 

52 

17 

18 

13 

4 

1 

74          31 

86 

27 

Table  No.  3.) 

Suicides  and  attempted  suicides. 

31 

2 

3 

•  •  • 

1 

•  •  • 

35            2 

32 

2 

{See  Table  No.  3.) 

■ 

1 

1 

On  business    at    stations    and 

6 

17 

... 

2 

•  •  • 

«  •  • 

G 

ly 

6 

36 

siding.     {See  Table  No.  3.) 

Miscellaneous      (not      included 

3 

9 

1 

4 

•   *   • 

•  •  • 

4 

13 

8 

5 

above).     {See  Table  No.  3.) 

130 

Total  op  Other  Persons 

101 

46 

22 

20 

7 

1 

€7 

143 

76 

Grand  Total  op  Passengers,  ] 

1 

Servants,     and      Other  [ 

216 

1,368 

48 

177 

13 

30 

277 

1575 

296 

1,669 

Prrsons. 

!          ! 

yoU^—YoT  the  namber  of  persons  killed  or  injured  on  railway  premises  otherwise  than  throug^h  acc'dent^  to  trai.is  or  the  moyement 
of  railway  ▼ehicle«.  set  Tckbles  S,  9,  and  10. 
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10 


Number  of  Persons  Killed  or 


TABLE  No.  2, 


Number  of  Passbngbrs,  Servants  of  the  Companies  and  of  Contractors,  and  othkr  Persons 

in  each  Division  of  the  United  Kingdom,  in  the  different  Classes  of 


Numbbb  of  Passbngbrs. 

NUMBBB  OP  RBBVAMTB. 

Class  of  accidbnt. 

England 
and  Wales. 

Scotland. 

Ireland. 

United 
Kingdom. 

England 
and  Wales. 

Scotland. 

1 
Ireland. 

United 
Kingdom. 

KiUedJ 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jared. 

Killed. 

In- 

iurod. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In-   i 

jured' 

1 

1 

i  Killed. 

In- 
jured- 

1.  CoUisioDR  between  passenger 
trains  or  parte  of  passengfer  trains. 

•  •• 

9 

•  •• 

•  •  • 

•  ■  • 

1 

1 

... 

•  •« 

9 

•  •• 

1 

•  •  • 

•  •  • 

•  •  ■ 

•  •• 

•  «■ 

1 

2.  Collisionb  between  passenger 
trains  and  goods  or  mineral  trains,. 
light^ngines,  or    other   moving 
▼ehicles. 

■  •  • 

21 

•  ■  ■ 

1 

•  •• 

■  «  • 

•  •  * 

22 

•  ■  • 

7 

•  •  « 

1 

•  •• 

•  •  • 

»  •■ 

8 

8.  Collisions     between     goods 
trains  or  parts  of  goods  trains, 
light-engines,    or    other  moving 
vehicles. 

•  ■• 

■  ■  • 

•  •  • 

■  •• 

«  •• 

•  •  • 

1 
1 

•  •  • 

••• 

•  •• 

7 

•  •• 

2 

•  •■ 

•  •• 

1 

■  ■  ■ 

9 

4.  Collisions  between  trains  and 
vehicles  standing  foal  of  the  line. 

• 

«  •• 

4 

m  •  • 

•  «  « 

•  •  • 

... 
I 

•  ■  • 

4 

•  •• 

•  «  • 

•  ■• 

1 

•  •  • 

•  ■  • 

■  •• 

1 

6.  Collisions  between  trains  and 
buffer-stops,  or  vehicles  at  rest : 
(a)  From   trains  running  into 

stations    at   too   high    a 

speed. 

•  •  • 

11 

«  •  • 

•  •• 

•  •• 

3 

•  •  % 

14 

•  •• 

•  «  ■ 

•  •  • 

■  •  ■ 

•  •• 

1 
•  ••  1 

■  ■  ■ 

■  «• 

(J)  From  other  causes 

•  •  • 

•  •  ■ 

•  •• 

\ 

•  •  • 

•  •  • 

•  •  ■ 

•  ■  « 

■  •  • 

•  •  ■ 

3 

•  •• 

1 

•  •  • 

1 
...  1 

1 

•  •■ 

4 

6.  Trains    coming    in    contact 
with  projections  from  other  trains 
running  on  parallel  lines. 

•  •• 

•  •  • 

•  •  ■ 

•  «  ■ 

•  •  • 

•  •  ■ 

•  •  « 

•  •  • 

•  •  • 

•  •• 

•  ■  • 

•  •  • 

•  •  • 

...  1 

1 

1 

■  ■• 

1 

7.  Passenger  trains  or  parts  of 
passenger  trains  leaving  the  rails. 

•  •  • 

1 

•  «• 

•  ■  « 

•  •• 

•  •• 

■  •  ■ 

1 

•  •• 

•  •■ 

•  •■ 

■  ■  ■ 

•  •• 

1 

1 

•  »• 

..t 

8.  Goods    trains    or    parts    of 
goods    trains,  light-engines,  &c., 
leaving  the  rails. 

•  •  « 

•  •• 

•  •  • 

.•• 

•  •• 

•  V* 

•  •• 

•  «  ■ 

•  ■  • 

•  •• 

•  •m 

1 

•  •• 

•  «  • 

4 

•  •• 

1 

9.  Trains  running  through  gates 
at  level-crossings,  or  into  other 
obstacles. 

•  •• 

•  •  « 

«■  • 

•  •■ 

•  •• 

•  •• 

•  •  • 

■  •• 

•  ■  • 

1 

•  •• 

•  •• 

•  •• 

■  •  • 

•  •• 

1 

10.  The  bursting  of  boilers  or 
tubes,  &c.,  of  engines. 

•  •• 

•  •■ 

•  •  ■ 

•  •  • 

•  «  ■ 

•  •  « 

•  •  • 

«  •  ■ 

•  «  ■ 

■    • 

•  •  • 

•  •  • 

•  ■  • 

1 
1 
) 

■■•| 

1 

•  •• 

■  •■ 

11.  Other accidentsarising  from 
the  failure  of  rolling-stock  (in- 
cluding the    failure    of    wheels, 
tyres,    axles,    couplings,    brake 
apparatus,  and  ropes  on  inclines). 

«  ■  • 

■  a  ■ 

•  ■  • 

•    • 

•  •  • 

•  •  • 

■  •  ■ 

•  •• 

•  •  • 

4 

... 

•  •  • 

V  •• 

1 

1 

•  •• 

0 

12.  Other  accidents  arising  from 
the    failure    of    permanent-way 
(including    failure     of    tunnels, 
bridges,    viaducts,  culverts,  and 
rails,  the  flooding  of  the  perma 
nent-way,  and  slips  in  cuttings 
and  embankments). 

•  •  • 

•  ■  « 

•  •  • 

•  •  ■ 

«  •  • 

•  •• 

V   •  • 

1 

•  •  • 

•  t« 

•  «  ■ 

•  ■  • 

•  ■  • 

•  •  • 

•  •  • 

1 

t 

1 

1 

••• 

13.  Fires  in  trains        

•  ■  • 

■  ■ 

■  «  • 

«  •« 

•  •• 

•  •  • 

■  ■  • 

•  •  ■ 

•  0  • 

•  •  I 

•  •  ■ 

■  ■  • 

•  ■  • 

•  «  • 

•  ••                           a  ■■ 

14.  Other  accidents      

•  ■  • 

•  •« 

•  a  • 

6 

•  •  • 

•  •  • 

•  •  • 

•  •• 

6 

r 

56 

•  •• 

•  •• 

•  •• 

•  •■ 

•  •• 

•   ■  • 

1 

1 

I 

•  •• 

•  .  m 

... 
30 

Total          •• 

•  «  • 

46 

•  •• 

7 

•  •  • 

3 

•  ■• 

23 

•  ■• 

6 

•  •  • 

X.B.— The  Board  of  Trade  state  the  cause  of  accident  as  returned  by  the  Companies  bat  do  not  guarantee 
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INJUBBD  IN  ACCIDBNTS  TO  TRAINS. 


TABLE  No.  2. 


reported  to  the  BOARD  of  Trade  by  Railway  Companies,  as  having  been  Killed  or  Injurbd 
Accidents  to  Trains,  during  the  Three  Months  ending  31st  March  1902. 


Ndmbbr  of  Othbb  Pbbsons. 


EnffUnd 
and  walM. 


KiUed. 


In- 
jured. 


Scotiand. 


KUled. 


In- 
jured. 


Ireland. 


KiUed. 


In- 
jured. 


United 
Kingdom. 


KiUed. 


In- 
jured. 


Total  of  Passenoers,  Servants,  and  Other 

Persons. 


England 
and  Wales. 


KiUed. 


•  «•  •  •• 


In- 
jured 


Scotland. 


KiUed. 


10 


28 


11 


1 


In- 
jured. 


Ireland. 


Killed. 


In- 
jured. 


United 
Kingdom. 


KiUed. 


1 


1 


••• 


•  •• 

•  •• 

1 

•  •• 

•  •• 

69 

■  •• 

IS 


1 


In- 
jured, 


Class  of  Accident. 


10 


30 


9 


U 


1 


»     1 


86 


1.  OolIiBionn  between  passenger 
trains  or  parts  of  passenger  traing 


2.  Collisions  between  passenger 
trains  and  goods  or  mineral  trains, 
light-engines,  or  other  moving 
vehioles. 


3.  Collisions  between  goods 
trains  or  parts  of  goods  trains, 
light*  engines,  or  other  moving 
vehicles. 


4.  Collisions  between  trains  and 
vehicles  standing  foul  of  the  line. 


5.  Collisions  between  trains  and 
buffer-stops,  or  vehicles  at  rest : 

(a)  From  trains  running  into 
stations  at   too    high  a 

(ft)  From  other  causes. 

6.  Trains  coming  in  contact 
with  projections  from  other  trains 
running  on  parallel  lines. 

7.  Passenger  trains  or  parts  of 
passenger  trains  leaving  the  rails. 


8.  Goods  trains  or  parts  of  goods 
trains,  light-engines,  &c.,  leaving 
the  rails. 


9.  Trains  running  through 
gates  at  level-crossings,  or  into 
other  obstacle. 


10.  The  bursting  of  boilers  or 
tubes,  &c.,  of  engines. 


1 1 .  Other  accidents  arising  from 
the  failure  of  rolling-8to<£  (in- 
cluding the  failure  of  wheels, 
tjres,  axles,  couplings,  brake- 
apparatus,  and  ropes  on  inclines) 


12.  Other  accidents  arising  from 
the  failure  of  permanent-way 
(including  failure  of  tunnels, 
bridges,  viaducts,  culverts,  and 
rails,  the  flooding  of  the  perma- 
nent-way, and  slips  in  cutting^ 
and  embaiikments). 


13.  Fires  in  trains. 


U.  Other  accidents. 


Total. 


or  otherwise  adopt  the  statement,  except  in  casss  where  an  official  inquiry  has  been  held. 
11954 
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Number  of  Persons  Killed  or  Injured  from  the  Running 
TABLE  No.  3. 


Number  of  Passengers,  Servants  of  the  Companies  and  of  Contractors,  and  Other  Persons 

in  each  DIVISION  of  the  UNITED  KINGDOM,  by  the  RUNNING  of  TRAINS  or  by  the 


• 

EKaLAND  AND   WALBS. 

!              Scotland. 

Killed. 

Injured. 

Killed. 

Injured. 

PA88ENOEB8  :— 

1.  From  falling  between  trains  and  platforms  : 

^      (1)  When  entering  trains     

4 

16 

3 

1 

(2)  When  alighting  from  trains     

4 

21 

2 

2 

2.  From  falling  on  to  the  platform,  ballast)  &o. : 

(1)  When  entering  trains ^ 

... 

29 

■  •  • 

i 

(2)  When  alighting  from  trains      

1 

220 

•  •• 

11 

8.  From  falling  ofif  platforms  and  being  struck  or  ran 

2 

1 

•  •• 

••• 

over  by  trains. 

4.  Whilst  crossing  the  line  at  stations  : 

(I)  Where  there  is  either  a  subway  or  footbridge 

3 

1 

*•• 

(2)  Whiere  there  is  neither  a  subway  nor  footbridge 

... 

•  •« 

••• 

6.  By  the  closing  of  carriage  doors        

■  •  ■ 

69 

•  •  • 

9 

6.  From  falling  out  of  carriages  during  the  running 

5 

8 

1 

2 

of  trains. 

7.  By  other  accidents        

3 

25 

•   •   m 

2 

Total  op  Passengebs 

29 

398 

7 

28 

Servants  :— 

By  accidents  occurring  during  shunting  operations, 

VI K  * 

¥1*  I 

1.  Whilst  coupling  or  uncoupling  vehicles 

1 

lU 

1 

16 

2.  By  coming    in    contact,    whilst    riding    on 

•  •  • 

4 

... 

1 

vehicles,  with  other  vehicles,  &c.,  standing 

^ 

on  adjacent  lines. 

3.  While  passing  over,  under,  or  standing  on 

•  fl  • 

3 

1 

4 

buifers. 

4.  When  getting  on  or  off,  or  falling  oflF  engines, 

1 

42 

•  ■  • 

5 

waggons,  &c. 

5.  Whilst  braiking,  spragging,  or  chocking  wheels 

6 

79 

■  •  • 

8 

6.  Whilst  attending  to  ground-points      

18 

1 

5 

7.  Whilst   moving  vehicles   by  capstans,  turn- 

1 

99 

1 

7 

tables,  props,  levers,  &c. 

8.  By  other  accidents  not  included  in  the  pre- 

7            ' 

116 

1 

9 

ceding. 

' 

9.  From  falling  off  trains,  engines,  &c.,  in  motion  ... 

i 

s 

1 

5 

10.  When  getting  on  or  off  engines,  vans,  &c.,  during 

1 

... 

.•)<) 

•  ■  • 

8  . 

the  running  of  trains. 

1 
t 

11.  By    coming     in     contact    with    over-bridges    or 

4 

17 

•  •  ■ 

1 

erections  on  the  sides  of  the  line. 

12.  Whilst  attending   to,   or   by   the   failure   of,   the 

] 

79 

■  t  • 

7 

machinery,  &c..  of  engines  in  motion. 

' 

13.  Whilst  working  on  the  permanent-way,  sidings,  &c. 

U 

20 

3 

7 

14.  Whilst  attending  to  gates  at  level  crossings 

1 

■  •  • 

«  «  • 

•  •• 

15.  Whilst  walking,  crossing,  or  standing  on  the  line 

1 

on  duty  : 

1 

1 

1 

J 

(1)  At  stations 

18        ; 

Mi 

4 

6 

(2)  At  other  parts  of  the  line          

12           ! 

12 

1 

5 

16.  From  being  caught  between  vehicles         

10 

1*             1 

1 

6 

.17.  From  falling  or  being  caught  between  trains  and 

1 

14         ; 

•  •  • 

6 

platforms,  walls,  &c. 

18.  W^hiLst  walking,  &c.,  along  the  line  to  or  from  work 

8 

11* 

1 

1 

19.  Miscellaneous    ... 

7 

105 

3 

10 

Total  of  Servants        

86 

865 

— ^ — ■  _■       ■               1 

19 

116 

Other  Persons:— 

1 

1 

1.  Whilst  pa.ssing  over  railways  at  level-crossings     ... 

9 

1 

•  •  • 

I 

2.  Whilst  trespassing  on  line       

52 

17 

18 

13 

H.  Suicides  and  attempted  suicides        

31 

2 

3 

•  •• 

[.  On  business  at  stations  and  sidings 

6 

17 

•  m 

2 

5.  Miscellaneous  (not  included  above) 

3 

9 

1 

1 

4 

Total  of  Other  Persons        

101 

46 

1 

22 

20 

vtRANO   XOTAL           ...           ...           ...             ••           ... 

216 

1 
1,299 

48 

164 

N.B. — The  Board  ot  Trade  state  the  cause  of  the  accident  as  returned  by  the  Companies,  but  do  not 
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OF  Traiks  or  the  Movement  op  Railway  Vehicles. 

TABLE  No.  3. 


y 


reported  to  the  BOARD  of  TRADE  by  RAILWAY  Companies  as  having  been  Killed  or  Injured 
Movement  of  RaiiiWAY  Vehicles  daring  the  Three  Months  ending  Slat  March,  1902. 


Ibbland.               ! 

1 
1 

1 

United  Ki^odom. 

i 

KiUed. 

Injured. 

Killed. 

Injured. 

I 

Pabsbkoebs  :— 

1 

1.  From  falling  between  trains  and  platformt : 

••• 

2 

7 

19 

(1)  When  entering  trains. 

•  - 1 

«■• 

6 

23 

(2)  When  alighting  from  trains. 
2.  From  falling  on  to  tne  platform,  ballast,  &o. : 

( 

•  •• 

•  •• 

«*• 

80 

{Ij  When  entering  trains. 

1 

•  *• 

2 

237 

(2)  When  alighting  from  trains. 

•  •• 

... 

1 

2 

1 

3.  From  falling  off  platforms  and  being  straok  or  rim 
over  by  trains. 

4.  Whilst  Grossing  the  line  at  stations  : 

•  •• 

... 

6 

8 

(1)  Where  there  is  either  a  subway  or  footbridge. 

•  •• 

1 

5 

1 

(2)  Where  there  is  neither  a  subway  nor  footbridge. 

•  •• 

...           1 

.•• 

78 

5.  By  the  closing  of  carriage  doors. 

•  •• 

! 

6 

10 

6.  From  falling  out  of  oarriages  during  the  running  of 
trains. 

•  •• 

•  .• 

3 

27 

7.  By  other  aooidents. 

1 

3 

37 

429 

Total  op  Parsenokbs. 

Srbvants  :— . 

By  accidents  occurring  during    shunting  oporatiaus, 

1 
2 

4 

4 

133 

V  AS.    a 

1.  WTiilst  coupling  or  uncoupling  vehioles. 

I 

•  •  • 

•  *• 

•  •  . 

6 

2.  By  cominir  in  contact,  whilst  riding  on  vehicles, 
with     other     vehicles,     &c.,     standing    on 

adjacent  lines. 

... 

.  •  . 

1 

7 

8.  While  passing    over,  under,  or   etandinjr    on 
buffers. 

•  .. 

... 

1 

47 

4.  When  getting  on  or  off,  Or  falling  off  engines^ 

waggons,  &c. 

•  •• 

1 

5 

88 

5.  Whilst  braking,  spragging,  or  cheeking  wheels. 

•  •  • 

1 

1 

24 

6.  Whilst  attending  to  ground-points. 

i 

•  •  • 

1 

7 

2 

113 

7.  Whilst  moving    vehicles    by   capstans,   turn- 
tables, props,  levers,  &c. 

1                          1 

3 

9 

128 

8.  By   other    accidents    not     included    in     the 

preceding. 

■  « 

... 

1 

18 

9.  From  falling  off  trains,  engines,  &o.,  in  motion. 

.  •  • 

2 

.. 

60 

10.  When  getting?  on  or  off  engines,  vans,  &o.,  dnriug 
the  running  of  trains. 

... 

2 

4 

20 

11.  By    coming     in    contact    with    over-bridgen    or 
erections  on  the  sides  of  the  line. 

•  •  . 

.  •• 

1 

86 

12.  Whilst    attending    to,   or  by  the  failure   of.   the 
machinery,  dec,  of  en^rines  in  motion. 

1 

1 
...                      , 

17 

27 

13.  Whilst  working  on  the  permanent-way,  sidings.  Slo. 

•  •  • 

1 
•  •  . 

1 

i               1 
1 

... 

14.  Whilst  attending  to  gates  at  level-crossings. 

15.  Whilst  walking,  crossing,  or  standing  on  the  line 
on  duty : 

1 

23 

57 

(1)  At  stations. 

•  .. 

13 

17 

(2)  At  other  parts  of  the  line. 

.«• 

•  •  . 

11 

20 

16.  From  being  caught  between  vehicles. 

•  •• 

•  •  • 

1 

20 

17.  From  falling  or  being  caught  between  trains  and 
platforms,  walls,  kc. 

•  •  . 

4 

12 

18.  Whilst  walkinp-,&c.,  along  the  line  to  or  from  work 

1 

1 

11 

116 

19.  Miscellaneous. 

6 

22 

110 

993 

Total  op  Sbbvants. 

Other  Pebsons  :  — 

2 

... 

11 

2 

1.  Whilst  passing  over  railways  at  level-cro^ings. 

4 

1 

74 

31 

2.  Whilst  trespassing  on  line. 

1 

•  •  . 

35 

2 

3.  Suicides  and  attempted  suicides. 

... 

6 

19 

4.  On  business  at  stations  and  sidings. 

... 

•  •  . 

4 

13 

5.  Miscellaneous  (not  included  above). 

7 

1 

130 

67 

Total  op  Other  Peraons. 

13 

26 

277 

1,489 

Grand  Total. 

,K 


guarantee  or  otherwise  adopt  the  statement,  except  in  oases  where  an  official  inquiry  has  l>een  held. 
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Number  of  Persons  Killed  or 


TABLE  No.  4. 


NuiCBEn  af  I'ERfcOXS  reported  to  the  Board  op  Trade  by  Railway  Companies  as  having  been  Killed  or 

to  Trains,  Rolling-Stock,  and  Permanent- Way  of  the 


Name  of  Comfant. 


ConiBlons 

bftween 

PasseDirer 

Trains 
or  Parts  of 
Passenger 

Trains. 


K.» 


HN6LAND  AlfD  WALES. 


CrTMl  Ilu0l6t1&  •••  •«« 

Great  N'orthem      

Great  'WestBiii       . . 

LanoMhire  and  Torkahire. . . 

LondcB  and  North- Western 

Loodon  and  Sonth- Western 

Laadom,     Brighton,     and 

South  Coast. 
Metropolitan  Distriot 

Midland       ...        .■•        ... 


N<»th- 


•••  ••• 


Shflffleld  and  Midland  Joint 
Sofnth-Baatem  and  Chatham 


ToTiax,*9iroi.AirD  avd 


SCOTLAND. 

OiledoBtfan  ...  .••  ... 
Dnndee  and  Abioath  Joint 
GlaBgovraad  Sooth*  Western 
North  British         

Total,  Sgotlasd 


IRBLAND. 

Belfast  and  Coanfy  Down 
Great  S  on  them  and  Western 

Total,  Ibelaiyd 


Total,  CTnitsd  King- 
dom ••• 


Lt 


Collisions 
between 
Passenger 
Trains  and 
Goods  or 
Mineral 
Trainb, 
Light- 
Engines, 


Collisions 
between 
Goods 
Trains  or 
Parts  of 
Goods 
Trains, 
Light- 
Engines, 
dec 


K. 


L 


Collisions 
between 
Trains  and 
Vebicles 
standing 
foul  of 
the  Line. 


K. 


5 

Collisions  between  Trains 

and  Buffer-Stops, 

or  Vehicles  at  rest. 


(a.")  From 
Trains  run- 
ning into 
Stations  at 
too  high  a 
speed. 


K. 


•  ■• 

7 

•  •• 

■  •  • 

5 

•  ■  • 

•  •  • 

2 

■  •  ■ 

12 

•  •  • 

•  •  • 

4 

•  ■  fl 

•  •• 

•  •• 

•  •• 

4 

■  •• 

1 

•  •• 

•  •  ■ 

•  •• 

•  ^t 

1 

1 

•  •• 

•  •• 

••• 

•  ■• 

■  •  • 

■  •■ 

1 

••• 

.  ■■ 

•  •• 

*.. 

1 

■  •• 

3 

••. 

3 

•  ■• 

•  «• 

... 

*.• 

•  •• 

•  •  • 

10 

•  •• 

88 

•  «• 

7 

3 
3 
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ib.)  From 

other 

Causes. 


6 

Trains 
coming  in 

Contact 

with 

Projections 

from  other 

Trains 

running 

on  Parallel 

Lines. 


K. 


Passenger 

Trains  or 
Parte  of 

Passenger 
Trains 
leaving 

the  Rails. 


8 

Goods 
Trains  or 
Parts  of 
Goods 
Trains, 
Light- 
Engines,  &C. 

leaving 
the  Bai^ 


K. 


K. 


•  •• 

•  •• 

•  ■  • 

2 

•  •• 

1 

■  •  ■ 

•  •■ 

•  •• 

•  •• 

•  •• 

•  •• 

3 

•  •• 

1 

1 


2 


•  ••  • 


•••      I         • •• 


•  ■•  • • • 


10 


80 


9 


14 


1 


If<m. — In  the  above  Table  the  penons  killed  and  iujnred  from  accidents  are  entered  afrainst  the  Company  on  whoM 
•  KiUed,  t  Injured. 


15 


\ 


INJUBBD  IN  Accidents  to  Trains. 


TABLE   No.  4. 


Injured 

in  the  different  CLASSES  of  ACCIDENTS  occurring  on 

L  the  Lines  of  the  several  Railway  Oompajbimb 

Ck>MPANiBS  during  the  Three  Months  ending  3lBt  March  1902. 

:        9 

10 

11 

Accidents 

12 
Accidents 

13 

14 

1       Trains 

arising  from 

1  ariMingfron 

I 

ninniog 

The 

bursting  of 

Boilers  or 

Tubes,  Jbc., 

of 

Engines. 

the  Failure 

the  Failure 

through 
0«kte«at 

Lerel 
Croesings 

of  BoUing- 
Stook  (in- 
cluding 
Failure  of 

of  Perma- 
nent-Way 
(including 
Failure  of 

Fires  in 
Trains. 

Other 
Accidents. 

Total 
Number 

of 
Persons 

Number 

of 

Passengers 

Number 

of 
Sdnrants. 

Namb  of  Ooxpant. 

or  into 

Wheels. 

Tunnels, 

of  all 

and 

other 

Tyres,  Axles, 

Bridges, 

Glasses. 

others. 

Obetadefl. 

Ac.). 

RaiU,  Ac). 

K.«  (    l.t 

K. 

L 

1 

K.         L 

! 

K.         I. 

K.    ,     I. 

K.    1     I. 

K.        L 

K. 

L 

K. 

I. 

1 

1 

1 

■                         1 

f 

i 

1 

1 

1 
1 

t 

i 

1 

r 

i 

1 
1 

t 
1 

1 

- 

BNaL  VND  AND  WAfiW. 

•  «•                ■  •• 

•  •  • 

•  •  • 

•  •• 

•  •• 

• ••                • • • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

8 

•  •• 

5 

3 

Qreat  Eastern. 

1           • ••                *  •• 

1     ... 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

•  ••                •••                ••• 

1 

•  •• 

1 
...  !       7 

•  •• 

•5 

3 

Great  Northern. 

1 

•  •  • 

1 

1 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •  • 

1 

•  •  •                • •• 

1 

«  •  •                 •  ■  • 

•  •• 

16 

*•• 

12 

4 

Great  Western. 

1 

1 

1           •« •                •  •• 

•  •  • 

•  •  • 

•  •• 

3 

■  •  • 

•  •  • 

•  • •                •  •• 

•  ••                 •  •• 

...  i     16 

1 

•  •• 

11 

5 

Lanoashire  and  Yorkshire. 

•• •                • •• 

•  •• 

•  •  • 

•  •• 

■  •• 

•  •• 

•  •  • 

1 

•••t          ■••                •••                ••• 

•  •• 

5 

•  •• 

3 

2 

London  and  Nbrth-W<toMRi. 

•  ••                •  •• 

•  •  • 

'       ••• 

... 

•  •• 

1 
•  ••                 « •• 

1 

...        •..  1     •..        ... 
1 

1 

•••                •••               ■•• 

j 

1 

London  and  Soath-W«ftec^ 

•*•                • •• 

•  •• 

•  •• 

...1   1 

•  •• 

...  , 

1 

>      3 

...     1 

•  •• 

2 

London,      Brighton,     sod 

1 

P 

i 

] 

! 

South  Coast. 

•  •  •                » •• 

1 
•  ••                •  •  • 

•  •• 

a  •• 

1 
•  ••                 •  •• 

1                       i 

•  •  •      *           •  •  • 

•  •  •                 • ••     1 

•  •• 

' 

•  •• 

2  I 

•  •• 

Metropolitan  Distriet. 

1 

•••      1          • • • 

1 

•  mm                     •  •  • 

1 

•  •• 

1          ! 

! 

1 

•  •  • 

«  •  • 

•  •• 

1 

Midland. 

•••        • •• 

1 
•  •  •                   •  •  • 

•  •• 

•  •  • 

•  ••      [           • •• 

1 

•  •  • 

•  •  • 

•  •  •                 •  •  ■ 

•  •• 

6 

•  •• 

3 

«  •• 

3 

Xorth-Rastern. 

•  ••                •  • 

•  •• 

•  •• 

•  •• 

■  •• 

«  •  •                 •  •  • 

1 
•   •  •                                 •  •  • 

1 

•  •  •                 •  •  • 

1 

•  •• 

3 

•  •• 

3 

•  •  • 

... 

Sheffield  and  Midland  Jnfnt.. 

•  •• 

... 

j 

•  ••      '           • •• 

•  •• 

•  •• 

4 

*  •  •                 •  •  • 

1 
.1 

\ 

•  •  m       1            • ••       1 

1 
1 
•  •  ■                 «  •  • 

1 

•  •  • 

1 

69 

•  •• 

1 
46 

•  •  • 

... 
23 

South-Basternand  OhatiyuBi 

1 

; 

(TOTAL.     B»aLAHBi»    Am 

}     Walks. 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •  • 

«  •  • 

•  •  • 

•  •• 

•  •  ■ 

•  •• 

•  •• 

•  •• 

•  •• 

1 
1 

1 

1 

1 

1 

1 

'              1 

1 
1 

1 
1 

SCOTLAND. 

•  • 

1 

•  •• 

•  •• 

•  •• 

•  •• 

... 

1 
( 

••                       •••                    •••                   ••• 

•  •• 

3 

•  •• 

... 

•  •  • 

3 

Caledonian. 

... 

1 
...  1 

•  •• 

1 

•  •• 

•  •• 

« •• 

... 

•  •  • 

1 

•■•                   •••                    *••                   ••• 

1 

•  •• 

1 

t 
•••                •••                ••• 

1 

1 

Dundee  and  XbBmthMkm 

•  •• 

1 
...  f 

•  •  • 

•  •• 

•  •• 

•  a« 

1 
...  i     ... 

I                                                       t 
•••                   •••                    •••                    ••• 

■  «• 

1 

1 

•••    1        •••     ^       ••• 

1 

QU<:/owanaSottth  Wsat»n. 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •« 

...        • . 

•  •  • 

8 

■  •  •     1           f             ^*  • 

1 

North  EritUh. 

•  •• 

■  •  • 

•  •  • 

•  •• 

•  •  • 

«  •  •       1 

1 

1 
...         • .  • 

ft 

•••1         •••               •••                  " 

1 

•  •  • 

13 

...        1       • .. 

1 

6 

TCTAL,  SOOTI.AKD. 

1 
1 

p 
t 

1 

i 

1 

1 
1 

1              I 
1 

1 

i 

1 

IRELAND 

1                      t 
1     ••«        •••  j 

1 

•  ••      ]          • • • 

1 

•  ••                    ■••                    •••                    ••• 

. • .        ... 

1 
•   ••                                  •   •• 

1 

...              •> 

...        •) 

1 

•  «  • 

•  •  • 

Belfast  and  County  Dclim. 

1 
...        .■•  1 

•  •  •                 • ••      ' 

•••                         •                    ••                   ••• 

...        ... 

i 

•  •  •            I                    •  •• 

1 

1 

1 

1 

1 

•  ••     ^        •  ••     1        •  •• 

1 

I 

G  reat  Sonthem  andiWMtVB. 

1 

•••        ••• 

•  •• 

1 

•  •• 

1 

1                1 

••.            ••.            ...    1        ... 

t         ! 

4 

•> 

•  •  •     1           •*            •  •  • 

I 

Total,  Ibelanc. 

...     1 

1 

•  • 

•  •• 

•  •• 

5 

. •*        ...   1 

•  •  • 

•  •  • 

i 

6 

1 

•  •• 

86 

•  •• 

56 

••      30 

1 

Total,  Unitfd  Ki.njdom. 

1 

1 

1 
1 

lines  the  accidents  ooonrxed,  except  in  oas^o  of  injuries  arising  from  the  accidents  enumerated  in  Colnmns  Nos.  10  and  P 

»  Killed  t  Injured. 


/ 
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NiTMBBK  OF  Persons  Killed  or  Injured  by  the  Running 


TABLE  No.  5. 


'KuMBER  of  Persons  reported  to  the  Board  op  Trade  as  having  been  Killed  or  Injured  upon  the  several 

during  the  Three  Monthfi. 

A.  Passengers 


1 

From  falling 

between  Trains 

and  Platforms. 

2 

From  falling  on  to 

the  Platform, 

Ballast,  &c. 

3 

From 

falling 

oflf 

4 

Whilst  crossing 

the  line  at 

Stations. 

5 
By  the 

6 

From 

faUinff 

out  of 

Carriages 

during 

the 
running 

of 
Trains. 

7 

Platforms 

and 

being 

struck 

or  run 

over  by 

Traina 

(a) 
Where 

there  is 
either  a 
Subway 
or  Foot- 
bridge. 

(&) 
Where 
there  is 
neither  a 
Subway 
nor  Foot- 
bridge. 

closing 

of 

Carriage 

Doors. 

By 

other 

Accidents 

Total. 

Naxb  of  Goxpant.I 

(a) 

When 

entering 

Trains. 

(ft) 

When 

alighting 

from 
Trains. 

(a) 

When 

entering 

Trains. 

(fc) 

When 

alighting 

from 

Trains. 

■ 

K.» 

Lt 

E. 

L 

K. 

L 

K. 

I. 

K. 

I. 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

• 

ENGLAND  AND  WALES. 

1 

1 
) 

1 

1 

1 

•  • 

Vlini688             M*           >••           ••• 

•  •■ 

•  •• 

•  •  • 

... 

■  «• 

... 

•  •  • 

1 

•  •• 

«  •• 

.. 

•••            ••• 

•  •• 

•  •• 

1      ... 

a  •  ■ 

( 

1 

1 

•  •  •      1      ■ •• 

•  •• 

2 

dreat  Central           

•  ■  • 

2 

•  •  • 

-  •  • 

•  «  • 

... 

•  •  • 

1 

«  ■  r 

•  *• 

•  •• 

•  ■  • 

1 

•  •  • 

•  •• 

2 

... 

•  •  • 

•  •  • 

•  •• 

1 

5 

GreatEastem          

• 

•  •  • 

5 

•  •• 

•  •  ■ 

•  •• 

6 

1 
... 

20 

1 

1 

2 

■  •  • 

•  •  ■ 

•  •  • 

••• 

5 

1 

1 

...     1        o 

1 

3 

41 

Great  Northern       

1 

*  •• 

>  •  ■ 

•  •  • 

•  •• 

•  •• 

... 

4 

•  •  « 

■  *  • 

... 

•  •• 

•  •• 

•  •  • 

>•• 

... 

■  •  • 

•  ■  • 

■  •  « 

1 

■  •  • 

1 

4 

Great  Western         

• 

• 

1 

1 
...    1 

•  •  * 

1 

... 

11 

•  •• 

•  •  • 

... 

•  •  • 

1 

*  •  ■ 

■  •  ■ 

4 

■  •  « 

1 

1 

•  «  •      i          X 

1 

I 

20 

1 
Lancashire  and  Yorkshire ...  j 

1 

•  •  ■ 

•  •  • 

•  •  • 

■  •« 

■  •  • 

*  •  • 

•  •• 

5 

•  •  • 

•  •• 

... 

•  •• 

•  •• 

•  •  • 

•  ■• 

6 

•  •  » 

•  •  • 

•  •• 

1 

■  •• 

11 

Lancashire    and     Yorkshire 
and  London  and   North- 
western Joint. 

•  •• 

•  •• 

... 

■  ■  • 

•  •• 

•  •• 

■  *  • 

1 

■  ■• 

•  ■  • 

... 

■  •  • 

•  •• 

... 

■  «  • 

1  ' 

m.       1       ■ « ■ 

1 
1 

1 

•  •  • 

■  •  • 

■  •  • 

*  ■• 

2 

London  and  North- Western 

■  •  ■ 

1 

1 

3 

1 

•  •  • 

3 

1 
•  •  • 

1 

33 

■  •  • 

•  •  • 

2 

•  •  • 

1 

■  •• 

•  •  • 

21 

•  •  • 

•  •• 

1 
•  ••    1       o 

4 

66 

London  and  North- Western 
and  Great  Western  Joint. 

•  •  • 

•  ■  • 

1 

1 

•  • 

a  •  • 

■  •  • 

■  ■  • 

•  •  • 

6 

■  •  • 

■  ■• 

•  •  • 

•  •• 

... 

•  •• 

■  •• 

3 

1 

1 

•  «• 

1 

1 

1 

1 

10 

London  and  South  Western 

1 

•  •• 

•  «• 

1 

2 

•  •  • 

3 

...•     47 

1 

1 

•  •• 

• • *            • •• 

1 

1 

•  •• 

•  •  ■ 

1 
2      ... 

1 

...  1     3 

3 

58 

1 

London  and  Sonth- Western 
and  London,  Brighton  and 
South  Coast  Joint.               i 

•  ■• 

•  •  • 

•  •• 

•  ■• 

•  ■  • 

■  ■  ■ 

1 
• . •      ••• 

•  •  ■ 

■  •  • 

■  •  • 

■  •  • 

■  ■  • 

•  ■  • 

•  ■  • 

1 

1 

■  •  • 

1 

...              ... 

1 

■  •• 

London,  Brighton,  and  South 
Coast 

a  ■  ■ 

• 
■  •  • 

1 

1 

■  ■• 

•  ■  • 

1  '     9 

t 

1 

•  •  « 

•  ■  • 

«  ■  •      1      •  ■  • 

•    • 

«  ■  • 

•  •  • 

1 

1        2 

•  1 

•  •  • 

2 

4 

13 

London,  Tilbury,  and  South- 
end. 

I 

■ ••            • • • 

1 

j 

•  «  « 

•  «  • 

1 

...                     V 

1 

•  •• 

•  •• 

•  •  *            ■  •  • 

1 

■  ■  • 

•  •  ■ 

•  •  ■ 

•  ■  ■ 

1 

1 

•  »  ■ 

•  •• 

■  «  ■         '  •  ■  • 

1 

10 

Metrojiolitan...        ... 

•  •  • 

... 

-j  ' 

•  •  « 

•  •  • 

...             ... 

■  •  • 

■  •• 

1 
•  ■ •            • •• 

1 

•  «  •            •  «  • 

i 

•  •  • 

1 

%  •  % 

•  •  • 

1        1 

1 

3 

1 

Me^-ropolitanand  Great  West- 
ern Joint. 

•  •  • 

■ . » 

•  ■  • 

■  •  « 

1      ■•• 

1 

■  •  • 

1 

...     1 

1 
1 

1 

•  •  • 

•  ••            ■  •  • 

■  •  • 

1 

•  •  • 

... 

1 

■  ■  ■        •  •  ■ 

•  •• 

•  •  •             •  ■  • 

■  •• 

1 

Metropolitan  and  Metropoli- 
tan District  Joint. 

•  •  • 

... 

•  ••      1      •  •• 

1 

1 

•  •  • 

•  •  • 

... 

2 

1 

•  •  • 

•  •  ■ 

1                  ^ 

•  •  •            ■  •  ■ 

•  •  • 

1 

•  ■  « 

•  •  • 

1 

■  •  • 

•  ■  • 

•  •  «            •  •  • 

1 

...       2 

Metropolitan  District 

1 

... 

... 

1 

>     « 

1 

1 

•  •• 

•  •• 

• ••            • « • 

1 

■  ■  • 

•  •• 

•  •  • 

«  •  ■            ■  •  ■ 

•  •  • 

1 

•  •  •             •  ■  • 

1       3 

Midland         

1 

1 

... 

1 
2 

•  •• 

3 

14 

•  •■ 

•  •• 

1 

•  •  ■            •  •  • 

1 

•  •  ■ 

•  •  • 

i  ... 

0        •  •• 

1 
t 

1 

■  •  ■         o 

1     29 

1 

North-Eaatern 

•  •• 

2 

... 

4 

•  •• 

2 

•  •  • 

22 

1       *  *  ■ 

1 

•  •  • 

...  1     3 

•  •  • 

t 

•  •• 

•  •  • 

8       1 

1 

1 

1 

1        2 

2  '4* 

North  Basiem  and  London 
and  North-Western  Joint. 

•  •• 

1 

... 

•  • 

•  ■  • 

•  •• 

•  ■  • 

1 

... 

•  •• 

•  •• 

1      • •               ••• 

1 
t 

j 

•  •  • 

1 

1 

•  •• 

•  •  • 

... 

1 

1 

•  •  • 

1 
1 

■  •  • 

■  »  ■            •  •  • 

m  •  % 

t 

1 

1 

1 

Killed. 


NoTB.— In  th  e  above  Table  the  porsons  killed  and  injured 
t  Injured. 
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OF  Trains  or  the  MovBHSirr  of  Railway  YbhicIiBS. 


TABLE  No.  5. 


Railways  in  the  IThitbd  Kingdom  from  the  Running  of  Trains  or  the  Movkhbnt  <A  Railway  Vehicles 

ending  Slst  March,  1902. 

A.  Passbngebs. 


1 

From  falling 
between  T^nuns 
and  Platforms. 

Fro 
t 

( 
W] 

onti 
Tm 

2 

m  falling  on  to 
he  Platform, 
Ballast,  Ac. 

8 

From 

failing 

off 

4 
Whilst  crossing 
the  Line  at 
Stations. 

5 
By  the 

6 

From 

falling 

out  of 

Carriages 

dnring 

the 
running 

of 
Trains. 

7 

Platforms 

and 

beins 

stmnx 

orrnn 

over  by 

Trains. 

«4?^ 
Where 

there  is 
either  a 
Subway 
or  Foot- 
bridge. 

ib) 
Where 
there  is 
neither  a 
Subway 
nor  Foot- 
bridge. 

dosittg 

of 

Carriage 

Doors. 

By 

other 
Accidents 

Total. 

NAinS  OF  OOVPANY. 

(a) 

When 
entering 
Trains. 

When 

ali^tiag 

nom 

Trains. 

a) 

tien 
iring 

ktSS. 

when 

altehting 

firom 

Trains. 

K.« 

Lt 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K.      L 

1 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

England  xsm  Wales— 

Sorth  LondoB         ^ 

North  Wales  and  Liverpool 

Oldham^shton-nader-Lyne, 
and  Gnide  Bridge  Jnnotion. 

SoDth-Btfltem  and  Chatham 

Soath-EMtem  and  Chatham 
and  London,  Brighton,  and 
South  Goaat  Joint 

Sooth  Shidda,  Manden,  and 
Whitburn. 

Tottenham  and  Hampetead 
Joint. 

Waterloo  and  City 

West  London  Extension    ... 

• 

•  •  • 

•  •• 

•  •• 

■  •  • 

•  •• 

•  •• 

•  •  • 

•  •• 

... 
... 

... 

1 

•  •• 

•  •■ 

•  •• 

2 

•  • 

j 

1 

... 
... 
. .. 

1 
... 

... 
... 

... 

... 

8 

... 
... 

S 

•  •• 
\ 

1 

•  •• 

1 

•  •  • 

•  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  «• 

•  •• 

•  •• 

•  •• 

j     8 

1 

.•• 

... 

1 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

29 

... 
... 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

... 

•  •• 

I 

1 
12 

•  •• 

•  •« 

33 

1 

... 

.•• 

... 
H 

226 

•  •« 

•  •« 

•  •• 

•  •• 

•  •• 

•  •• 

■  •• 

•  •• 

•  •• 

2 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

■  •• 

■  •• 

•  •• 

1 

1 

•  •• 

•  •• 

•  •• 

■  ■  • 

•  •• 

• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  «• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

1 

• 

•  •• 

■  •» 

•  •• 

•  •* 

5 

•  •• 

■  •• 

•  •• 

•  •• 

•  •• 

•  •» 

■  ■  • 

•  •• 

•  •• 

•  •• 

... 
... 

... 

... 
... 

. .. 

. .. 

... 
... 

... 

4 

1 
H 

•  •• 

•  •• 

■  •• 

•  •• 

2 
69 

... 
.•• 
•  •• 

... 
• .. 

... 

... 

... 
... 

•  •« 

•  •• 
«•• 

2 

•  •  • 

1 

•  •• 

•  •• 

•  •• 

... 
I 

.■• 

.*• 
•  •. 

... 

••• 

... 
... 

1 

•  •• 

•  «• 

2 

«•• 

•  •• 

•  •• 

•  •• 

■  •• 

1 
1 

•  *• 

2 

•  •• 

•  •  • 

•  •  • 

•  •• 

27 

••• 
1 

35 
1 

1 
1 

2 

5 

Total,  England  and  ) 

WAliBB           •••          ••• 

4 

16 

4  ;  21 

5 

8 

3 

25 

29 

898 

SCOTLAND. 

1 

Caledonian     

Glasgow  and  Paisley  Joint... 

Glasgow  and  Sonth-Weetem  i 

Glasgow,      Barrhead,      and 
Kilmarnock  Joint. 

Highland 

Korth  British           

2 

•  •  ■ 

•  •  • 

•  •• 

•  •  • 

1 
S 

>•• 

1 

■  •• 

•  •« 

•  •  • 

•  ■  • 

1 

•  •  • 

•  •• 

2 

•  •  ■ 

•  •  • 

■  •  • 

2 

•  *• 

*  •• 

I 

.  •* 

I 
2 

•  •  • 

•  •• 

•  •• 

*«  ■ 

•  •• 

•  •• 

■  •  • 
•  •• 

1 

■  •  » 

1 

•  •• 

•  ■• 

•  •• 

•  •• 

•  •■ 

•  •• 

1 

1 
1 

4 

t 
1 

1  : 

•  •  • 

•  •• 

.'> 

1 

•  •• 

•  •• 

•  •• 
«  •  ft 

•  •• 
.  * *■ 

•  •• 

•  •• 

•  •« 

I 

•  •  « 

•  •• 

•  •• 

•  ••     • 

•  •  • 

•  •• 
■  •  • 

•  •• 

•  •• 

1 
1 

■  •• 

•  •• 

■  •• 

•  •• 

■  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

... 

•  •  ■ 

... 

... 

. .. 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •  • 

... 
*•• 
... 
•>• 

... 
.. 

... 

5 

1 
*.• 

1 

•  •  • 

2 

I 
... 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

... 

... 

1 

1 

2 

... 
••• 
... 

•  « 

... 

•  •  • 

•  •• 

1 

•  •  ■ 

* 

•  •• 

... 

1 

3 
2 

•  •• 

•  •• 

2 

t 

10 
3 
2 
2 

2 

9 

1 

Total,  Scotland     ... 

...      U 

r 

t 

9  i     1 

1 

2 

7     28 

i 

i 

IRELAND. 

1 
Belfast  and  Northern  Conn- 
ties. 

Cork  and  Maoroom  Direct ... 

t 
Great  Sonthem  and  Western 

1 

2 

1 

I 
• ••      ]      ■ • • 

•  •  ■            «  ■  • 

( 

2 

1 

... 

■  .. 

t 

- .. 
1 

•  •• 

"  ••  • 

•  •• 

•  •• 

•  • 

•  •  • 

1 
• ••           ■ • • 

1 

•  *  •            • •• 

...        1 

1 

1 

...  1 

1 

1 

1 
■  ■• 

1 

•  •• 

•  •  • 

•  ■• 

•  •• 

•  •• 

•  ■  • 

1 

1 

i 

i 
... 

... 

... 
1 

•  ■  • 

... 

... 
... 

... 

•  •• 

1 

•  •• 

1 

•  •• 

•  •• 

•  •■ 

•  •• 

•  •• 

•  •• 

•  •• 

•  •■ 

•  •• 

•  •• 

•  •• 

•  •  * 

•  •  • 

•  •• 

•  •  ■ 

•  •• 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

1 

2 

1 

Total,  Ibeland 

...      ... 

•  • «    ,        A         •■• 

i 

•  ••           •••           •••           ••• 

•  •• 

1 

3 

1 

Total,  United  Kingdom... 

7 

1 

19  1  6 

j 

28 

•  •• 

30     2  237i  2 

'       i 

i:6 

3 

5 

1 

1 

•  •« 

78 

6 

10 

8    27 

1 

1 

87    4 

are  entered  against  the  Comnany  on  whoee  line  the  injury  was  received. 

*  Killed 
11954 


t  Injured. 


18 
Number  of  Persons  Killed  or  Injured  by  the  Running 


TABLE  No,  5— continued. 


Number  of  Persons  reported  to  the  Board  ok  Trade  as  having  been  Killed  or  Injured  upon  the  several 

during  the  Three  Months 

B.  Servants  of  Companies  and  Contractors. 


Nahb  of  OOUTAHrz 


BT  AOCmSMTS  OGGUBBINO  DDBINO  SHUIfTINa  OPEBATION8. 


L 


WhUst 
ooapling 

or  nn- 
conpling 


Vemoles. 


2. 


By 
coming  in 
contact 
whilst 
riding  on 
Vehicles 
with 
other 
Vehicles, 
&c.,  stand- 
ing on 
adjacent 
Lines. 


3. 


Whilst 
passing 

over, 
under,  or 
standing 

npon, 
Buffers. 


4. 


When 

getting 

on  or  off, 

or  falling 

off. 

Engines, 

Waggons, 

so. 


5. 


Whilst 

braking, 

spragglng, 

or 

ohooking 

Wheels. 


6. 


Whilst 
attending 
toOround 

Points. 


K* 


Lt 


K. 


K. 


K. 


7. 

Whilst 
moving 
Vehicles 

Capstans, 
Turn- 
tables, 
Props, 
Levers, 
Ac. 


8. 


By 

other 

Accidents 

not 
included 
in  the 
preced- 
ing. 


9. 


fall^g 

off  Trains, 

Engines, 

Ac,  in 
Motion. 


10. 


When 

getting 

on  or  off 

Engines, 

Vans,  Ac, 

during 

the 

running 

ofTraiDF. 


I. 


K. 


I. 


K.      L 


ENGLAND  AND  WALES. 


Alexandra  (Newport)  Dook 


ttnTC^         •■•  •••  •••  •••  ••• 


Brecon  and  Merthyr 


Cambrian  * 


Carlisle  Joint  Station ... 


•••        *•• 


Central  London 


Cheshire  Lines ... 


■••        .••        «.• 


.••        ...        ... 


East  and  West  Yorkshire  Union 


imrness ...        *•.        .*•        .*•        ... 


Great  Central   ... 


Great  Eastern  ... 


Great  Northern 


I..        .*•        ... 


..•        .*• 


...        •.. 


Great   Northern   and   London    and 
North-Westem  Joint. 


Great  Western  ... 


...        ...        ... 


Hnlli   Bamsieyi  and   West   Riding 
Junction. 

Lancashire  and  Yorkshire    


Lancashire  and  Yorkshire  and  Lon- 
don and  North-Westem  Joint. 

Lancashire,    Derbyshire    and    East 
Coatft. 

London  and  North-Westem 


3 


8 


•  ••  • 


•  ••  ■  • 


12 


9 


25 


1      ... 


•••  • •■ 


Killed. 


2     ...       8 


i> 


8 


21 


.     ... 


2 


<•• 


1      ... 


9 


14 


29 


1 
3 


13 


10 


88 


4 
2 


t  Injured. 


ly 


OF  TBADTB  OB  THB  MOVHMBNT  OF  RAILWAY  YbHICLBS. 


TABLE  No.  b—coniintied. 


Railways  in  the  ITnitbd  Kingdom  from  the  Running  of  Trains  or  the  Moybmbnt  of  Railway  Vbhiolbs 

ending  3lBt  March  1902 — continued. 

B.  Sbrvants  of  CoMPANiBS  and  Contbaotors. 


n. 

12. 

IS. 

14. 

15. 

16. 

17. 

18. 

10. 

• 

■ 

Whilst  wanting, 

crossing,  or  standing 

on  the  Line  on  Duty. 

By 
coming  in 
contact 
with  Over- 
bridges  or 
Erections 
on  the 
Sides  of 
the  Line. 

Whilst 
attending 

to  the 
Maohinery, 

Ao.,of 

Engines  in 

Motion. 

Whilst 
working  on 

the 
Permanent 

Way, 
Sidings,  Ac 

Whilst 

attending 

to  Gates 

at  Level 

OrossingH. 

From 

being 

caught 

between 

Vehloles. 

From 

falling 

or  being 

oanght 

between 

Trains  and 

Platforms, 

Walls,  Ac. 

Whilst 

walking, 

Ac,  along 

the  Line 

toorflrom 

Work. 

Misoellaneons 

TOI 

rAL. 

(a.) 

At 
Stations. 

ib.) 
At  other 

Farts  of 
the  Line. 

K.» 

Lt 

K. 

L 

E. 

L 

K. 

L 

E. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

I 

K 

L 

• 
•  •• 

>•• 

•  •• 

•*• 

•  •• 

••• 

••• 

.•■ 

•  •• 

• 

•  •• 

•  •• 

•>• 

•  •« 

••> 

••• 

•  •• 

••• 

1 

*•■ 

1 

•  •• 

1 

•  •• 

<•• 

•  •• 

••• 

••• 

*•• 

•  •• 

•  •• 

•  •• 

•  •• 

••• 

•  a. 

■•■ 

••• 

2 

••• 

••• 

••• 

8 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

••* 

•• 

••• 

•  •• 

•  •  • 

•  •• 

•  •• 

••• 

•  •• 

••• 

••* 

••• 

••• 

••• 

*•• 

2 

•  •• 

•  •• 

•  •  • 

1 

•  •■ 

••• 

mm 

1 

•  «• 

•  •• 

•  •• 

•  •• 

•■■ 

•  •• 

••• 

••• 

••• 

••• 

2 

1 

4 

•  •• 

•  •• 

•  •• 

••• 

•  «• 

••• 

•  •• 

•  •• 

«•• 

•  •• 

•  •• 

•  «« 

••  • 

•  «• 

••• 

••• 

1 

••1 

••• 

•  •• 

1 

•  ■■ 

■  •• 

•  •• 

••• 

•  •• 

>•• 

••• 

•  •• 

«•• 

•  •• 

•  •• 

* 

•  •• 

••• 

•  •• 

2 

••• 

••• 

••• 

1 

«•• 

8 

•  •• 

•  •• 

•  •• 

••• 

1 

1 

•  «• 

•  «• 

•  •• 

•  •« 

■1 

•  •• 

••• 

•  •• 

1 

•*• 

••• 

••• 

••• 

2 

8 

•  •• 

•  •• 

•  •• 

••• 

•  •• 

••• 

•  •• 

•  •• 

•  •• 

•  «• 

■•• 

•  •• 

••• 

•  •• 

•  •• 

••• 

••• 

••• 

••• 

•  •■ 

1 

■  •• 

•  •• 

•  •• 

••• 

•  •  • 

••• 

•  •• 

•  •• 

•  •• 

•  •  • 

•  • 

•  •• 

1 

•  •• 

•  •• 

••• 

••• 

••• 

••• 

•  •• 

3 

1 

8 

•  •• 

1 

2 

3 

•  •• 

■  •• 

•  «• 

■  •• 

1 

1 

1 

.  •• 

•  •• 

••• 

••• 

••• 

2 

4 

80 

•  •• 

••• 

•  •• 

6 

•  ■• 

1 

•  •• 

•  •• 

2 

•  *• 

1 

2 

•  ■• 

•  ■• 

*• 

••• 

1 

••• 

3 

2 

87 

•  •• 

3 

•  •• 

■•• 

1 

3 

■  •• 

2 

5 

1 

•  •• 

••• 

1 

■  •• 

•  •• 

• .« 

••* 

•*• 

5 

7 

68 

•  «• 

••• 

•  •• 

••* 

•  «• 

•  •• 

•  •• 

•  •• 

••• 

.•  • 

•  •• 

••■ 

•  •  * 

•  *• 

•  •• 

•*• 

••• 

•*• 

•  •• 

•  •• 

1 

1 

••• 

•  •• 

5 

1 

3 

•  «• 

•  •• 

5 

4 

1 

1 

•  •• 

•  •• 

1 

1 

•  a. 

••• 

9 

8 

80 

1 

1 

•  •• 

••• 

•  •  • 

■•• 

•  •« 

•  •• 

•  •• 

•  •• 

•  •  • 

•  *• 

•  •• 

•  ■• 

•  •• 

•  •• 

••• 

•  •• 

•  •• 

.  •• 

1 

«  •■ 

■    1 

1 

i  1 

1 

•  •• 

7 

3 

2 

•  •  • 

1 

2 

2 

•  •• 

2 

.•• 

3 

•  •• 

2 

2 

9 

12 

78 

t 
1 

••• 

•  »• 

*•• 

••• 

••• 

•  •• 

•  «• 

•  ■  • 

•  ■  ■ 

■  •• 

•  •• 

•  •• 

•  •■ 

•  •• 

•  •• 

•  •• 

«  •• 

•  •• 

•  •• 

4 

1 

•  •« 

•  •• 

••• 

••• 

■  •• 

•  •  • 

•  •  ■ 

•  *  • 

•  •• 

•  •  • 

•  •• 

»•• 

•  «■ 

•  •• 

•  •• 

•  ■  ■ 

1 

•  •  • 

2 

1 

1 

1 

1 

25 

••• 

3 

•  •• 

7 

15 

1 

3 

1 

6 

•  .  • 

1 

1 

1 

1 

24 

16 

1 

'     212 

1 

1 

1 

n9:i4 


Killed. 


t  InjiirfJ. 


ca 
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NuMBBR  OF  Persons  Killed  or  Injured  by  thb  Runnihq 


TABLE  No.  5— continued. 


Number  of  Persons  reported  to  the  Board  op  Trade  as  having  been  Killed  or  Injured  upon  the  several 

during  the  Three  Months 

B,  Servants  of  Companies  and  Contractors — continued. 


By  aocidbnts  occubbino  ddbino  Shuntino  Opbbations. 

9 

. 

w. 

NAMB  OP  COMPANY. 

1. 

Whilst 
coupling 
1    or  un- 
;  coapling 

!  Vehicles. 

1 

2. 

coming  in 
contact 
whilst 
riding  on 
Vehicles 
with 
other 
Vehicles, 
«&c.,  stand- 
ing on 
adjacent 
Lines. 

3. 

Whilst 
passing 

over, 
under,  or 
standing 

npon 
Bnffers. 

4. 

When 

getting 

on  or  off, 

or  falling 

off. 

Engines, 

Waggons, 

5. 

Whilst 

braking, 

spragging, 

or 

chocking 

Wheels. 

6. 

Whilst 
attending 
toGronnd 

Points. 

7. 

Whilst 
moving 
Vehicles 

Capstans, 
Turn- 
tables, 
Props, 

,   Levers, 
Jtc. 

8. 

By 

other 

Accidents 

not 
included 
in  the 
preced- 
ing. 

faUuir 

offTrafiia, 

Bngines, 

Ac^  in 
Motion. 

Wheo 

gsttiag 

on  or  off 

Bngines, 

Vans.  Ac 

dimi% 

ofTraiDfl 

1 

L 

1 
K*  ,  Lt 

* 

K. 

L 

K. 

I. 

K. 

L      IL 

L 

K. 

L 

K.      L 

K.      L      IL 

L      K-  ,  L 

t 

» 

I 

Engband  and  Waljsr^coiU. 

■ 

1 

1 

1 

1 

I 

i 
« 

1 
1 
1 

1 

1 

i 

London    and     North-Westem     and 
Great  Western  Joint. 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

2 

•  •• 

... 

... 

•  •• 

•  •• 

... 

... 

... 

1 

... 

t 

1 

•  •• 

1 

•  •• 

London    and    North-Westom     and 
Midland  Joinik 

•  *• 

1 

•  •• 

•  •• 

•  •• 

••• 

•  •• 

•  •• 

•  •• 

... 

... 

•  •  • 

•  •• 

... 

... 

... 

... 

•  ••        •** 

London  and  South- Western 

... 

7 

•  •• 

•  •• 

•  •• 

1 

•  •• 

3 

4 

... 

•  •• 

•  ■  • 

2 

... 

8 

... 

1 

...   :     3 

1 

London,  Brigrhton,  and  South  Coast 

•  •• 

3 

• 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

3 

... 

•  •• 

•  •• 

2 

... 

1 

... 

... 

...   I     I 

t 
1 

London,  Tilbnry,  and  Southend 

•  •• 

1 

•  •• 

•  •• 

i 
•  ••      •  •• 

•  •• 

•  •• 

•  •• 

... 

•  •• 

•  •• 

•  •• 

... 

... 

* .. 

I            ,           1 

1 

Metropolitan    ...        

•  •• 

•  •• 

•  •  ■ 

•  •• 

•  ••      • • • 

1 

*  •• 

•  •• 

•  • 

... 

•  •• 

1 
•••            ••• 

... 

1 

... 

•   •• 

1          1 

...       ••• 

Metropolitan  District 

»  • 

•  •• 

»•  • 

•  •• 

■  ••       •  •  • 

• 
•  •• 

•  •  • 

•  •• 

... 

•  •• 

•  •• 

•  •• 

... 

... 

... 

•   •• 

1 
...      ••• 

Midland...        ...        ... 

•  •• 

17 

•  •• 

•  •• 

• ••       • •• 

•  •• 

o 

6 

... 

3 

•  •• 

H 

1 

17 

... 

2 

i 

...   '     9  t 

'         I 

1 

Midfand  and  Great  Northern  Joint 

«•  • 

... 

•  •• 

•  •• 

1 
•••      •••   t  ••• 

1 

•  •• 

■  •• 

... 

1 

•  •• 

1 

1  ... 

1 

... 

•  •• 

1 

1 


Midhmd  and  Great  Western  Joint  ... 

•  •• 

2 

•  •• 

•  •• 

•  •• 

1 

1 
...   ... 

•  •• 

•  •• 

•  •• 

... 

•  •• 

•  •• 

•  •• 

•  •• 

... 

... 

•  •• 

1 
...   1   ••• 

1 
1 

Midlftnd  and  Lanoashire  and  York- 
shire Joint. 

•  •• 

...       *. 

... 

• ••       ••• 

•  •• 

■ • •             ••• 

•  •• 

* 

•••   ,  ... 

1 

•  •• 

•  •• 

... 

1 

... 

•  *• 

1         i 
...      .•• 

1 

Normanton  Joint  Station     

... 

•••  1  ... 

... 

•  ••       •  «• 

•  •  • 

•  •• 

•  • . 

•  •• 

...      ... 

> 

•  •• 

3 

... 

1 

1   I 

M.         1        ••• 

( 

•  •• 

1 

1 

!      1 

North-Eastern 

... 

12           !     1 

1 

•«.  1  i    ... 

• 
1 

4      ... 

j 

9 

•••    1 

1  !     fi 

2 

7 

2  '  ...  ,    «  I 

i 

North  London  ... 

... 

1 
...          ... 

1 

... 

. .. 

•  •• 

•  •• 

... 

1 
...    I    ... 

i 

i 
•  • •      I     • •• 

•  •• 

1 

i 

1      1 

North  Staffordshire 

... 

1 

•  •• 

... 

... 

«•  • 

1 

2 

... 

•  •• 

•  • 

•  •• 

1 

1 

...  '  ... 

1 

1 

-1 

Port  Talbot      ...       ... 

... 

1 

•  •• 

... 

. .« 

•  •» 

... 

..• 

... 

•  •  • 

•  •• 

•  •• 

2 

... 

... 

».• 

# 

Rhondda  and  Swansea  Bay 

... 

... 

•  «• 

... 

.  • 

•  •• 

... 

1 

... 

•  •• 

•  •• 

... 

... 

... 

... 

M. 

Rhymney           ...        ...        ...        ... 

... 

2 

•  •• 

... 

... 

•  •• 

... 

1 

.*• 

•  •• 

•  •• 

... 

... 

... 

... 

•  •• 

Somerset  and  Dorset  Joint    

... 

... 

•  • 

... 

..• 

•  •• 

1 

•  •• 

... 

•  •• 

•  •• 

».• 

... 

... 

.M 

•  M 

m 

KiUed. 


t  Injured. 
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oy  Trains  or  the  Movbmbnt  of  Railway  Vehiclbs. 


TABLE  No.  ^^-continued. 


RAILWAYS  in  the  UNITED  Kingdom  from  the  Running  of  Trains  or  the  Movement  of  Railway  Vehicles 
exi<!ing  31st  March  1902 — continued. 

B.  Servants  of  Companies  and  Contractors— con^nwed. 


11. 

12. 

IS. 

14. 

15. 

16. 

17. 

18. 

19. 

Whilst  walking, 

crossing,  or  standing 

on  the  Line  on  Dnty. 

By 

coming  In 

contact 

^ritbOrer- 

iMridgesor 

Sreetions 

on  the 

Sklenof 

Whilst 
attending 

to  the 
Machinery. 

dbCfOf 
Bnginesin 

Motion. 

Whilst 
working  on 

the 
Permanent- 
Way. 
Sidings,  <&c. 

WhUst 

attending 

to  Gates 

at  Level 

Crossings. 

From 

being 

1     canght 

between 

Vehicles. 

From 

falling 

or  being 

canght 

between 

Trains  and 

Platforms, 

Walls.  Ac. 

Whilst 

walking. 

Ac,  along 

the  Line 

to  or  from 

Work. 

Miscellaneous. 

TO] 

rAL. 

(a.) 

ih.) 

the  Line. 

At 
Stations. 

At  other 

Fftrtsof 
the  Line. 

K.* 

Lt 

K.        L 

K. 

I 

E. 

L 

K. 

L 

K. 

L 

E. 

1. 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

... 

•  •• 

«  •• 

•  •• 

•  •• 

••• 

... 

..• 

... 

•  •• 

... 

•  •• 

•  •  * 

•  •• 

•  •♦ 

... 

1 

•  •• 

•  9  • 

•  •  • 

1 

•  a* 

3 

••■ 

•  •• 

•  •• 

•  •• 

•  •• 

••• 

... 

*.• 

... 

•  •• 

... 

•  •• 

•  •• 

•  •• 

•  •• 

... 

•  •• 

m  •• 

•  •  • 

... 

•  *. 

I 

••• 

•  •• 

•  •• 

3 

1 

••• 

.  •« 

... 

... 

1 

... 

■  •■ 

1 

■  •• 

■  •• 

1 

•  •• 

•  •• 

1 

3 

3 

32 

•*• 

•  «• 

•  •• 

•  •• 

2 

1 

*«• 

•*• 

2 

6 

... 

•  •• 

2 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  •  • 

1 

6 

18 

••• 

•  •• 

■  •• 

•  •• 

•  •• 

••• 

••* 

•• 

•  •• 

... 

1 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

1 

1 

2 

••• 

•  •• 

•  •• 

■  •• 

•  •• 

a  •• 

... 

... 

I 

... 

•  •• 

•  •• 

■  •• 

•  *• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

1 

1 

2 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

... 

. .. 

•  •• 

... 

•  •• 

•  ■  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

••• 

3 

•  •• 

4 

••• 

2 

•  •• 

18 

1 

2 

... 

... 

3 

5 

1 

8 

1 

3 

•  •• 

•  •• 

•  •• 

1 

2 

11 

9 

117 

••• 

••• 

•  •• 

••• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

■  •• 

•  •• 

•  •• 

•  ■• 

•  •• 

•  •• 

•  •  • 

•  •  • 

•  •• 

1 

... 

4 

••• 

••  • 

•  •• 

••• 

•  •• 

•  •• 

•  ■• 

•  •• 

•  •• 

■  •• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

... 

• « ■ 

.«• 

... 

2 

•  •• 

••• 

•  •• 

••« 

•  •• 

»•• 

■  •• 

•  •♦ 

•  •  • 

•  •• 

•  •• 

•  •• 

■  •• 

•  •• 

««• 

•  •• 

•  •  • 

•  •  • 

•  •• 

... 

... 

1 

• '  • 

••• 

•  •• 

*•• 

•  •• 

•  ■• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •« 

•  •• 

•  •• 

•  «• 

•  •• 

•  •m 

•  •• 

•  •• 

•  •  • 

... 

4 

•  • 

2 

•  •• 

7 

1 

... 

•  •  • 

•  •• 

1 

h 

•  •• 

•  ■• 

•  •• 

•  •• 

•  •• 

1 

»•• 

2 

1 

13 

6 

78 

•  •• 

••• 

•  •• 

«•• 

.•• 

•.* 

•  •• 

•  •• 

•  •  • 

... 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

. .. 

•  •• 

*•. 

... 

2 

.•• 

4 

••• 

••• 

•  •» 

••• 

••• 

... 

•  •• 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  « . 

•  •• 

... 

1 

... 

... 

1 

1 

7 

••• 

«•• 

•  •• 

*•• 

••■ 

.*• 

•  •# 

•  •• 

•  •• 

... 

•  •• 

«•• 

•  •• 

•  •• 

•  •• 

..• 

.*• 

... 

... 

•  »• 

••• 

3 

•■• 

••• 

•  •• 

••• 

••• 

••. 

•  •• 

•  •• 

•  •• 

... 

•  •• 

•  •• 

•  •• 

••> 

•  •• 

.*• 

... 

... 

... 

•  «* 

••• 

1 

•■• 

••• 

•  •• 

.  •• 

••• 

... 

•  •• 

•  •• 

•  •• 

.*• 

•  •  • 

•  •• 

»•• 

•  •  ' 

■  •• 

•*■ 

■  •• 

... 

•*• 

•  •• 

•  •• 

8 

i     I 

•  •• 

••• 

•  •• 

... 

•  •• 

• 
•  •• 

•  •• 

... 

1 

•  •• 

•  • 

•  •• 

•  •• 

... 

... 

... 

... 

•  •• 

1 

I 

Killed. 


t  Injured. 
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NUMBBB  OF  PbRSONS  EILLBD  OR  INJURED  BY  THB  RUHKIHa 


TABLE  No.  b'—conttmied. 


NUMBBR  of  Pbrsons  reported  to  the  Board  of  Tradb  aa  having  been  Killbd  or  Injurbd  upon  the  several 

daring  the  Three  Months 

B.  Servants  of  Companibs  and  Contractors— conttnti^. 


] 

Wh 

COU] 

or 
com 
Veh 

BT  AOOIDBNTS  OOCUBBIKa  DUBINO  Shuntino  Opbbations. 

9 

• 

to. 

NAXB  OF  OOKPANT. 

L. 

lUst 
Jling 
an- 
gling 
icle?. 

2 

By 
comingin 
contact 
whilst 
riding  on 
Vehicles 
with 
other 
Vehicles, 
Ac.,  stand- 
ing on 
adjacent 
Lines. 

3. 

Whilst 
passing 

over, 
under,  or 
standing 

apon. 
Buffers. 

4. 

When 

getting 

on  or  off, 

or  falling 

off. 
Engines, 
Waggons, 

AC. 

5. 

Whilst 

braking, 

spragging. 

or 

chocking 

Wheels. 

6. 

Whilst 
attending 
to  Ground 

Points. 

7. 

Whilst 
moving 
Vehicles 

Capstans, 
Turn- 
tables, 
Props, 
Levers, 

By 

other 

Accidents 

not 
included 
in  the 
preced- 
ing. 

By 

falling 

.off  Trains, 

Engines, 

Ac.,  in 

Motion. 

When 

getting 

on  or  off 

Engines, 

Vans.  Ac., 

doling 

the 
running 
of  Trains. 

K.» 

Lt 

K. 

L 

K. 

L 

E. 

L 

K. 

L 

K. 

L 

E. 

L 

K, 

L 

E. 

L 

K. 

L 

Enqlakd  akd  Wales— ^a»^. 

South-Eaatem  and  Chatham 

jlmIt  V aic           •••        •••        ■••        ••• 

Tottenham  and  Hampstead  Joint    ... 

•  •• 

... 

*•• 

3 

•  •• 

... 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

4 

•  •• 

•  •• 

•  •• 

•  •• 

•  •. 
... 

... 

3 

.  •  • 
... 
..• 

1 

2 

1 

•  •• 

42 

•«* 
... 
... 

5 

1 
2 

... 

... 
... 
... 

i 

•  •• 

•  •• 

... 

... 
... 

1 

... 
... 

... 

99 

•  a. 
... 
... 

•  ■  • 

3 

•  •• 

... 
... 
... 

... 
... 

... 

... 
... 
... 

8 

■  •• 
•  •• 

Total,  England  and  Walbb  ... 

1 

114 

•  ■  • 

79 

... 

18 

7 

116 

•  •• 

8 

... 

60 

SCOTLAND. 

Caledonian       

Dumbarton  and  Ballooh  Joint 

Dundee  and  Arbroath  Joint 

Qlaegow  and  Sou  th- Wee  tern 

Great  North  of  Scotland       

Hig^hland 

North  British 

•  «  • 

•  •• 

1 

•  «  • 

•  •• 
■  •• 

1 

6 

•  •• 

•  •• 

1 

•  •• 

1 

7 
15 

•  •  • 

•  •  • 

•  •• 
I  •• 

•  ■• 

•  •• 

... 

... 

1 

•  «« 

•  •• 

•  •• 

•  •• 

... 

1 

1 

ft  •• 

•  •• 

•  •• 
*•■ 

•  •• 

•  •• 

1 

2 

•  •  ■ 

•  ■• 

•  •• 

•  •• 

•  •• 

2 
4 

•  •« 

•  •• 

■  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

4 

•  •• 

•  •• 
«•• 

•  •• 

•  •• 

1 

•  •« 

■  •• 

■  •• 

•  •< 

•  •• 

•  •• 

■  •• 

3 

•  •• 

•  •• 

•  •• 

•  •• 

1 
4 

8 

. .. 
... 
... 
... 
... 
... 
1 

1 

2 

• 

•  •• 

•  •• 

1 

•  •• 

•  •• 

2 

•  •• 

•  •• 

1 

... 
... 
... 

... 

2 
... 

•  •  • 

•  •• 
«•• 

1 
4 

7 

... 
... 

... 
... 

... 

... 

1 

1 

•  •• 

•  •■ 

•  •• 

1 

•  •• 

•  •■ 

8 
9 

1 

•  •• 

•  •• 

•  •• 
■  •• 

•  •• 

•  •• 

1 

3 

•  •• 

•  •• 

1 

... 
1 

•  •• 

... 
... 
... 
... 
... 
... 
... 

•  •• 

... 

■  •■ 

•  •• 

•  •• 

2 
6 

Total,  Scotland     

6 

•  •• 

5 

1 

6 

... 

8 

IRELAND. 

Belf as  c  and  Northern  Counties 

Cavun  and  i^eitrim      

Clogher  Valley 

Cork^  Bidden  and  South  Coast 
Great  Northern           ... 
Great  Southern  and  Western 
Midland  Great  Western        

•  •• 

•  ■  • 

•  •  • 

•  •• 

1 

1 

•  •• 

2 

... 

•  •* 

... 

1 

•  •• 
■  •• 

3 
4 

... 
.  •• 

a  .. 

... 
... 
.•• 
... 

... 

... 
... 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

... 
. .. 
... 

... 
... 
... 
... 

... 

•  •• 

•  *• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •■ 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •« 

•  •« 

■  •  • 

•  •• 

•  •ft 

•  •• 

•  •• 

•  «• 

•  •• 

•  •• 

• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

■  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

1 

•  •• 

•  ■• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

1 

•  •• 

•  •■ 

•  •• 

•  •• 

•  •  • 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

■  •• 

•  •• 

•  •• 

1 

•  «  • 

1 

•  •• 

3 
2 

•  •• 

7 

1 

... 

... 
... 
... 

■•• 
... 

I 

•  •• 

•  •• 
■  •• 

•  •• 

1 

•  •• 

2 
8 

•  •• 
«•• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  ■• 

... 
... 
... 
... 
... 
... 
... 

1 

... 
.*. 
... 

■  •• 

1 

... 

ToTiL  Ibsland       

•  •• 

•  •• 

... 

2 

w 
• 

Total,  Unitsd  Kingdom  ... 

4 

133 

.«. 

5 

1 

7 

1 

47 

5 

88 

1 

24 

2 

118 

9 

128 

1 

13 

... 

60 

Killed. 


t  Injured. 


23 


OF  TRAnra  OR  THE  MOVBMKITr  07  RAILWAT  VBHICIjBS. 

» 

■  TABLE  No.  i^continited. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of  Railway  Yehiclbs 
ending  Slst  March  1902 — contimi£d. 

B.  Servants  of  Companies  and  CoNTRAOTORS—^on^mti^. 


11. 

By 

coming  in 
contact 
with  Over- 
bridges  or 
Brections 
on  the 
Sides  of 
the  Line. 

12. 

Whilst 
attending 

to  the 
Machinery, 

Ac.,  of 

Bnglnes  in 

Motion. 

13. 

Whilst 
working  on 

the 
Permanent- 
Way, 
Sidings,  Ac. 

14. 

WhUst 

.attending 

to  Gates 

15. 

Whilst  walking, 

crossinff,  or  standing 

on  the  Line  on  Duty. 

16. 

From 

being 

caught 

17. 

From 

falling 

or  being 

caught 

between 

Trains  and 

Platforms, 

Wails,  Ac. 

18. 

Whilst 

walking, 

Ac,  along 

the  Line 

to  or  from 

Work. 

19. 
Miscellaneous. 

Total. 

at  Level 
Crossings. 

ro.) 

At 
Stations. 

(6.) 

At  other 

Parts  of 

tbe  Line. 

between 
Vehicles. 

• 

K* 

Lt 

K. 

L 

K. 

L 

E. 

I. 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

I. 

K. 

L 

K. 

L 

1 

•  •• 

•  •• 

2 

•  •• 

... 

2 
4 

•  •• 

1 

•  «• 

•  •• 

1 

1 

... 

... 

1 

•  •• 

•  •• 

... 
.     . 
... 

... 
... 
... 

1 

•  •  • 

•  •• 

1 

■  •• 
•  •• 

•  •• 

... 

•  •• 

1 
1 

•  •• 

•  •• 

... 
... 
... 

1 
... 
... 

3 

•  •  • 

•  •• 

■ 

•  •• 

•  •• 

•  •• 

1 

... 
... 

•  •• 

7 
1 

1 

1 
6 

•  •• 

27 
11 

1 

4 

17 

1 

79 

14 

20 

1 

... 

18 

60 

12 

12 

10 

1 

14 

1 

14 

3 

11 

• 

7 

105 

86 

85.5 

1 

.  .• 
>•• 
•.• 
.•• 
.•• 
••• 

... 
... 

•  •• 

•  •• 

•  •• 

•  •• 

•  •« 

1 

•  •• 

•  •• 

1 

*•• 

... 

5 

•  •• 

•  •• 

... 

•  •• 
■  •• 

•  •• 

3 

4 
3 

••• 
... 
... 
... 
• .. 

... 
... 

... 
... 
... 

... 

... 
... 

.*• 
1 

... 
2 

•  •• 

•  ••. 

1 

3 

... 

... 

... 

... 
1 
2 

... 

... 

... 

... 

... 
• 

... 
1 

8 

•  •• 

*  •• 

2 

• 
... 

... 

... 

... 

... 

1 

1 

•  •• 

•  •• 

1 

•  •• 
■  •• 

4 

... 
... 
... 
... 
... 
... 
... 

1 
... 
.*• 
... 

1 
1 
3 

1 

... 
. .. 
... 
... 
... 
1 

1 
... 
... 
... 
••• 
... 
... 

1 

... 
... 
... 

... 
... 
2 

5 

... 
... 

1 

•  •• 

•  •• 

4 
10 

3 

1 
1 
3 

•  «  • 

*  •  * 

11 

1     ••• 

•  ■  « 

7 

I 

« 

8 
57 

..• 

1 

•  «• 

7 

3 

7 

... 

... 

4 

6 

1 

6 

1 

6 

... 

6 

1 

1 

3 

19 

1 

•  •• 
■  •• 

1 
2 
1 
... 

116 

« 

1 

1 

1 

••• 
••• 
•«• 
••• 
■•• 

•  •• 

•  •* 

•  •• 

•  •• 

•  •• 

•  •• 

... 

... 
... 
... 
... 
•  *. 
... 

... 
... 
... 
... 
... 
... 
... 

... 
... 
... 
... 
... 
... 
... 

•  •• 

•  •• 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  ■• 

•  •• 

•  •• 

1 

•  •• 

• 

•  •• 

... 
... 

... 
... 

... 
... 
... 

•  •• 

•  •• 

•  •• 

•  •• 

•  «• 

•  •• 

... 
... 
... 
... 

••• 
... 
... 

... 
... 
... 

... 
... 
... 

... 

. .. 
... 
... 
... 
... 
... 
... 

•  •• 

•  • 

•  •• 

•  »• 

•  •• 

•  •  • 

... 
... 
... 

1     ... 

i  "* 
... 

... 
1 

... 
«•• 

... 

••• 
.. 
... 
... 

•  •  • 

•  •• 

«•• 

1 
... 

... 
... 

1 

*  •• 

4 
1 

1 
1 
6 
4 
5 

•«» 

2 

•  •• 

... 

... 

... 

... 

... 

1 

1 

... 

■  •« 

... 

... 

...        ...        ... 

... 
1 

I 

1 

5 

22 

4 

20 

1 

86 

17 

27 

1 

•  •• 

23 

67 

18 

17 

11 

20 

1 

20 

4      12 

11 

116 

110 

998 

^KiUed. 


t  Injured. 
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Number  op  Persons  Killed  or  Injured  by  the  RuKinNG  of  Trains  or  the  Motbment  of 

Railway  Ybhiclbs. 

TABLE  No.  5— con/inwed. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the 
beveral  Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of 
Railway  Vehicles  dnring  the  Three  Months  ending  31st  March  IdOZ-^-oantimted. 

C.  Other  Persons. 


Naue  of  Company. 


Level  Cbosbings. 


Pablio. 


K/ 


I.t 


Oooupa- 
tion. 


K. 


L 


Foot. 


K. 


L 


Total. 


E. 


I. 


TroB- 

paBsers. 


K. 


I. 


Soioides 

and 

attempted 

Soicidea. 


K. 


I. 


PenonBon 
Barineas 

atStatioDB 

and 
Sidings. 


L 


Misoel- 
laneona. 


K. 


ENGLAND  AND  WALES. 

Cambrian 

Central  London     

Cheshire  Lines 

Furness       

Oreat  Central         


Great  Eastern 


•  ••  •  ■  • 


Great  Northern 


Great  Western 


Hull,  Bamsley,  and  West 
Riding  Jnnotion. 


Lancashire  and  Yorkshire 
London  and  North- Western 
London  and  South- Western 


London  and  South- Western 
and  London,  Brighton, 
and  South  Coast  Joint. 

London,  Brighton,  and 
South  Coast. 


Mar>'port  and  Carlisle 


Hidland 


Midland  and  Great  Western 
Joint. 


•••        ■•• 


North-Eastem 


North  London 


North  Staffordshire 


Rhymney  and  Great  West- 
ern Joint. 


3 


10 


I  • 


9         ••• 


2 


1 


•  ■• 

••• 

••• 

5 

••• 

2 

■  •• 

1 

2 

8 

i 

1 

1 

•  •  • 

1 

••• 

1 

•  •• 

1 

••• 

•>• 

1 


2 


m0  ••• 


«V«  ••• 


L 


Gbastd 
Total. 


K. 


2 
1 


10 


19 


18 


9 


8 


& 


» 


2 


2 


11         $ 


KiUed. 


t  Injured. 
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NUHBEB  OF  PBRSONS  KILLBD  OR  InJURBD  BY  THB  RUNNING  OF  TBAINS  OR  THB  MOVBMBNT  OF 

Railway  Vbhiclbs. 


TABLE  No.  5— continued. 


NiTMBER  of  Persons  reported  to  the  Board  of  Trad^  as  having  been  Killed  or  Injured  upon  the 
several  Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of 
Railway  Vehicles  during  the  Three  Months  ending  Slst  March  1902— con^inwd. 

C.  Other  PERSONS--con^'nt/^. 


• 

Lbvbl  Cbossinos. 

fU™ 

Suioides 

and 
attempted 
Suioides. 

Persons  on 
Business 

Yd_ 

1 

/\m%  L. 

Name  of  Oompant. 

Public. 

Oocupa- 
tion. 

Foot. 

Total. 

passers. 

at  Sidings 

and 
Stations. 

Miscel- 
laneous. 

Total. 

K.* 

I.t 

K. 

L 

K. 

I. 

K. 

L 

K. 

I. 

K. 

I. 

K. 

I. 

b: 

I. 

b: 

I. 

BnOL  AND  AND  WALBO— <!Ott^. 

» 

Soath-Eastem   and    Ghat- 
ham. 

I 

... 

... 

••• 

••• 

*•• 

1 

1 
1 

•  •• 

■  •• 

•  •• 

2 

1 

■  •• 

1 

1 

•  •• 

1 

4 

2 

Tiff  Yale     

•  •• 

-    t 

.•• 

1 

1 
...  1    ... 

i 

•  •• 

1 

1 

«  •  • 

•  •• 
* 

1 

.•• 

•  •• 

•  •• 

•  *• 

... 

••• 

I 

Total,  EyoLAin)  and) 
Wales      ••.       ...  i 

3 

1 
1 

5 

1 

1 

1 

... 

9 

1 

52 

17 

31 

2 

6 

17 

3 

9 

101 

46 

SCOTLAND. 

Caledonian 

..• 

•  •• 

... 

•  •• 

... 

.•• 

9  •• 

•  •• 

7 

8 

1 

•  t « 

•  •• 

1 

1 

1 

9 

10 

Dundee  and  Arbroath  Joint 

... 

■  •• 

••• 

•  •« 

.  •• 

... 

*•• 

•  •• 

• 

1 

•  •• 

••• 

•  •• 

•  »• 

•  •• 

•  •* 

... 

1 

••• 

Olasgow  and  Soath-Western 

... 

•  •• 

.*• 

•  •• 

•  •• 

..• 

•  •• 

•  •• 

•  •• 

1 

... 

•  •• 

•  •• 

•  •• 

•  •• 

... 

«  •• 

1 

Olasgovr,     Barrhead,    and 
Kilmarnook  Joint. 

■•• 

•  •• 

••• 

•  •• 

... 

... 

•  •« 

■  •• 

1 

•  •« 

... 

•  ■• 

•  •• 

•  •• 

•  •• 

... 

1 

••• 

C^reat  North  of  Sootland  ... 

... 

•  •• 

... 

■  •• 

••• 

... 

■  •> 

•  ■• 

•  •• 

•  •« 

1 

•  •• 

•  •• 

•  •• 

•  •• 

••■ 

1 

••• 

Hiffhland     •••        ... 

••• 

•  •• 

••• 

I 

... 

..• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •« 

.•• 

•*• 

1 

North  British         ...        ..• 

... 

•  •• 

.•• 

•  *• 

... 

... 

•  •• 

•  ■  • 

9 

4 

1 

•  •• 

■  •• 

1 

•  •■ 

3 

10 

8 

Total,  Scotlans    ..• 

... 

•  •• 

.*• 

1 

... 

... 

•  •• 

1 

18 

18 

3 

•  •• 

•  •• 

2 

1 

4 

22 

20 

IRELAND. 

1 

j 

Great  Northern      

... 

•  •• 

.  .• 

■  •• 

• .  ■ 

... 

■  ■  • 

•  •• 

1 

•  •  • 

... 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •  • 

1 

•  •  * 

Great  Southern  and  Western 

... 

•  •« 

1 

•  •  • 

... 

... 

1 

•  •• 

1 

1 

... 

«•• 

•  •« 

■  •  • 

•  •• 

•  •• 

2 

1 

Londonderry    and    Lough 
SwiUy. 

1 

•  •  • 

... 

t 

•  •• 

... 

.«. 

1 

■  •• 

1 

■ .  •        ■ . . 

i 

1 

•  •• 

•  •  • 

•  •  a 

•  •• 

•  ■  • 

2 

•  •• 

Midland  Great  Western   ... 

•  ■• 

■  •• 

1 

■  •  • 

•  •• 

... 

... 

... 

1     ••• 

1 

2  1     ... 

•  •  * 

•  •• 

•  •• 

•  •  • 

•  *• 

•  •• 

2 

•  •• 

Total,  Ibelakd 

1 

•  •■ 

1 

t 

1 

t 

•  •• 

... 

... 

2 

1 
... 

4 

1 

1 

•  •• 

•  •• 

•  •• 

■  •  • 

•  ■• 

7 

1 

Total,  Uwitbd  King-  ) 

I^OBC      ...          .„          ...  J 

4 

•  •• 

6 

2 

1 

... 

11 

2 

74 

31 

35 

2 

6 

19 

4 

13 

ISO 

67 

11954 


•  Killed. 


-f  Injured. 
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Nature  of  Injuries  to  Persons  from  Accidents  to  Trains  and  from  the  Movement  of  Railway 

Yehiolbs. 


TABLE  No.  6. 


Number  of  Passengers,  Servants  of  the  Companies  and  of  Contractors,  and  Other  Persons  reported 
to  the  Board  of  Trade  by  Railway  Companies  as  having  been  Killed  or  Injured  in  the  United 
Kingdom,  in  Accidents  to  Trains  and  by  the  Movement  of  Railway  Vehicles  during  the  Three 

Months  ending  31st  March   1902,  classified  according  to  the  Nature  of  the  INJURIES ;  with  corresponding 
figures  for  March  Quarter  1901. 


Natubb  of  injobibs. 


Fatal. 


Injuries  resulting 
in  Loss  of 


Legs 

or 
Feet 

2. 


Arms 

or 
Hands. 

3. 


Fin- 
gers 
or 
Toes. 

4. 


Fractures  of 


Skull. 


0. 


T^«o  iColiar 
^f  Bones 

^™*-  R?bs. 


6. 


7. 


Other 
Bones. 


8. 


Dis- 
loca- 
tions. 


9. 


Inter- 
nal 
In- 
juries. 


10. 


Contusions 
of 


or 
Body. 

11. 


Limbs. 


12. 


Scalds 

or 
Bums. 


IS. 


Spraina 


14. 


Cuts 

or 
Lace- 

ra- 
tionsL 


15.       16 


Shook 
to 

Sys- 
tem. 


Mis- 
cella- 
neous 

In- 
juries. 


17. 


Total 

Id- 

jured. 


Passengers : 


1902 
1901 


•••      •• 


■••      •• 


Servants  of  the  Com- 
panies and  Con- 
tractors: 

IVUZ  •••  •••  ••, 

(For  details,  tee  Table 
No.  7.) 


Otlier  Persons : 

Persons  havinsr  i  1902 
bnsiiesB     at  < 
stations  f  1901 


Trespassers 


-1 


Others 


•••        *  ••  1 


1902 
1901 

1902 
1901 


(Including  aoddente  at 
level  crossings,  sui- 
cides, and  accidents 
to  other  persons  not 
coming  in  any  of  the 
aboTe  classifications) 


Total 


{ 


I  1902 
1901 


37 

38 


110 


115 


6 

6 


74 
86 


50 
51 


277 
296 


3 


18 


21 


3  ! 


28 


S 
6 


2 


9 


28       10 


10 


2 


11 


3 


3 


23 


45 


3 


38 


54 


28 


24 


1 
1 


32 


31 


8 


9 


13 


12 


10 


15 


o 


12 


26 


19 
31 


46 


34 


139 
108 


3 


il 


194 
1.50 


97 
89 


269 
275 


10 


3 
1 


4 

1 


377 
876 


19 
29 


19 
30 


15 


128 

150 


188 
159 


82 


73 


96 


102 


2 


5 


184 
186 


51 
64 


11 


68 
72 


172 
147 


485 
44$ 


270 
322 


1,023 
1,150 


12 


10 


\^ 


za 


31 


27 


17 


13 


454 
500 


1,575 
1,669 
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Naturb  of  Ordinary  Employment  of  Sbrvants  of  the  Companies  Killed  or  Injured  in 

Accidents  to  Trains,  and  by  the  Movement  of  Railway  Vehicles. 

TABLE  No.  7. 


rATKMEjrr  showing  the  Numbeb  of  Sbsvants  of  the  Companibs  and  of  Contraotobs  reported  to  the  Boabd  of  Tbade  as  having  been 
B^iLLKD  or  IKJUBBD  in  Accidents  to  Tbains,  and  by  the  Runkivq  of  Tbains  or  the  Movement  of  Railway  Yehicleb  during  the 
Three  Months  ending  Slst  March,  1902,  classified  aooording  to  the  Natube  of  the  Employment  and  Age  of  the  persons  injured,  and 
the  Natubb  of  the  Injubibb  ;  and  also  the  total  number  of  Persons  employed  in  each  Class  of  Service. 


Nature  of 
smplotment. 


1.  Bnkflsmen.        (Sw 
(i(H)dt  GuardsJy 

I  Qipstanmen  and  Cap- 
staulads:  (1)  Men 

(2)  Boys 
L  Ctjmi&a    and    Van- 
flrnards:  (1)  Men 
(2)  Boys 
L  Ctmage  Cleaners : 
(V\  Men 
(2)  Boys 

6.  Carriage  and  Wag- 

goo  Bzaminers. 
I.  Checkers:   (1)  Men 
(2)  Boys 

7.  Chockers,       Chain- 

boys,  and  Slippers : 

(1)  Men 

(2)  Boys 
{.Clerks:  (1)  Men  ... 

(2;  Boys  ... 

I.  Engine  Cleaners : 

(1)  Men...        -•• 

(2)  Bo^ 

0.  Bngixke  Drivers 

II,  Ftreinen  ...  ••• 
3.  Gttekeepers 

iS.  Greasers :    (1)  Men 

(2)  Boys 

U.  Guards  (Goods)  and 

Brakesmen. 
li  Guards,  Passenger 
II.  Horse  Drivers 
17.  Inspectors : 

(1)  Permanent-way 

(2)  Others ...         .•• 

II  Ubonrers:  (1)  Men 

(2)  Boys 
11  LampmenandLamp- 
lad9 :  (I)  Men    ... 
(2)  Boys  ... 
Ju.  Loaders  and  Sheeters 
i\.  Xechanios  :  (I)  Men 
(2)  Boys 
22.  Xe«9engers:  (I)  Men 
(2)Boys 
a  Number  Takers : 

(1)  Men...        ••• 

(2)  Boys 

U.  Permanent- way  Men 

%.  Pointsmen 

is.  Policemen 

i7.  Porters:  (1)  Men... 

(2)  Boys... 

i*i.  Shunters     

29.  Signal  Fitters   and 
Telegraph  Wiremen. 

30.  Signalmen 

91.  Signal  Box  Lads  ... 
^  Stfttion  Masters  ... 
W.  Ticket      CoUectors 

snd  Examiners. 

H  Watchmen 

56.  Tardsmen 

^-  M iaoellaneons : 

(1)  Adnlts 

(2)  Bojs 

Total  of  Bailwayi 
Servints.         < 

'7*  Contractors'       Ser- 
vants: (l)Men... 
(2)  Boys... 

Totalof  Contrac- 1 
tors'  Servants.  I 

TotalofBaUway 
uid  Contrae- 
igalSer^nts. 


Natubs  of  Injubibs. 


Fatal 


! 


2 
2 
4 


2 

... 
S 
5 
1 

••• 
... 
10 

•  •  • 

I 


1 
10 


Injuries  resulting 
in  loss  of 


Fractures  of 


Legs 
or 

Feet. 
2 


Arms 

or 
Hands. 


Fin- 
gers 
or 
Toes. 
4 


Skna 


Legs 

or 
.\nn8. 

6 


Ck>llar 
Bones 

or 
Bibs. 

7 


lOther 

Bones 
8 


Dis- 
loca- 
tiona 


9 


2 
2 
2 
3 


21 


12 
2 

14 
1 

1 


1 
5 


108 


110 


2 


... 
... 


a.. 
... 


... 
... 
... 
... 


2 

1 


1 
1 

•  • 

3 


•  •• 


18 


18 


•  •• 

•  •• 

•  •• 

•  •• 


1 
1 


•  •• 

•  •• 

•  •• 

•  •• 


4 

r 


22 


•  •• 


•  •• 

•  •• 


1 

2 
2 
1 


2 
2 


3 
3 


28 


... 
... 
... 

... 
... 


In- 
tomal 

In- 
juries. 

10 


Contusions 
of 


Head 

or 
Body. 

11 


•  •• 


1 


•••  « •• 


•  •• 


•  «• 


•  •• 

•  •• 

•  •• 


•  •• 

•  •• 


1 
1 


...     '        ••• 


4 

1 


4     12 


•  •• 


1 

3 
1 


Limbs 
12 


Scalds 

or 
Bums 


IS 


17 
8 

••• 
»•• 

•  •  • 

31 

6 
1 


6 
1 

•  •  • 

17 

•  •• 

16 
2 


2 


138 


3 


1 
1 


2 

5 

•  •• 

•  •• 

7 

2 

15 

25 

... 
1 
1 

73 

6 
11 


2 
6 


1 
1 


I 
3 
1 

•  • 

42 

2 

36 


268 


Sinrains 


... 
... 


... 
... 


... 
... 


7 
6 


19 


-I 


8 


23 


28 


4 


4     12 


139 


269 


19 


14 


Outs 

or 

Laoe- 


tions. 
15 


1 
1 
1 


13 


37 

H 
4 


2 
2 


3 

1 

35 


•  •• 

•  •• 


123 


123 


Shook 

to 
Sys- 
tem. 

16 


1 

•  • 

1 


•  •• 

•  •• 

•  •• 

•  •• 


8 
18 

•  •• 

1 

1 

26 


4 

1 

'  •  • 

9 

•  • 

7 
1 


4 
1 


9S 


95 


Mis- 
oella- 
neoufl 

In- 
juries. 

17 


Total 
In- 
jured. 


... 
... 
... 


2 
1 


1 

•  • 

1 


•  •• 

•  •• 


•  •• 


•  •• 

•  •• 


11 


11 


7 
2 


1 
1 


1 
3 
I 


5 

1 

20 

85 


I 
64 

4 

8 


24 
6 


6 

12 

5 


22 

4 
85 

110 
2 
3 
4 

244 

38 
26 


Number 

of  Persons 

Employed 

in 

1901. 


... 

3 
9 

... 

•  •• 

9 
26 

•  •• 

2 

... 
3 
2 

•  •• 

•  •• 

4 

1 

10 

9 

•  •• 

•  •  • 

•  ■  • 

•  •• 

1 

11 

.H 

•    • 

4 

2 

33 

6 

•  •• 

31 

•  •• 

40 

•  •• 

... 
117 

3 
147 

3 

8 

10 

•  •• 

•  •• 

•  •• 

2 
2 

•  •• 

3 

•  •• 

9 

4 

•  •• 

19 

1 

269 

1,019 

270 


1,052 
804 

16,819 
6,711 

6,084 

897 

3,454 

7,792 
179 


96 

640 

48,245 

13,565 

15,850 

3,993 

25,556 

84,083 

8,507 

964 

841 

15,708 

7,291 
2,272 

1,071 

5,701 

52,888 

899 

1,813 

472 

4,430 

70,922 

10,518 

652 

2,642 

828 

745 

66,621 

773 

1,998 

50,134 

5,142 

10,841 

8,843 

27,723 
2,079 
8,103 
3,642 

993 
1,717 

32,723 
2,828 

575,884 


1,023 


\nn 


D  8 
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NuMBBB  OF  Persons  Eillbd  or  Injured  on  Railway  Prbmisbs  otherwise 


TABLE  No.  8. 


SuHMART  Statement  of  the  Number  of  Passengers,  Servants  of  the  Companies  and 
Killed  or  Injured,  in  each  Division  of  the  United  Kingdom,  otherwise  than  in  Accidents 
Companies  in  the  Three  Months  ending  31st  MARCH  1902,  with  corresponding  figures  for  the 


a.  Whilst  a80«nding:  or  deeoending  steps  at  stations 

h.  By  being:  struck  by  barrows,  by  faUing  over 

packages,  &c.,  on  station  platforms. 
e.  From  faUing  off  platforms  on  to  the  ballast  ... 

d.  By  other  accidents  


Total  of  Passukobbs    ... 


8SBYAVT8  :— 

1 .  Whilst  loading,  unloading,  or  sheeting  waggons, 

trucks,  and  horse-boxes. 

2.  Whilst  moving  goods  and  luggage  in  stations 

or  sheds. 
8.  Whilst  working  at  cranes  or  capstans 

4.  By  the  faUing  of  waggon-doors,  lamps,  bales 

of  goods,  &c. 

5.  Whilst  attending  to  engines  at  rest      

6.  From  falling  off,  or  when  getting  on  or  off 

eng^es  or  vehicles  at  rrat. 

7.  From  falling  off,  or  when  getting  on  or  off 

platforms. 

8.  From  falling  off  ladders,  scaffolds,  9lo 

9.  By  stumbling  whilst  walking  on  the  line 

10.  By  being  trampled  on  or  kicked  by  horses 

whilst  engaged  in  railway  work. 

11.  From  being  struck  by  articles  thrown  from 

passing  trains. 

12.  From  the  falling  of  rails,  sleepers,  &c.,  when  at 

work  on  the  line. 
IS.  Otherwise  injured  when  at  work  «n  the  line 

or  in  sidings. 
14.  MiscellaneouR         


Total  op  Sebvants 


Otueb  Persons  :— 

On  business  at  stations  and  sidings 
Miscellaneous  ..•        ...        •••        ••• 

Total  of  Otubb  Pebsons 
Gband  '{'otal       


1902. 


England  and 
Waleb. 


Killed. 


1 
1 


Injured. 


I 
1 


2 


2 
2 


14 


80 
20 
29 
29 


158 


867 

155 

50 

1»7 

830 

246 

63 

66 

195 

14 

1 

183 

256 

515 


2,488 


78 
20 


98 


2,744 


Scotland. 


Killed. 


Injured. 


Ibeland. 


Killed. 


2 


1 


8 


2 


27 
8 
2 
5 
17 
17 
3 
6 
6 
1 


7 

6 

20 


125 


4 
4 


8 


187 


Injured. 


5 
2 

2 

1 

11 

3 


2 


5 

12 

2 


48 


2 


50 


*  Note.— The  term  "  Railway  Premises  **  includes  stations,  permanent-way,  ndings,  goods  yards,  and  all  other  premises 

warehousing  goods,  repairing  sheds, 


29 


THAN  IN  AOCIDBNTS  TO  TRAINS  OR  BY  THE  MOVJBMBNT  OF  RAILWAY  YbHIOLBS. 


TABLE  No.  8. 


of  CONTRAOTORS)  and  Othbr  PERSONS  reported  to  the  Board  op  Tradb  as  haying  been 
to  Trains  or  by  the  Movement  of  Railway  Vehicles,  on  the  Premises*  of  the  Railway 
United  Kingdom  for  March  Quarter  1901. 


1902. 

1901. 

Unitkd  Edtgdom. 

Ukitbd  KnroDOM. 

Killed. 

Injured. 

Killed. 

Injured. 

1 

... 
1 
1 

82 
20 
29 
31 

4 

<». 

... 

1 

76 
20 
26 
38 

PAflSENOBBS  :— 

a.  Whilst  ascending  or  descending  steps  at  stations. 

h.  By   being   struck   by  barrows,   by   falling    over 

packages,  &c.,  on  station  platforms. 
e.  From  falling  off  platforms  on  to  the  ballast. 

d.  By  other  aooidents. 

3 

162 

5 

160 

Total  of  Parrrnobbs. 

' 

2 

•  •• 
*.• 
..• 
... 

1 
.•• 

1 

I 

• 

••• 

... 

.•• 

2 

2 

399 
165 

54 
103 
858 
266 

66 

74 
204 

15 

1 

145 

274 

637 

3 

*•• 

1 

•  «• 

•  •• 

•  •• 

•  •• 

2 

■•* 

*•• 

•*• 

1 

•  a. 

2 

591 
143 

44 
153 
409 
220 

71 

88 
215 

15 

2 

144 

236 

420 

SSBY^NTS  :— 

1.  Whilst  loading,  unloading,  or  eheeting  waggons, 

trucks,  and  horse-boxes. 

2.  Whilst  moving  goods  and  luggage  in  stations  or 

sheds. 

3.  WlLiist  working  at  cranes  or  capstans. 

4.  By  the  falling  of  waggon-doors,  lamps,  bales  of 

goods,  &o. 

5.  Whilst  attending  to  engines  at  rest. 

6:  From  falling  off,  or  when  getting  on  or  off  en^rines 
or  vehicles  at  rest. 

7.  From  falling  off,  or  when  getting  on  or  off  plat- 

forms. 

8.  From  falling  off  ladders,  scaffolds,  &c. 

9.  By  stumbling  whilst  walking  on  the  line. 

10.  By  being  trampled  on  or  kicked  by  horses  whilst 

engaged  in  railway  work. 

11.  From  being  struck  by  articles  thrown  from  passing 

trains. 

12.  From  the  falling  of  rails,  sleepers,  to.,  when  at 

work  on  the  line.        , 

13.  Otherwise  injured  wheii  at  work  on  the  line  or  in 

sidings. 

14.  Miscellaneous. 

9 

2,661 

9 

2,751 

Total  of  Servants. 

2 
3 

84 
24 

5 

4 

76 
23 

Other  Pbrsokb  :^ 
On  business  at  stations  and  sidings. 
Misoellaneous. 

5 

108 

9 

99 

Total  of  other  PBRSOirs. 

17 

2,931 

2S 

3,010 

Grand  Total. 

used  lor  the  purpose  of  working  the  railway,  but  does  not  include  factories,  workshops,  buildings  used  exolusively  for 
sMles,  hotels,  and  other  similar  premises. 
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Servants  op  the  Companies  and  op  Contractors  Killed  or  Injured  othbrwisb 


TABLE  No.  9. 


NuaiBER  of  Servants  of  the  Companies  and  of  Contractors  reported  by  the  several  Railway 

otherwise  Uian  in  Accidents  to  Trains  or  by  the  Movbmbkt 


1 

2 

3 

4 

5 

6 

1 

7 

1 

Name  of  Ooxpant. 

Whilst  loading, 

unloading,  or 

sheeting 

Waggons. 

Whilst  moving 

Goods  and 

Luggage  in 

Btanons  or 

Sheds. 

Whilst  work- 
ing at  Cranes 
or  Capstans. 

By  the  falling 

of  Waggon 

Doors.  Lunpe, 

Bales  of 

Goods,  ^. 

Whilst 

attending  to 

Engines 

at  rest 

From  falling 

oft,  or  when 

gemgonor 

off  Bngines 

or  Vehicles 

at  rest. 

From  falling 

oft*  or  when 

setting  on  or 

off  Plaitf oraUb 

• 

KiUed. 

In- 
jured. 

KiUed. 

In- 
•Jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

ENGLAND  AND  WALKS. 

Alexandra  (Newport)  Dodc 

••• 

•  •• 

... 

• 
... 

... 

••• 

••• 

»•• 

... 

•  •• 

mmm 

•  •• 

ovLTty              ...          •>.           .*•          ..* 

8 

•  •• 

..• 

... 

•  •a 

»•• 

aaa 

•»• 

.aa 

•  •• 

a.a 

•  •• 

Cftmbriftii    ...        ...       ...        .»• 

.*• 

•  •• 

... 

1 

•  *• 

2 

„• 

.*• 

•  •m 

1 

aaa 

•  •• 

Central  London      

..• 

•  •• 

... 

•  •• 

•  •• 

a. a 

m»» 

•»• 

aaa 

»•» 

mmm 

•  •• 

Cheshire  Lines       

3 

•  •• 

... 

•  •• 

... 

a.. 

aaa 

»»• 

..a 

•  mm 

mmm 

•  •• 

City  and  Soath  London 

*•• 

•  •• 

*•• 

•  •• 

... 

.  .a 

aaa 

• 

a.. 

a. a 

mmm 

•  •• 

Cockermonth,  Keswick,  and  Pen- 
rith. 

*•• 

•  •• 

... 

•  •• 

... 

aaa 

•  •• 

»»» 

a. a 

aaa 

aaa 

•  •• 

1 

Fiimess       ...        *..        •••        ••• 

8 

... 

1 

... 

1 

*•• 

aaa 

... 

aaa 

aaa 

1 

a  aa 

••• 

Great  Central         ..         

11 

8 

... 

2 

... 

2 

aaa' 

1 

a.. 

5 

a  mm 

1 

Great  Eastern        

35 

12 

1 

1 

.*• 

4 

... 

20 

•  •• 

14 

aaa 

6 

Great  Northern      

12 

88 

...     1        8 

( 

... 

14 

... 

4 

... 

15 

•  a. 

3  ; 

Great  Western 

88 

a*. 

4 

1 

2 

... 

7 

... 

87 

aaa 

27 

•  aa 

11 

Hull,  Bamsley,  and  West  Ridinsr 
Junction. 

1 

•  •• 

...         ... 

t 

.*• 

»%• 

aaa 

1 

... 

•  •• 

.  .. 

1 

1 
1 

Lam  bourne  Valley 

•  •• 

•  •• 

1 
...     t     ... 

... 

... 

..a 

... 

..a 

•  •• 

... 

••• 

1 

Lancashire  and  Yorkshin.^ 

1 

60 

21 

...                o 

t 

... 

6 

»•• 

57 

a  .. 

28 

..a 

2; 

[ 

Iiancashire   and   Yorkshire    and 
London     and     North- Western 
Joint. 

Lancashire,  Derbyshire  and  East 
Coast. 

... 

1 

••• 

... 

•  •• 

... 
... 

1 

•  •• 

... 

8 

... 
... 

•  •• 

2 

•  •• 

•  •• 

... 
aaa 

•  •• 

1 

I 
1 

London  and  North- Western 

... 

99 

22 

...     j      10 

! 

•  a. 

?0 

»•» 

115 

I 

55 

aaa 

1 

1 

Loudon  and  North-Westem  and 
Great  Western  Joint. 

.■• 

4 

•  •• 

1 
...          ... 

1 

... 

aaa 

aaa 

•  •• 

•  »» 

1 

a.* 

4 
•                             < 

London  and  North-Westem  and 
Midland  Joint. 

... 

*•• 

... 

2 

...     {     ••• 

*•• 

aaa 

•  •• 

•  •• 

•  9» 

•  •• 

aaa 

•  •• 

London  and  South- Western 

... 

8 

8 

...              3 

... 

9 

... 

8 

... 

8 

•  mm 

'■  li 

f 
1 

1 

Loadon,    Brighton,    and    South 
Coast. 

1 

7 

•  •• 

... 

... ;   I 

1 

a.. 

2 

»•» 

4 

aaa 

8 

aaa 

'... 

' 

London,  Tilbury  and  Southend  ... 

•  •• 

•  •• 

1 

I 

..a 

•  •• 

•  99 

aaa 
1 

aaa 

1 

•  aa 

...  1 

t 

•  N 0TB.— The  term  "Railway  Premises 


"  includes  stations,  parmanent-way,  goods  yards,  tidings,  and  all  other  premises  us^  for  the 

sheds,  stables,  hotels,  m 
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THAN  IN  ACX5IDBNTS  TO  TRAINS  OR  BY  THE  MOVEMENT  OP  RAILWAY  VEHICLES. 


TABLE  No.  9. 


Ck>MPANiBS  to  the  Board  op  Trade  as  having  been  Killed  or  Injured  upon  their  Railway  Premises* 
of  Railway  Vehicles,  during  the  Three  Months  ending  31st  March  1902. 


i 

From  falling 

<^  Ladders, 

Sealfolds.Ac. 

9 

By  stumbling 

whilst 

walking  on 

the  Line. 

10 

By  being 

trampled  on 

or  kioKedby 

Hones  whilst 

engaged  in 
Railway  Work. 

11 

By  being 

strack  by 

Articles 

thrown  from 

passing  Trains. 

12 
By  the  faUing 

of  Bails, 
Sleepers,  <kc., 

when  at 

Work  on  the 

Line  or  in 

Sidings. 

13 

Otherwise 

Injured  when 

at  Work  on 

the  Line  or 

in  Sidings. 

14 

Miscel- 
laneous. 

Total. 

NAME  OF  COHPANT. 

KiUed. 

In- 
jured. 

Killed. 

In- 
Jnred. 

KiUed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

1 

1 

\ 

• 

ENGLAND  AND  WALES 

■ 

1 

! 
1 

.  •• 

a  .a 

a. a 

•  •• 

•  •• 

•  •• 

1 
... 

aaa 

aaa 

1 

•  •• 

1 

Alexandra       (Newport) 
Dock. 

.•«     1     ••• 

*•« 

1 

»»• 

•  «• 

•  •• 

1 

1 

1     ... 

1 

1 

2 

aaa 

2 

•  •  • 

9 

Barrya 

«.•           ..• 

«•• 

aaa 

•  .a 

•  •• 

•  •• 

•  •  • 

1 
i 

•  •• 

I 

1 

»*• 

2 

•  •• 

7 

Cambriana 

• 

1 

.*• 

1 

a  •« 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

... 

•  •• 

•  •• 

1 

Central  London. 

•••      1      ••• 

••« 

•  •  • 

»»• 

•  •• 

•  •  • 

1 

t 

•  •• 

•  •• 

.  .a 

1 

•  •• 

O 

Cheshire  Lines. 

1 

1 

•  a. 

•  •• 

aaa 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

1 

»»» 

1 

1 

City  and  South  London. 

* 

' 

1 
1 

•  •• 

•  •• 

»• 

•  •  • 

•  •• 

•  •• 

•  •• 

1 

•  •• 

... 

1 

•  •  • 

1 

Cookermonth,     Keswiclr, 
and  Penrith. 

•••           ••■ 

a*. 

1 

... 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

••• 

2 

•  •  • 

8 

Fnmesfia 

4 

1 

«•. 

4 

1 

•  •• 

•  •• 

1 

••• 

2 

•  •  • 

8 

•  •• 

50 

Great  Central. 

••. 

3 

•  •• 

18 

2 

•  •• 

•  •• 

13 

... 

38 

•  «• 

49 

•  •« 

215 

Great  Eastern. 

*•■ 

1 

•  •a 

8 

»•» 

•  •• 

•  •• 

9 

1 

11 

1 

54 

1 

172 

Great  Northern. 

1 
...     '       10 

1 

•  •a 

17 

« 

•  •• 

•  •  • 

17 

1 

•  •• 

30 

•  •  • 

46 

•  •• 

246 

Great  Western. 

. .. 

... 

•  •a 

•  •• 

•  •m 

•  •• 

j 

..a                       .aa 

1 

1 

•  •  • 

... 

•  •• 

•  •• 

•  •• 

2 

Hnll,  Bamsley,  and  West 
RidinK  Junction. 

•.•          .*• 

m»» 

•  •• 

aa. 

•  •• 

.  aa 

•  •• 

•  •  • 

1 

•  •• 

•  •• 

•  •• 

1 

Lambonme  Valley. 

1 

6 

•  •a 

10 

•  •m 

•  •• 

... 

3 

1     — 

8 

•  •« 

88 

1 

287 

Lanoashire    and     York- 
shire. 

; 

1 

■••          ••• 

1 

•  «. 
a*. 

•  •• 

•  •• 

•  aa 
aa. 

•  •• 

•  •  • 

... 
.  .a 

•  •• 

... 

1 
... 

i 

•  •  • 

•  •• 

I 

•  •  • 

•  •• 

... 
... 

•  •  • 

•  •• 

6 
4 

i 

Lancashire  and  Yorkshi  ro 
1      and  London  and  North  • 

Western  Jointa 
'  Lancashire,     Derbyshire 
1      and  Bast  Coast. 

...      '       15 

•  •m 

51 

aaa 

•  a. 

•  •  • 

... 

39 

•  •• 

1 

76 

• 
•  •• 

124 

1 

639 

London      and      North- 
western. 

*•• 
••• 

••• 

... 
8 

a*, 
aa. 
... 

3 

1 
5 

^ 

... 

•  •  • 

•  •• 

•  •• 

... 
.a. 

5 

•  •  • 

3 

•  •• 
t 

aaa 

5 

•  •• 

10 

•  •• 

•  •• 

•  •• 

4 

1 
12 

•  •• 

•  •• 

•  •• 

24 
4 

78 

London      and       North- 
western    and     Greot 
'      Western  Joint. 
:  London      and      North- 
western and  Midland 
Joint. 
London      and       Sonth- 
Westem. 

1 

1 

... 

1 

aa. 

... 

1 

... 

3 

1           ••• 

2 

»•• 

2 

2 

27 

London,    Brighton,   and 
South  Coast. 

... 

••• 

... 

9»» 

aa. 

aaa 

1 

t 

a. a 
1 

•  •  • 

•  •• 

1 

•  •  » 

3 

London,     Tilbury     and 
Southend. 

pnrpoie  of  working  the  railway,  but  does  not  include  factories,  workshops,  buildings  used  exclusiTely  for  warehousing  goods,  repairing 
utiier  frfy"^!*^  prenuses. 
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Servants  of  thb  Companies  and  of  Contraotobs  Killed  or  Injured  otherwise 


TABLE  No.  9—c(mtintied. 


Number  of  Servants  of  the  Companies  and  of  Contractors  reported  by  the  several  Bailwat 

otherwise  than  in  ACCIDENTS  to  TRAINS  or  by  the  MOVEMENT 


1 

8 

8 

4 

5 

0 

7 

Namb  op  Oohpant 

Whilst  loading, 

UDloadlog,  or 

sheeting 

Waggons. 

Whilst  moving 

Goods  and 

Luggage  in 

Stations  or 

Sheds. 

Whilst  work- 
ing at  Cranes 
or  Capstans. 

By  the  falling 

of  Waffgon 
Door^  Lamps, 

Goods,  AOa 

Whilst 

attending  to 

Engines 

at  rest 

From  falling 

off,  or  when 

getting  on  or 

off  Engines 

or  Vehicles 

at  rest 

From  falling 
off,  or  when 
getting  on  or 
off  Platf  onnii. 

KUled- 

In- 
jured. 

Killed. 

In- 
Jored. 

Killed. 

In- 

Jnred. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

Enof^kd  and  Walks— c<m^ 

I 

Mersej         

••• 

•  •• 

■■■ 

•  •• 

aaa 

••• 

•  •m 

»»» 

••• 

■•• 

•  •• 

•  •• 

..a 

aaa 

MetropolitaD          

••• 

•  •» 

••• 

•  •• 

•  »m 

»•• 

aaa 

•  •m 

aaa 

«•• 

•  •• 

•  •• 

aaa 

2 

Metropolitan  and  Great  Western 
Joint. 

••* 

•  •• 

••• 

•  •• 

aaa 

•  »m 

•  •• 

aaa 

aaa 

••• 

aaa 

•  •• 

aaa 

•  •• 

Metropolitan  District       

••• 

•  •• 

■•■ 

1 

•  •• 

1 

•  •• 

•  aa 

aaa 

•  a. 

aaa 

»•• 

»»m 

•  •• 

Midland       

•■* 

43 

■•• 

28 

aaa 

10 

•  •• 

17 

m»m 

32 

a  aa 

48 

•  •• 

12 

Midland    and    Great    Northern 
Joint. 

••• 

5 

■•■ 

•  •• 

»»• 

•  •• 

•  »m 

1 

aaa 

2 

•  •■ 

1 

•  •• 

•  •• 

Midland  and  Great  Western  Joint 

••• 

•■• 

•.• 

1 

aaa 

•  •• 

m»» 

1 

•  •  . 

•  •• 

•  •• 

aaa 

•  •• 

••• 

Midland     and     Lancashire    and 
Yorkshire  Joint. 

••• 

1 

. .« 

•  •• 

•  •. 

•  •• 

•  •t 

m»» 

•  a. 

•  •• 

•  aa 

aaa 

•  •a 

•  •• 

Neath  and  Brecon 

•.* 

•  •• 

■■• 

•»• 

•  «a 

•  •• 

aaa 

•  a* 

.*• 

•  •• 

.  .a 

1 

a*a 

•  •• 

Normanton  Joint  Station 

••• 

•  •• 

•  a. 

•  •• 

•  •a 

•  •• 

•  •• 

aaa 

9»» 

•  •• 

aa^ 

1 

•  aa 

•  •• 

North-Eastem        

••• 

18 

.  •• 

9 

aa  < 

8 

•  •m 

6 

•  •a 

25 

aaa 

24 

a*« 

4 

North-Eastem  and  London   and 
North- Western  Joint. 

■•• 

... 

•  •• 

•  aa 

•  »* 

aaa 

mm0 

1 

m»9 

••• 

m»» 

aaa 

•  •• 

•  •• 

North  London        

••• 

•*• 

•  •• 

1 

... 

aaa 

aaa 

aaa 

•  •• 

••• 

aa* 

2 

•  •• 

2 

North  Staffordshire          

••■ 

2 

•  •• 

aaa 

aaa 

•  aa 

»»m 

»•» 

•  aa 

••• 

•  •a 

2 

•  •• 

a.. 

Nottingham  Joint  Station 

••« 

1 

.  ■■ 

a  aa 

•  •• 

•  ■a 

aaa 

a  .a 

a«« 

••• 

»»» 

•  a* 

•  •• 

afa 

Oldham,  Ashton-nnder-Ljne,  and 
Guide  Bridge  Jnncdon. 

*■• 

8 

•  •• 

»»• 

•  aa 

aaa 

aaa 

aaa 

aaa 

••• 

aaa 

*•• 

•  •• 

k  •« 

Otley  and  Ilkley  Joint     

■•• 

... 

a*. 

1 

•  aa 

•  •a 

»•» 

•  aa 

•  mm 

•.. 

aaa 

•  •• 

•  aa 

... 

Rhondda  and  Swansea  Bay 

■•• 

••■ 

•  a* 

aaa 

•  a* 

aaa 

»»• 

aaa 

»»• 

••• 

•  •a 

»»» 

•  •• 

aaa 

Severn  and  Wye  Joint      

.  •* 

•*• 

•  a* 

.aa 

•  •• 

•  a. 

»»» 

aaa 

•  a. 

1 

»•» 

•  a* 

•  •• 

».. 

Sheffield  and  Midland  Joint 

.«• 

1 

•  •t 

.a. 

•  •a 

aaa 

•  aa 

aaa 

•  ■• 

aaa 

•  aa 

•  •a 

•  •• 

»•• 

Somerset  and  Dorset  Joint 

••• 

1 

•  a* 

»»» 

m»* 

mu» 

aaa 

aaa 

aaa 

1 

•  •• 

aa  . 

•  •• 

a.. 

Son  til -Eastern  and  Chatham 

••• 

6 

a.a 

1 

aaa 

2 

aaa 

•  •• 

aaa 

6 

•  •• 

5 

•  •• 

4 

Stalybridge  Joint  Station 

... 

. ». 

.aa 

aaa 

a. a 

1 

•  •a 

m»» 

•  •• 

•  •• 

aaa 

••• 

•  •• 

... 

*  Note.— The  term  "  Railway  Premises  "  inclndee  stations,  permanent-way,  goods  yards,  sidings,  and  all  other  pemisee  used  for  ths 

sheds,  fltablee,  hotels,  and 


33 
THAN  IN  Accidents  to  Trains  or  by  thb  Movbmbnt  op  Railway  Vehicles. 


TABLE  No.  9— continued. 


Companies  t)  the  Board  op  Trade  as  having  been  Killed  or  Injured  upon  their  Railway  Premises* 
of  Railway  Vehicles,  during  the  Three  Months  ending  31st  March  1902. 


F:.m  falling  i^^'iSf^t""^ 
the  Line. 


&•  iff  olds,  Ac, 


10 

By  being 
I  trampled  on 
or  kicked  by 
I  Hones  whilst 
I    engaged  in 
I  Railway  Work. 


Killed. 


^"^  jiS^. 


8 


11 

By  being 

struck  by 

Articles 

thrown  from 

parsing  Trains. 


Killed,  ^^^;^    KiUed.  ^^^"-^^ 


31 
1 


27 


•> 


6 


12  13 

By  the  falling  | 

Sl^iSji^c    '  Otherwise 

\-Vo?[n^*l  the^Li^Vo? 


14 


Miscel- 
laneons. 


KiUed.l  ,}?Z*     KiUed.  ,.}?Z,     KiUed.  i  Jii: 


jured. 


Jured. 


8 


Jured. 


Total. 


J^i"e<i-I  A. 


Namb  op  Company. 


•  •  • 

•  •  • 

•  •  • 

•  •  • 

... 

... 

•  a* 

•  a  ■ 

•  ■  ■ 

•  •  • 

1 

•  •  • 

•  •• 

•  • 

2 

•  • 

... 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  ■  • 

1 

«  •  • 

•  ■  • 

•  •  • 

1 

•  •  • 

1 

■  •  • 

•  •  • 

•  mm 

•  •• 

•  •  • 

12 

•  •  • 

M 

•  •  • 

l»2 

•  •  a 

•  •  ■ 

•  ■  • 

1 

... 

•  •  • 

•  •• 
• 

2 

a  a  • 

•  •  ■ 

•  •« 

•  •  • 

... 

•  •  • 

•  •• 

8 

•  •• 

•  •  • 

•  •  ■ 

•  •  • 

•  •  • 

•  •• 

•  •  • 

1 

a  •  a 

•  •  • 

•  •• 

... 

... 

•  •■ 

•  •• 

•  •• 

a  •  a 

•  •  • 

■  ■ 

•  •• 

•  •• 

•  •• 

•  •  • 

2 

a  a  a 

•  •« 

•  •  • 

15 

•  •• 

26 

•  •  • 

43 

•  «  • 

•  •• 

•  •• 

... 

... 

•  •• 

»•• 

•  «  • 

mm* 

•  •• 

•  •  • 

1 

•  ■  • 

2 

■  •  • 

1 

a  a  a 

•  •  ■ 

... 

•  •  • 

•  •  • 

2 

■  • 

(> 

a  •  a 

•  •  • 

•  *. 

a  •« 

•  •  • 

•  ■ 

a  •  • 

1 

a  a  a 

•  •  • 

... 

•  ■  ■ 

•  •  • 

... 

•  •  • 

a  •  • 

a  a  • 

•  ■  • 

•  •  • 

•  ■  ■ 

•  •• 

■  ■  • 

■  • 

1 

■  a  • 

... 

•  «  • 

•  «  • 

•  ■ 

1 

■  V  • 

•  •  ■ 

a  a  a 

•  •  • 

•  •• 

•  •  • 

... 

■  •• 

•  •• 

•  •  • 

*  a  • 

•  «  • 

•  •  • 

1 

... 

•  •• 

•  •• 

•   • 

•  •  m 

•  •  • 

... 

1 

1 

... 

2 

■  •  • 

1 

•  •  a 

•  •  • 

1 

1 

1 

1 

... 

2 

•  •• 

\) 

•  •  • 

•  •• 

•  ■  • 

... 

•  ■  • 

•  • 

*  «  ■ 

•  •  a 

8 


367 


13 


6 


Enoland  and  Walks- 
ront. 

Mersey. 


Metropolitan. 


Metropolitan  and    Great 
Western  Joint. 

Metropolitan  Di:<trict. 


Midland. 


Midland       and       Great 
Northern  Joint. 

Midland      and       Great 
Western  Joint. 

Midland  and  Lancashire 
and  Yorkshire  Joint. 

Neath  and  Brecon. 


Normanton  Joint  Station. 


205     North-Eastem. 


1  <  North    -    Eastern      and 
London     and     North- 
western Joint. 
1 1      North  London. 


13     North  Staffordshire. 


3 


Nottingham    Joint    Sta 
tion. 


2  I  Oldham,  Ashton-undez- 
Lyne,  and  Gaide  Bridge 
Junction. 

2  I  Otlej  and  I  Ik  ley  Joint. 


1     Rhondda    and    Swansea 
Bay. 

t 

1     Severn  and  Wye  Joint. 


2  '  Sheffield     and     Midland' 
Joint. 

8     Somerset     and      Dorset 
!      Joint. 

I 

43  I  Suuth-Eastern  and  Chat- 
ham. 


1 


Staly  bridge  Joint  Station. 


pmrpose  of  working  the  nalwnj,  but  doer  not  indnde  factories,  workshops,  bnlldings  used  c-xolusi^.-elr  foi  warehonsinjr  «roodi,  reoairinir 
other  lunihir  promises.  ^ 

F 


11954 
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Servants  op  the  Compaj5:ibs  and  op  Contractobs  Killed  or  Injured  otherwise 


TABLE  No.  9— continued. 


Number  of  Servants  of  the  Companies  and  of  Contractors  reported  by  the  several  Railway 

otherwise  than  in  ACCIDENTS  to  TRAINS  or  by  the  Movement 


1 

2 

3 

4 

5 

6 

•7 

NAME  OF  COKPAKT. 

Whilst  loading, 

unloading,  or 

sheeting 

Waggons. 

Whilst  moving 

Goods  and 

Lnggage  in . 

Stations  or 

Sheds. 

Whilst  work- 
ing at  Cranes 
or  Capstans. 

fiy  the  falling 
of  Waggon 

Doors.  Lamps, 

Bales  of 

Goods,  Ac. 

Whilst 

attending  to 

Engines 

at  re6t. 

From  falling 

off,  or  when 

getting  on  or 

off  Engines 

or  Vehicles 

at  rest. 

From  falling 

off,  or  when 

gettine  on  or 

off  Platforms. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

KUled. 

In- 
jured. 

Killed 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jnred. 

^ 

England  and  Wales — oowt. 

^ Au    V ftic       •■•            ••■           ••■           ••• 

«»• 

4 

•  •• 

1 

•  •  • 

«  *• 

■  •• 

2 

•  •• 

16 

a  a  a 

7 

aaa 

1 

Waterloo  and  City 

•  •  • 

•  •• 

•  •« 

•  •• 

•  •• 

•  •  • 

•  •• 

... 

•  •• 

a  •  ■ 

•  a  a 

•  •a 

•  aa 

•  •• 

W«et  London  Extension  Joint    ... 

•  •• 

•  •• 

•  ■• 

■  •  • 

•  •  • 

•  •• 

•  •• 

... 

•  •• 

•  aa 

•  •• 

•  •• 

«aa 

aaa 

Wrexham,    Mold,   and    Oonnah*s 
Qnay. 

•  •  • 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •  • 

•  •• 

•  •• 

... 

•  •• 

a  aa 

330 

aaa 

1 

•  •a 

••a 

63 

Total,  England  and  Wales 

3 

867 

•  •  • 

155 

50 

•  •• 

97 

•  •• 

1 

246 

•  aa 

SCOTLAND. 

» 

<?aledonian 

... 

14 

•  •• 

4 

•  •• 

•  •• 

«•• 

2 

•  •• 

9 

•  aa 

9 

aaa 

2 

Dumbarton  and  Ballooh  Joint   ... 

... 

•  •• 

•  «• 

1 

•  •• 

•  •• 

•  •• 

1 

•  •• 

a  a  a 

aaa 

aaa 

aaa 

«  •• 

Glasgow  and  Paialej  Joint 

... 

1 

•  •• 

•  •• 

•  •• 

^•* 

•  •• 

... 

•  •• 

•  •• 

aaa 

•  •• 

a  a  • 

aaa 

•Glaeifow  and  Sooth- Western 

... 

8 

•  •• 

■  •• 

•  •• 

•  •• 

•  *• 

... 

•  ■• 

a  aa 

a  •  a 

aaa 

m  *  • 

aaa 

Great  North  of  Sootland 

... 

• .. 

•  •• 

■  •• 

•  •• 

•  •• 

■  •• 

... 

•  •  • 

a  a  a 

a  •  • 

•  •• 

m  ^» 

aaa 

Highland     ... 

... 

1 

•  •• 

•  •  ■ 

•  •• 

•  •• 

•  •• 

... 

«•• 

1 

aaa 

1 

•  •• 

•  aa 

.North  British        

... 

8 

•  •• 

3 

•  •• 

2 

•  •• 

2 

•  ■  « 

7 

aaa 

7 

aaa 

1 

1 

Total,  Scotland 

... 

27 

•  •• 

8 

•  •• 

2 

*  •• 

5 

•  •  ■ 

17 

aaa 

17 

aaa 

3 

IRELAND. 

1 

Belfast  and  Oonntj  Down 

... 

•  •• 

•  •  • 

•  •• 

1 

• ••                    ••• 

•  ■  • 

•  •• 

••• 

•  a  a 

a  aa                           aaa 

a«a 

•  •• 

Belfast  and  Northern  Connties  ... 

...     I           4 

•  •* 

1 

•  •• 

2 

•  •  • 

•  •  • 

... 

6 

2 

•  mm 

■  aa 

Cork,  Bandon,  and  Sonth  Coast ... 

...                      ... 

•  •• 

... 

\ 

•  V*                                          •  •  ■ 

■  •  • 

•  •• 

•  •• 

a  ■  « 

•  ••                      aaa 

•  •a 

mmm 

Dublin,  Wioklow  and  Wexford  ... 

1 
...                      «•■ 

•  •• 

... 

•  •  ■                         ■  ■  • 
1 

■  •• 

•  •  • 

•  •» 

1 

a  •  a                           aaa 

aaa 

«aa 

Great  Northern     

...         \             ... 

1 

■  •• 

... 

•  •• 

■  • 

■  •■ 

■  • 

•  •  • 

2 

aaa                       mmm 

•  •• 

•  •• 

Great  Southern  and  Western     ... 

...     '           I 

■  •• 

... 

1 

• ••                     ••• 

•  •• 

1 

•  •  ■ 

2 

aaa                        aaa 

aaa 

asa 

Midland  Great  Western 

•••                                            ••• 

•  •• 

1 

•  •• 

■  •• 

•  •• 

•  •• 

•  •  • 

•  aa 

1 

•  mm 

aaa 

Total,  Ireland      

( 

•••                 6 

1 

•  •• 

2 

•  a* 

2 

•  •• 

1 

•  •• 

11 

1 

...                   o 

•  •• 

aaa 

■ 

Total,  United  Kingdom... 

2 

399 

•  •• 

165 

•  •  • 

54 

...      103 

•  aa 

1  358  :      1 

266 

aaa 

66 

*  Note.— The  term  "Railway  Premises"  includes  stations,  permanent-waj,  goods  yards,  sidinffs,  aad  all  other  premises  used  lor  the 

sheds,  stahles,  hotels,  and 
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THAN  IN  4k^CCIDBNTS  TO  TRAINS  OR  BY  THE   MOVBMKNT  OP   RAILWAY  VBHICLBS. 


TABLE  No.  %— continued. 


Companies  to  the  Board  op  Trade  as  having  been  Killed  or  Injured  upon  their  Railway  Premises* 
of  Railway  Vehicles,  during  the  Three  Months  ending  31st  March  1902. 


8 

From  falling 
off  Ladders, 
Scaffolds«<kc. 

9 

1 

By  stumbling 

whilst 

walking  on 

the  Line. 

10 

By  being 

trampled  on 

and  kicked  by 

Horses  whilst 

engaged  in 
Railway  Work. 

11 

By  being 

struck  by 

Articles 

thrown  from 

passing  Trains. 

33 
By  the  falling 

of  Rails. 
Sleepers,  «xc., 

when  at 

Work  on  the 

Line  or  in 

Sidings. 

13 

Otherwise 
Injured  when 
at  work  on 
the  Line  or 
in  Sidings. 

14 

Miscel- 
laneous. 

Total. 

Name  of  Compant. 

1 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

1 

•  •• 
■  •• 

•  •■ 
*•• 

1 

•  •• 

•  ■  • 

•  ■  ■ 

•  •  • 

•  •• 

•  •  • 

•  •  • 

•  •  • 

1 

■  •  • 

1 

•  •  ■ 

t 
I 

■  «  • 
•  •  • 

1 

■  •  • 

...     1 

■  •  ■ 

•  •  • 

•  •• 

■  •  • 

•  •  • 

•  •  • 

•  •  ft 
... 

ft  •• 
ft  •• 

•  •  • 

•  ft  • 

■  «■ 

•  •• 

•  ft  ft 
ft  ft  « 

4 

ft  ft  • 
•  •  • 

ft  ft  • 

•  ft  ft 

•  •» 

ft  •• 

2 

•  •• 

•  ft  • 

•  ft  • 

256 

ftft* 
■  aft 
a  ft  ft 
ft  ftft 

5 
2 

ft  •• 

•  ft  ft 

ft  •  ft 

•  •• 
ft  •• 

ft  ftft 

42 
2 

1 
1 

Taflf  Vale. 
Waterloo  and  City. 

West  London  Extension 

Joint. 
Wrexham,     Mold,     and 

Connah's  Quay. 

66 

1 

195 

... 

14 

•  •• 

1 

•  •• 

133 

•  ftft 

2 

515 

7 

2,488 

(  Total,  England  akd 
1     Wales. 

• ». 
•«. 

... 
... 
..• 

... 
... 

3 

•  •• 

•  •• 

1 

•  •• 

•  •  • 

2 

•  •• 

•  «  • 

•  •• 

•  •  • 

•  •  • 

•  •  ft 

3 

... 
... 
•*. 
. .. 
... 
3 

•  •  • 

•  •  • 

•  •  • 

•  *• 

•  •• 
«•• 

•  *• 

1 

•  •  • 

•  •• 

■  •• 

■  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •  • 

•  ■• 

•  •• 

•  «  • 

•  •• 

•  ■• 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 
ft  •  • 

•  •• 

•  •• 

2 

ft  •• 

•  •» 

ft  ft  • 

•  ft  ft 

•  •• 

5 

•  »• 

•  •• 

•  •• 

I 

ft  ft  ft 
»•• 

1 

2 

ftft* 
ft  •• 

•  •r 

•  •• 

1 

3 

ft 

9 

ft  •  • 

1 

•  a* 

1 

.a. 

9 

•  •» 

•  ft  • 

•  •• 

1 

ftft* 

•  •• 

1 

60 
2 
2 

4 

1 

4 

52 

SCOTLAND. 

Caledonian. 

Dumbarton  and  Ballooh 
Joint. 

Glasgow  and  Paisley 
Joint. 

Glasgow  and  South- 
western. 

Great  North  of  Scotland. 

Highland. 
North  British. 

••• 

6 

•  •• 

6 

•  •• 

1 

•  •• 

ft  •• 

•  •• 

7 

2 

6 

•  ft  • 

20 

2 

125 

Total.  Scotland. 

•  a. 

•  . 

•  a. 

•  a* 
a., 
a.. 

a. 

•  •  • 

1 

•  •• 
■  •• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •  • 

•  •  • 

1 

1 
1 

•  •• 

•  •• 

•  •• 

1 
... 

1 
1 

•  •• 

•  •• 

•  ■  • 

1 

•  •  • 

■  •  • 

•  *• 

1       ... 

... 

... 
... 
... 
... 

... 
... 

•  •• 

•  •• 

•  •• 

•  •9 

•  •• 

•  *• 
a  •• 

•  •• 
ft  ft  • 
ft  •• 

•  ft« 

•  •• 

•  «  • 

ft  •• 
1 

... 

•  •• 
ft  •» 

•  •  • 

t     — 

1 

1 

1     ... 

... 
2 

ft  •• 
ft  •• 

•  ft  • 

2 
1 

•  ft  • 

•  •• 
«•• 

•  •• 
ft  •• 

ft  ft  # 

•  •■ 

ft  ft  ft 

4 

1 

■  ft  ft 
•  •• 

7 

ft  ft  • 

ft  •  ft 

•  *• 

1 
... 
... 

1 

•  ft  • 

.  a  . 

1 
23 
2 
1 
2 
16 
3 

IRELAND. 

Belfast  and  County  Down. 

Belfast    and     Northern 

Counties. 
Cork,  Bandon,  and  South 

Coast. 
Dublin,     Wicklow    and 

Wexford. 
Great  Northern. 

Great      Southern      and 

Western. 
Midland  Great  Western. 

... 

3 

•  •• 

3 

•  •• 

1 

... 

•  •• 

1 

1 

1 

ft ••                    ft •  • 

1 

5 

•  •• 

12 

2 

1 

48 

Total.  iREL.iNo. 

1 

74 

1 

204 

«•• 

15 

•  •* 

1 

■  •• 

145 

2 

274 

2 

637 

9 

2,661 

(  Total,  United  Eing- 

(     DOM. 

purpose  of  working  the  railway^  bat  does  not  include  factories,  workskope,  buildings  used  exclusively  for  warehousing  goods,  repairing 
other  similar  premlsas. 


11954 


£2 
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Nature  op  Ordinary  Employment  op  Servants  of  the  Companies  and  op  Contractors  Killed  or 
Injured  otherwise  than  in  Accidents  to  Trains  or  by  the  Movement  op  Railway  Vehiclbb. 


TABLE  No.  10. 


Statkmk.nt  showing  the  number  of  Servants  of  the  Compai^ies  and  of  Oontkactoks  reported  to  the  Board  of  Trade  as  having  been 
Killed  or  Injured  otherwise  than  in  Acoidents  to  Trains  or  by  the  Movement  of  Railway  Vehicles  during  the  Three 
Months  ending  31st  March,  1902,  classified  according  to  the  Nature  of  the  Employment  and  AoE  of  the  Persons  injured  and  the 
Nature  ot  the  Injuries  ;  and  also  the  total  number  of  Persons  employed  in  each  Class  of  Service. 


NATURE  OF  Injuries. 

1 

No.  of 

Nature  of 

Kutal. 

Injn 
Legs 

ries  resulting  '               i?.«rt*r.,««f 
in  loss  of                         Fracture  of 

Dis- 
loca- 

• 

In- 
ternal 
In- 

Contusions 
of 

Scalds 
or 

Sprains. 

Cuts 
or 

Lace- 
ra- 

Shock 
;    to 

;  Sys- 

1 

Mis- 
cella- 
neous 
In- 

Total 
In- 
jured. 

PersoQi 

employed 

EMPLOV-MKNT. 

Anns 

Fin-  ,             1  -   ^ 
_-_Q                  Legs 

Collar- 
bones 

Othei 

Head 

in 
1901. 

< 

or 

or 

^^J^  '  Skulls.'    or 

tions. 

juries 

or 

Limbs. 

Burns. 

tions. 

tem. 

juries. 

Feet. 

Hands 

Toes. ;             ^""'*- 

or 
ribs. 

Bonea 

» 

Body 

1 

!_._ 

2. 

3. 

4.           5.      :     6. 

7. 

8. 

e. 

10. 

_11. 

12. 

1.3. 

14. 

15. 

16. 

17. 

1.  Brakesmen.     i^Sff 

1 
1 

t 

Ooinh  (lUnrdu!) 

2.  Ca}>8tan-men   and 

Capstan-lads:  (1)  Men 

■  «  • 

•  -  • 

a  •  • 

■  •  • 

aaa 

aaa 

aaa 

9  m9 

aaa 

•  a  a 

aaa 

... 

... 

aaa 

aaa 

aaa 

2 

2 

1,052 

(2)  BoyB 

•  •  • 

•  ■  • 

•  •• 

a  a  a 

aaa 

aaa 

aaa 

•  •  • 

aaa 

... 

a  a  • 

... 

... 

aaa 

aaa 

aaa 

aaa 

aaa 

»)4 

3.  Carmen  :.nd  Van- 

giiardp :  (1)  Men 

■  •  • 

1 

•  •• 

a  a  a 

9    9% 

3 

aaa 

aaa 

2 

2 

9 

31 

1 

... 

15 

8 

aaa 

18 

89 

I6,8l!» 

(2)  Boys 

1 

•  ■  • 

a  •  • 

■  a  a 

aaa 

1 

•  •* 

a  a  • 

aaa 

1 

2 

12 

... 

4 

5 

1 

11 

37 

6,711 

4.  Carriage-cleanors: 

(1)  Men 

1 

•  •  • 

a  ■  a 

a  a  a 

aaa 

1 

aaa 

aaa 

1 

5 

4 

1 

i) 

4 

1 

11 

33 

5,0!^4 

(2)  Boys 

•  •  • 

«  •  • 

•  •  a 

a  a  a 

aaa 

aaa 

aaa 

aaa 

aaa 

a  ■  • 

aaa 

1 

1 

■  aa 

1 

aaa 

1 

4 

297 

"».  Carriage  nnd  wag- 

• •  • 

■  ■  • 

•  •  ■ 

a  a  a 

aaa 

1 

aaa 

aaa 

aaa 

1 

I 

4 

aaa 

3 

... 

... 

4 

14 

3,454 

gon  exaniineis. 

1 

fi.  Clicckers:  (l)Men 

•  •  • 

■  ■  • 

a  •  a 

•  a  a 

aaa 

1 

aaa 

2 

1 

4 

10 

aaa 

9 

5 

I 

20 

53 

7,792 

(2)  Boys 

•  •  • 

■  •  • 

w  m  • 

a  a  a 

aaa 

9  w        I              aaa 

aaa 

aaa 

aaa 

aaa 

aaa 

aaa 

aaa 

aaa 

a       • 

aaa 

a  •  a 

178 

7.  Chockerf*.    Chain- 

1 

■ 

boy?,     and     Slip. 

i 

pers  :  (1)  Men   ... 

•  •  • 

... 

a  •  • 

a  «  • 

aaa                              aaa,              •• 

aaa 

aaa 

aaa 

aaa 

aaa 

aaa 

aaa 

-       1 

aaa 

•  •  a 

1 

% 

(2)  Boys  ... 

•  •  • 

•  a  • 

a  •  • 

9  m  a 

aaa                              vaa                        aaa 

aaa 

aaa 

•  a  a 

aaa 

aaa 

I 

aaa 

aaa 

aaa 

aaa 

1 

64ci 

8.  Clerks:  (1)  Men 

•  •  • 

•  a  • 

•  •  • 

■  a  a 

1 

aaa                              aaa                        aaa 

aaa 

aaa 

aaa 

aaa 

aaa 

1 

6 

aaa 

aaa 

4 

II 

48.245 

(2)  Boys 

■  <■  m 

•  •  > 

«  a  ■ 

a  a  a 

2    1 

aaa                                    ar                       aaa 

•  at 

aaa 

aaa 

1 

aaa 

•    9  • 

1 

aaa 

aaa 

•  a  a 

4 

13,565 

9.  Engine  cleaners  : 

i 

(n  Men 

•  •• 

■  •  ■ 

a  •• 

a  a  a 

1          « 

...                    X     i        ... 

aaa 

1 

2 

5 

26 

6 

15 

14 

aa. 

26 

96 

15.250 

(2)  Boys 

•  •  • 

•  ■  ■ 

•  •  m 

1 

m  9  •                          m  »  9                                ■•• 

aaa 

aaa 

aaa 

1 

2 

'2 

2' 

1 

5 

aaa 

8 

21 

3,993 

10.  Enirine-drivers  ... 

•  ■  ■ 

•  >  ■ 

•  •  • 

a  a  a 

... 

3 

6 

2 

1 

aaa 

14 

25 

9 

33 

20 

aaa 

58 

171 

2.5,5.56 

11.  Fireraon 

•  •• 

■  •  ■ 

a  a  • 

a  •  a 

2 

1 

aaa 

1 

90 

11 

52 

13 

33 

21 

aaa 

68 

207 

24.0S3 

12.  (ta^ekeepers 

■  •  ■ 

•  •  • 

a  a  « 

a  a  • 

aaa 

aaa 

aaa 

a  a« 

aaa 

1 

1 

aaa 

8 

aaa 

... 

1 

6 

3,507 

13.  fireasers  :  (0  Men 

■  •• 

■  •  • 

a  •  • 

a  a  a 

...   1     1  ;   ... 

aaa 

aaa 

aaa 

a  .  a 

I 

aaa 

1 

•   99 

aaa 

2 

5 

964 

(2)  Boys 

•  •  ■ 

■  •  • 

a  a  a 

a  a  a 

...   I   ... 

aaa 

aaa 

aaa 

aaa 

aaa 

aaa 

aaa 

... 

aaa 

... 

2 

2 

841 

14.  Guards      (Goods) 

■  •  ■ 

•  ■  • 

a  •  a 

a  a  • 

1 

9  m  m 

aaa 

aaa 

2 

.5 

15 

1    1 

34 

10 

aaa 

24 

92 

15,708 

and  Brakesmen. 

1 

15.  Guards (ra«>senger) 

«  •• 

•  ■  « 

...                  4 

•  0m 

2 

aaa 

aaa 

2 

aaa 

1 

3 

... 

15 

3 

aaa 

7 

33 

7,291 

16.  Horse -drivers     ... 

•  ■  • 

•  •  • 

1 

... 

•  •  m 

aaa                              aaa 

aaa 

a  a  a 

9   94 

•   99 

1 

6 

1 
aaa              ) 

3 

... 

aaa 

2 

12 

2,272 

17.  Inspectors : 

i 
1 

(1)  Permanent-way 

•  •• 

•  •  • 

... 

a   ■  • 

'                              1 
aaa                             aaa         '               aaa 

999 

aaa 

aaa 

aaa 

aaa 

aaa 

aaa 

... 

■  a  a 

aaa 

aaa 

1,071 

(2)  Others 

•  •  • 

■  •  • 

. 

•  m  » 

•aa               I               aaa         1               aaa 

aaa 

aaa       . 

1 

a  a  a 

1 

aaa 

3 

aaa 

•  a  a 

1 

6 

5,701 

16.  Labourers  (1)  Men 

1 

•  •  • 

...                  1 

a  a  a 

lis,         5 

4 

3 

4 

12 

93 

4 

33 

27 

•  aa 

102 

2.*6 

52383 

(2)  Boys 

•  ■  • 

•  •  • 

1 

a  a  a 

aaa                           aaa        1             aaa 

aaa 

•  99 

aaa 

aaa 

aaa 

aaa 

1 

... 

aa. 

aaa 

1 

899 

19.  Lamp-men       and 

1 

1         ; 

lamp-lads:  (1)  Men 

•  •• 

■  *  a 

9  m  9 

a  a  • 

•> 

aaa 

aaa 

1 

2 

3 

1 

."> 

3 

aaa 

u 

28 

1.813 

(2)  Boys 

•  •  • 

•  •  • 

•  •• 

a  a  a 

1 

aaa               i               aaa         |               aaa 

aaa 

2 

aaa 

2 

1 

aaa 

I 

1 

... 

1 

8 

472 

20.  Loaders      and 

•  •  • 

•  ■  a 

1 

a  a  a 

...       '           1 

2 

aaa 

1 

aaa 

1 

16 

■  •  a 

4 

4 

aaa 

13 

42 

4,430 

Sheeters. 

1 
1 

1 

1 

21 .  Mechanics:  (1 )  Men 

1 

•  •  a 

I    ' 

a  a  1 

7 

aaa 

aaa 

2  : 

T) 

7 

20 

2 

13 

7 

aaa 

38 

102 

7(1,922 

(2)  Boys 

•  •  • 

a  a  a 

a  a  a 

9    9  9 

a  a 

aaa 

aaa 

1 
•••  1 

aaa 

... 

aaa 

1 

... 

... 

1 

aaa 

6 

H»;51S 

52.  Messengers:  (OMen 

•  •  • 

m  *  • 

a  a  a 

9  9   9 

...       j       ... 

aaa 

aaa 

1 

aaa 

aaa 

... 

aaa 

... 

... 

aaa 

aaa 

a  a  a 

9    •   9 

»;52 

(2)Boys 

•  • 

■  •  • 

a  a  ■ 

a  a  a 

...       1       ... 

aaa 

aaa 

aaa 

■  a  a 

... 

a  .    a 

1 

...     1 

2 

aaa 

aaa 

aaa 

2 

2,642 

1*3.  Number-takers  : 

(1)  Men 

•  •  • 

•  •  • 

a  a  • 

a  a  a                        a  a  a 

aaa 

a  a 

■   a  • 

1 
•  aa 

aaa 

aaa 

1 

...     1 

I 

aaa 

aaa 

aaa 

2 

823 

(2)  Boys 

•  •  • 

a  •  a 

...       1 

a  a  a         J               a  a  a 

aaa 

aaa 

aaa 

aaa 

aaa 

1 

1 

aaa 

I 

aaa 

aaa 

1 

4 

745 

24.  Permanent  -  way 

2 

1 

1 

1 

1                   1 

9 

2 

6 

3 

6 

8 

113 

aaa 

53 

25 

aaa 

IOC 

334 

66,621 

Men. 

1 
1 

1                1 

L                                                                  1 

. 

25.  Pointsmen 

•  •• 

■  a  a 

...       1 

a  a  a 

1 
9  9  9                             aaa                        vaa 

•  a  a 

9  9  9 

9    •  9 

aaa 

aaa 

aaa 

aaa 

1 

■  a  a 

1 

2 

77a 

36.  Policemen 

•  •  • 

•  •  a 

1 
... 

a  a  • 

( 
•  •  ■             '              aaa 

aaa 

aaa 

•  a  a 

aaa 

aaa 

aaa 

1 

•   •       1 

4 

1 

■    a  a 

3 

8 

1,998 

37.  Porters  :  (I)  Men 

1 

a  •  a 

...       j 

I 

5  '         6 

4 

4 

11 

40 

179 

h    ' 

110 

.'.2 

2 

182 

601 

.50,134 

(2)  Boys 

•  •  • 

a  a  • 

1 
a  .  a               ' 

a  •  a 

aaa                              aaa 

aaa 

.. 

1 

aaa 

aaa 

r> 

•  n  • 

5  ' 

2 

aaa 

3 

16 

5,142 

.-28.  Shunters 

•  •  • 

a  a  • 

a  •  a 

a  a  a 

1 

aaa 

aaa 

1 

1 

2 

7 

aaa 

19 

4 

aaa 

11 

46 

in,  84 1 

:29.  Signal  fitters  and 

«•• 

a  a  a 

t 
a  •  a 

1 

! 

aaa                              aaa                        aaa 

aaa 

r 

•  •9 

aaa 

aaa 

-1 

r 

aaa 

1 

1 

aaa 

a  •* 

7 

13 

3,^43 

Telegraph  Wiremen. 

- 

1 
1 

1 

30.  Signalmen 

•  •  ■ 

•  •% 

a  «  a 

a  a  a 

1                 1 

1 

1 

•  •  a 

2 

8 

7 

... 

1 " 

U     1 

6 

•  aa 

It 

58 

27.723 

31.  Signal-box  lads ... 

•  •• 

»•• 

•  a  a 

■  a  a 

aaa                '                 aaa 

aaa 

•    99 

aaa 

■  •  a 

aaa 

aaa 

1 

aaa 

■  a  a 

•  a  a 

•    • 

•   99 

2,079 

32.  Station-masters... 

•  •  • 

a  a  a 

a  a  a 

«   a  a 

aaa                         aaa 

•  «  a 

aaa 

aaa 

aaa 

1 

1 

1 
1 

2 

1 

aaa 

4 

9 

8,1C»3 

38.  Ticket  -  colleotors 

•  •  • 

•  •  • 

a  •  « 

a   a  a 

aaa                                 aaa                           aaa 

aaa 

... 

a  a 

8 

1 

■  a  a 

1 

aaa 

aaa 

2 

7 

3,642 

and  Examiners. 

i 

. 

34.  Watchmen 

•  •• 

••• 

... 

1                     1 

•99         1               aaa                              •mm         ,               aaa 

... 

... 

aaa 

... 

•   mm 

•  a  a 

•  •  a 

•  a  a 

•  a  a 

aaa 

a  a 

993 

35.  Yardsmen 

■  •  • 

■  a  a 

a  a  a 

9   9   9 

aaa                              m  •  • 

•  a  a 

aaa 

... 

•   a  a 

1 

2 

•  •  • 

4 

*   9  9 

... 

1 

8 

1,717 

36.  Miscellaneous  : 

' 

(1)  A  dulls     ... 

•  •• 

•  a  a 

at. 

1 

aaa             J                    L 

9   •  9 

1 

2 

, 

8 

U 

4 

23 

13 

a  a  a 

46 

133 

32,723 

(2)  Boys 

■  •• 

a  •  a 

a  a  • 

aaa 

aaa 

1 

aaa 

aaa 

18 

aaa 

28 

•  • 

47 

1 

aaa 

aaa 

^ 

I 

246 

aaa 

3 

7 

2,82?l 

Total  of  Railway ). 
Servants            i 

7 

2 

1 

4 

3 

55 

23 

169 

682 

51 

485 

Q 

824 

2,633 

575834 

37.  Contractors'    Ser- 

vants :  (1")  Men  ... 

2 

a  •  • 

•  •  ■ 

•  •  a 

4 

•  •• 

aaa 

1 

... 

1 

10 

aaa 

2 

4 

a  *• 
* 

6 

2S 

(2)  Boys... 

•  •• 

■  •  • 

•  •  • 

»  .  • 

a  a  • 

■  »• 

•  •• 

4 

a  «  a 

aaa 

9   9  9 

1 

aaa 

aaa 

1 

•  a  a 

•  9 

aa* 

a 
•  «a 

•  •• 

■•• 

•  a  a 

Total  of  Contrac-  } 
tors'  Servants     ) 

2 

•  •• 

aaa 

... 

1 

aaa 

aaa 

10 

aaa 

2 

4 

aaa 

6 

28 

Total  of  Railway ) 
and  Contractors'  f 
Servants 

9 

2 

1 

4 

-      ■ 

3  i  59 

23 

18 

29 

47 

160 

692 

51 

487 

250 

5 

830 

2,661 

1 
1 

1 

iSi 


XcoiDBsra  TO  Ta.^iris,  RoLiiixG  Stock  and  Pbrmankxt  \V\y. 


TABLE  No.  11. 


SuBCMARY  Statement  of  the  Number  of  Accidents  to  Trains,  Rolling  Stock,  Permanent 
Way,  Ac,  reported  to  the  Board  of  Trade  as  having  occurred  on  the  Railways  in  each 
Division  of  the  United  Kingdom  during  the  Year  ending  Slst  March  1902,  classified 
according  to  the  Nature  of  the  Accident  ;  with  corresponding  figures  for  the  United 
Kingdom  for  March  Quarter  1901. 


1902. 

1901. 

Xaturb  uif  Accident. 

England 

AND 

Wales. 

Scotland. 

1 

Ireland. 

1 

,     United 

1  Kingdom. 

j 
1 

United 
Kingdom. 

(A)— AOOIDBNTS  TO  TRAINS:— 

• 

I.  CoIliHions  between  passenger  trains  or  parts  of 

passenger  trains. 
S.  Collisions  between  passenger  trains  and  goods  or 

mineral  trains  or  light-engines. 
S.  Collisions  between  goods  trains  or  parts  of  goods 

trains  and  light-engines. 

4.  Collisions  between  trains  and  yehioles  standing 

fool  of  the  line. 

5.  Collisions    between    trains    and    boffer-stops    or 

Tehioles  standing  against  bnffer-stops  : — 
(a)  From    trains   running    into    stations    or 

sidings  at  too  high  a  speed. 
(6)  From  other  causes 

4 
9 
6 
4 

7 
8 

1 
3 
2 
2 

... 

1 

t               5 
12 

1          s 

1                            8 
4 

10 

15 
17 

1 

5 
6 

6.  Trains  coming  in  contact  with  projections  from 

other  trains  running  on  parallel  lines. 

7.  Passenger    trains  or  parts    of    passenger    trains 

leaving  the  rails. 

8.  Goods  trains  or  parts  of  goods  trains,  light-engines, 

&c..  leaving  the  rails. 

9.  Trains  running  through  gates  at  level  orossingu 

or  into  '>ther  obstacles.' 
10.  Fires  in  trains 

1 
9 

•  •• 

28 
1 

•  •• 

•  •• 

1 
11 

•  •• 

1 
2           '           11     ' 
...                         I 

2                      36 

1 

'             1 

•  •• 

13 

6 

46 

4 

11.  Miscellaneous    ... 

1 

1 

...                                               *i 

1 

*  •• 

(B)— Accidents  to  oe  Failure  of  Rolling  Stock 
AND  Permanent  Way  :— 

1                                                                                    4 

12.  The  bursting  of  boilers  or  tubes,  dec,  of  engines... 

... 

t 

1 

...                                                                          •..                                                                             ... 

2 

18.  The  failure  of  machinery,  springe,  &c.,  of  engines 

1 

...                         I                         2 

2 

14.  The  failure  of  tyres 

64 

3           1             1                       68 

48 

10*           •■                     ly                      f*            VT  ttvdO  •  •  •                      •••                       •••                       ••                          ••• 

1           , 

1 

•  •  •                      1                      •  •  •                                                  1 

•  •  • 

A0»          ••                     my                     )^           cfcX  l"0          •••                       ■••                      •••                       •••                       ••• 

:J3           ' 

1 

11           j           ...                       41 

id 

17.    „        ,.        „    brake  apparatus*      

•  •  • 

1 
...                      ...                       ... 

•  •• 

18.    „        ,,        „    couplings        

7 

.•«           .           ...                          i 

4 

19.    „        ,,        ,,    ropes  used  in  working  inclines     ... 

■  •» 

...                      •■•                       ... 

•  •  • 

20.  „        „        „    tunnels,  bridges,  viaducts,  culverts, 

&c. 

21.  Broken  rails 

1 

83 

;      ...              1 

11                         7                     101 

•  •  • 

111 

S3.  The  flooding  of   portions  of   permanent  way  of 

such  a  nature  as  to  involve  danger. 
S3.  SUds  in  cuttincrs  or  embankments  of  such  a  nature 

•  •  • 

3      . 

1 

3 

1           1 

1 

1 

I 
«••                                             •••                                              ••• 

I                                                        4. 

•  •  • 

as  to  involve  danger. 

54.  Fires  at  stations  or  involving  injury  to  bridges  or 

viaducts. 

55.  Misoellaneouf    ... 

1 

•  •• 

1 
1 

•  •  • 

1 

•  •  • 

1 
...                      1 

1 

3 

1 

I 

*  A  Return  is  published  half  •yearly  setting  out  in  detail  all  the  oase«(  in  which  brake  apparatus  has  failel  to  act  pro{>erIy. 


ACCIDBITTfl  TO  TRAIIfB,  ROLLIKO 


TABLE  No.  12. 


NUMBKR  of  ACCIDENTS  of  EACH  CLASS,  to  TRAINS,  ROLLING  STOCK,  PBBUAIIBNT  WAT,  Ac,  reported  to 

Three  Months  ending 


A. 

XAIIE  OF  COMPANY. 

Trains  or 
Parts  ot 

CoUlaione 
TiulDBor 

3. 

OolUslODH 

Colliiiiops 

livloaoDd  Bnl 
Stops  or  Vehlc 

BtUTerSlopf 

..    1    ,.    1    ..    1    ..       ... 

IS  at.  FiTM 

li. 

Miswl. 
laDMnL 

( 

Cbi 

or  SiiilHga 

BKQLAND  AND  WALES. 

^' 

Breoon  and  MBrthyr 

... 



... 

...       i       ...       '     ... 

... 

awnbrian     

... 

... 

1 

...       1       ... 

CoDtral  LoDdon      

... 

... 

CHy  and  South  London    ... 

... 

... 

... 

... 

... 

1 

Feedniog     

... 

... 

... 

PuxneM        

... 

... 

Ore»t  Central         

... 

... 

... 

... 

QreatEaatem        

... 

I 

... 

1 

... 

... 

... 

... 

Great  Northern      

1 

2 

1 

... 

Qreat  Western       

3 

... 

2 

2 

... 

1 

... 

... 

... 

Hnll,   Bamaley,  and   W«t 
Riding  Junction. 

... 

... 

... 

Luioashire  and  Yorkshire 

2 

... 

1 

1 

3 

1 

... 

LanoMhire,  Decbyihire  and 
Ea^tCoaet. 

... 

1 

... 

... 

London  and  North-Western 

2 

1 

... 

London  and  North- Wesbem 
and  Great  Waatam  Joint. 

... 

... 

1 

... 

... 

... 

London  and  Sonth-WeBtem 

... 

1 

4 

London,      Brighton,     and 
Sonth  Coast. 

• 

1 

... 

' 

1 

1 

... 

London,  Tilbury  and  South- 

BDd. 

... 

... 

... 

... 

... 

Herse;         

... 

... 

... 

... 

... 

... 

... 

Metropolitan    and    Metro- 
politan Difltriot  Joint. 

■■ 

' 

... 

MetropoUtan  IMetriot 

... 

... 

... 

1 

... 

... 

... 

I 

... 

1 

... 

... 

Midland         and         Great 
Northern  Joint. 

... 

... 

... 

2 

... 

North  BaBtera        

... 

1 

2 

... 

1 

2 

... 

... 

... 

Korth  London         

... 

... 

... 

... 

... 

... 

North  Staffordahire 

... 

... 

... 

1 

Bhymnej     

... 

... 

... 

... 

... 

... 

... 

Sheffield       and       Midland 

Joint. 
Bomerwt  and  Dorwt  Joint 

1 

... 

... 

... 

... 

1 

... 

—In  this  Table  aooidenU  onder  A  are  entered  sgain»t  the  Compar;  o: 
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Stock,  and  Permanent  Way. 


TABLE  No.  12. 


the  Board  of  Trade  as  having  occurred  on  the  several  Railways  in  the  United  Kinqdom,  during  the 
31st  March  1902. 


B. 

12. 

IS. 

14. 

16. 

16. 

17. 

18. 

19. 

20. 

21. 

22. 

23. 

24. 

26 

The 
bnrst-ing 

of 

Boilers 

orTtibes, 

<lb.,of 

Engines. 

The 
failure  of 
Machin- 

BngineB. 

The 

Failure  of 

Tyrea. 

The 

Failnreof 

Wheels. 

The 

Failnreof 

Axlest. 

The 

Failure  of 

Brake 

Appamtna 

The   . 
Failure  of 
Oonplings. 

The 

Failure  of 

Bopee 

Qfledin 

working 

Inclines. 

The 
Failure  ef 
Tnnnela, 
Bridgee, 
Viadnots, 
Culverts, 
Ao. 

Broken 
Bails. 

The 
Flooding 

of 

Portions 

of  the 

Perma% 

nentWay, 

inyolving 

Danger. 

SUpsin 
Onttings 

or 
Embank- 
ments of 

sacha 
Nature  as 
to  involve 

Danger. 

Fires  at 
Stations 

or 

involving 

Injury  to 

Bridges 

or 
Viaducts. 

Mitoel- 
laneous. 

•  a  • 

••• 

•  •• 

•  a. 

•  *• 

•  •  • 

... 

•  •• 

... 

1 

... 

... 

•  •• 

... 

•  •• 

>•• 

•  «• 

... 

... 

•  *• 

..a 

•  »• 

... 

1 

... 

•  a. 

•  •• 

... 

•  •» 

... 

•  •• 

... 

1 

•  •• 

... 

... 

... 

... 

... 

... 

•  •• 

... 

■  •• 

... 

•  •• 

... 

... 

■  •• 

... 

*. . 

... 

... 

... 

... 

•  •• 

... 

•  •• 

... 

1 

... 

... 

•  •• 

.  a* 

... 

... 

... 

... 

..« 

•  •• 

... 

•  •• 

•  •  ■ 

3 

... 

... 

•  •• 

.*• 

... 

... 

1 

... 

•  a. 

•  •• 

... 

•  •• 

«•« 

1 

..  • 

1 

•  •• 

... 

... 

... 

2 

*•• 

... 

•  •• 

a  .a 

•  ••• 

.•• 

*•• 

..a 

1 

•  •• 

a*. 

... 

... 

2 

.aa 

2 

1 

.  •■ 

•  •• 

.•. 

... 

•  »• 

... 

•  •• 

1 

..• 

1 

6 

... 

... 

^ 

... 

•  •• 

.*■ 

... 

... 

2 

•  •• 

... 

»9» 

aa. 

10 

... 

..a 

•  •• 

... 

•  •• 

••• 

«•« 

1 

••• 

•  •• 

aa. 

... 

»*• 

... 

... 

a*. 

• 
•  •• 

»»u 

•  •• 

* .. 

... 

... 

».a 

•  •• 

3 

•  •a 

... 

5 

... 

... 

•  •» 

1 

•  •• 

■  a. 

... 

... 

a*. 

•  •• 

•  •» 

... 

... 

•  •■ 

... 

... 

«  •• 

a. a 

•  •• 

a  .. 

10 

... 

11 

•  •• 

■  •• 

... 

•  •• 

1 

... 

... 

•  •• 

•  aa 

•  •• 

a*. 

•  •• 

... 

... 

•  •• 

•  •» 

a. 

.a. 

2 

... 

... 

«•• 

a*. 

•  •• 

a.. 

3 

... 

2 

•  *• 

1 

•  a» 

... 

8 

... 

... 

■  •• 

..a 

•  •• 

..a 

... 
1 

... 

9 

•  •• 

1 

.*a 

8.. 

... 

... 

.. 

•  •• 

..a 

•  »• 

•  •■ 

. « • 

... 

1 

•  •  ■ 

•  •  • 

... 

... 

... 

... 

... 

•  •  • 

... 

■  •• 

*• 

» •• 

*•• 

•  •• 

•  •• 

•  •• 

... 

.a. 

6 

... 

... 

•  •• 

... 

•  ■• 

... 

•  •• 

... 

1 

•  «• 

•  •• 

... 

... 

2 

... 

... 

•  •  • 

.  .. 

■  •• 

! 

1       ••• 

•  a. 

«•• 

•  •• 

•  •• 

... 

.  •* 

... 

... 

... 

•  •• 

.  *. 

•  •• 

«  •  • 

« •  • 

•  «. 

•  •• 

■  •  » 

•  ■  • 

... 

... 

1 

... 

... 

•  •• 

... 

•  •  • 

»•• 

1 

•  •t 

2 

•  •• 

•  •  • 

... 

... 

5 

... 

•  >• 

•  •• 

..• 

•  •• 

•  •  • 

i 

..a 

... 

•  •• 

•  •• 

... 

... 

•  •• 

... 

... 

a  •• 

.*• 

•  •• 

•  •• 

4 

... 

4 

•  •• 

•  •• 

... 

... 

20 

... 

... 

1 

... 

•  •• 

I 

•  •• 

•  a. 

•  «• 

•  •• 

•  •• 

... 

.a. 

... 

... 

.  . 

•  •• 

... 

•  •• 

•  •  • 

•  •• 

... 

•  •• 

t  •• 

•  •• 

... 

... 

... 

■  a. 

... 

•  ■  • 

.aa 

«  ■  ■ 

■  •  • 

1 

1 

a.. 

1 

•  •• 

J 

«.. 

... 

..a 

... 

... 

•  •• 

.  a. 

•  •■ 

I                  **  * 

.  •  ■ 

•  •• 

•  •• 

•  •• 

•  ■  • 

... 

... 

1 

.  .. 

... 

•  •« 

... 

1 

1 

1         ••• 

i 

*•• 

1 

•  a. 

•  •• 

•  •• 

•  •• 

... 

... 

... 

... 

... 

•  •  • 

.. 

under  B  are  entered  against  th«  Company  to  whioh  the  roUing-Btook  or  permanent- way  belongs 
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Accidents  to  Tbainb,  Roluko 


TABLE  No.  12--continued. 


NUMBBR  of  AOCIDBIi^TS  of  EACH  OLASS,  tO  TRAINS,  ROLLING  STOCK,  PERMANENT  WaY,  &C.,  reported  tO 

Three  Months  ending 


Namb  of  oompany. 


ENGLAND  AND  WALES 
— flOfU. 

Sonth-Eastern    and    Chat- 
ham. 

Taff  Vale     

Prirate  Owners      

Total,  Emoland  ( 
AND  Walbs.        I 


SCOTLAND. 


Oftledonian  ..'.        

Dundee  and  Arbroath  Joint 

Glasgow       and      South  - 
Western. 

Highland 

North  British 

Priyate  Owners      

ToTATi,  Scotland     ... 


IRELAND. 


Belfast  and  County  Down 

Belfast      and       Northern 

Counties. 
Cavan  and  Leitrtm 

Dublin,  Wioklow  and  Wex- 
ford. 
Great  Northern 

Great        Southern        and 

Western. 
Midland  and  Great  Westeni 

West  Clare  •••        •••        ••• 

Total,  Ibbland 


Total,  United  Kingdom 


Collisions 

between 

Paaaenger 

Trains  or 

Parts  of 

Passenger 

Trains. 


3. 

Collisions 

between 

Passenger 

Trains 

and 

Goods  or 

Mineral 

Trains  or 

:     Light 

I  Engines. 


3. 


Collisions 

between 

Goods 

Trains  or 

Ports  of 

Goods 

Trains 

and  light 

Engines. 


Collisions 
between 

Trains 

and 

Vehicles 

standing 

fonlof 
the  Line. 


Collisions  between 

Trains  and  Buffer 

Stops  or  Yehioles 

standing  against 

Buffer  Stops. 


9 


12 


(a.)  (6.) 

FromTrains 

running      From 
inloStations:  other 
or  Sidings  {Causes. 
at  too  high 
aspeeo. 


6. 

Trains 

oomlng  in 

Contact 

with  Pro- 

Jeotlons 

from 

other 

Trains 

running 

on 

Parallel 

Lines. 


7. 


Pas- 
senger 
Trains  or 
Parts  of 

L'os- 

senger 

Trains 

leavinff 

theBaUs. 


& 

Goods 

Trains  or 

Parts  of 

Goods 

Trains, 

Light 

Engines, 

Ac, 

leaving 

the  Bafls. 


6 


I 


1 

1 

•  •• 

•  •• 

••• 

] 

1 

••• 

•  •• 

•  •• 

•• 

•  •• 

1 

1 

1 

•  •• 

•  •  • 

•  •• 

3 

2 

2 

1 
1 


9. 


Trains 
runnmg 
through 
Gates  at 

Level 
Crossings 

or  into 

other 
obstacles. 


10. 


IL 


Fires 

in 
Trains 


Misod. 
laneoxu. 


2 


23 


1 


6 


••^ 


11 


8 


6 


8 


4 

1 

11 

1 

36 

1 

i 


'Sarm.—la  t\ua  Table  aooidento  under  A  are  entered!  against  the  Oompanj  on  whoae  line  they  oooor,  bat  thsM 
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Stock,  and  Pbbmanhnt  Way. 


TABLE  No.  IZ-^continued. 


the  BOABD  of  Trade  as  having  occurred  on  the  several  RAILWAYS  in  the  UNITED  KINGDOM,  daring  the 
31st  March  1902. 


B. 


u. 

IS. 

14. 

15. 

16. 

17. 

18. 

19. 

20. 

21. 

23. 

23. 

24. 

26. 

The 
bursting 

of 
Boilers 

The 
failure  of 
Machin- 
ery.      ] 

The 
Failure  of  1 

The 

Pailoreof 

The 
Failure  of 

The 
Failure  of 

Brake 
A.pparatns. 

The 
Failure  of 

The 

Failure  of 

Bopes 

used  in 

working 

Inclines 

The 

Failure  of 

Tunnels, 

Bridges, 

Broken 
Balls. 

The 
Flooding 

of 
Portions 

of  the 

Slips  in 
Cuttings 

or 
Embank- 
ments of 

Fires  at 
Stations 

or 

involving 

Injury  to 

Bridges 

or 
Viaducts. 

Misoel- 
laneouB. 

orTnbeSt 

Ac,  of 

Endnes. 

Springs, 

ftc.,of 

Engines. 

Tyres. 

Wheels. 

Axles. 

4 

Couplings. 

Viaducts, 

Culverts, 

Sk. 

Perma- 
nent Way, 
Involving 

such  a 
Nature  as 
to  Involve 

Danger. 

Danger. 

• 

•  •• 

1 

1 

t 

1 
...       i 

1 
•  •• 

... 

1 

•  •  ■ 

1 

... 

10 

1 

... 

... 

1 

... 

•  •• 

■■• 

•  •* 

■  *• 

1 

. .. 

•••              1                  • • ■ 

... 

•  •9 

... 

1 
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under  B  are  entered  agaiuBt  the  Company  to  which  the  rolling -Btook  or  permanent^way  belongs. 


Board  of  Trade, 

8th  August,  1902. 
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GREAT  EASTERN  RAILWAY. 

t 

^  Railway  Department,  Board  of  Trade, 

8,  Richmond  Terrace,  Whiitehall,  London,  S.W., 
Sir,  2l8t  February,  1902. 

I   HAVE   the   honour  to  report  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  1 3th  February,  the  result  of  my  enquiry  into  the 
circumstances  under  which  a  collision  occurred  about  6.48  p.m.  on  the  8th  February, 
between  a  passenger  train  and  two  coal  trucks  near  Saffron  Walden  on  the  Great  Eastern 
Railway. 

In  this  case,  when  the  6.45  p.m.  down  passenger  train  from  Audley  End  to  Bartlow, 
consisting  of  an  engine,  tender,  and  three  vehicles,  had  reached  a  point  about  three 
quarters  of  a  mile  distant  from  Saffron  Walden  Station,  it  came  into  collision  with  two 
coal  trucks  which  had  run  away  from  that  station  during  shunting  operations. 

One  of  the  coal  trucks  was  almost  completely  destroyed  and  the  other  was  severely 
damaged. 

The  engine  of  the  passenger  train,  which  was  running  tender  first,  was  not  itself 
hurt,  but  its  tender  was  severely  damaged.     The  train  parted  behind  the  engine,  and  the 
breakage  of  the  Westinghouse  brake  pipe  promptly  brought  the  vehicles  of  the  train  to 
rest,  and  they  received  only  trifling  damage.     The  driver,  fireman,  and  guard  were  all 
badly  injured,  and  four  passengers  have  complained  of  personal  injuries  sustained. 

The  engine  of  the  passenger  train  was  a  four-wheels-coupled  tender  engine,  fitted 
with  the  Westinghouse  automatic  brake,  working  blocks  on  the  four  coupled  wheels  and 
on  the  four  tender  wheels,  and  with  a  hand  brake  working  blocks  on  the  tender  wheels. 

The  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  the  order 
given  : — 

Wheels. 
One  third-class  brake  •••         ...         ...         ...         ...         ...     6 

One  composite  ...         ...         ...         ...         ...         ...         ...     6 

One  third-class  carriage        6 

The  train  was  fitted  with  the  Westinghouse  automatic  brake,  working  blocks  on  four 
of  the  wheels  of  each  vehicle. 

All  brakes  are  reported  as  having  been  in  good  order. 

Details  of  the  damage  to  permanent  way  and  rolling  stock  are  given  in  the 
Appendix. 


Description. 

Saffron  Walden  Station,  near  which  this  accident  occurred,  is  a  station  on  the  single- 
line  branch  of  the  Great  Eastern  Railway  between  Audley  End  and  Bartlow,  the  length 
of  which  between  these  two  points  is  7^  miles. 

The  single  line  runs  through  Saffiron  Walden  Station  in  a  direction  which  is  almost 
exactly  east  and  west,  and  down  trains  from  Audley  End  to  Bartlow,  such  as  the  one 
which  was  concerned  in  this  accident,  approach  Saffron  Walden  Station  from  the 
westward. 

The  station  has  only  one  platform,  viz.,  on  the  north  side  of  the  line,  and  the  signal- 
box  is  on  the  same  side  close  to  the  west  end  of  the  platform. 

On  the  south  side  of  the  running  line  is  a  loop,  with  points  at  each  end  of  the  station 
connecting  the  loop  with  the  running  line.  The  points  at  the  west  end  of  the  station  are 
situated  50  yards  west  of  the  signal-box  ;  the  exact  position  of  those  at  the  east  end  is 
immaterial 

On  the  south  side  of  the  loop  again  is  a  siding  which  extends  some  distance  to  the 
west  of  the  station,  and  there  is  a  cross-over  road  connecting  the  loop  with  this  siding, 
the  points  on  the  loop  being  situated  20  yards  to  the  east  of  the  signal-box. 

The  following  distances  from  the  signal-box  to  the  various  points  connected  with 
this  accident  should  be  noted,  the  whole  of  them  being  to  the  west  of  the  bo:3j  :  — 

Yards. 
From  the  signal-box  to  points  leading  from  main  line  to  loop    ...         50 

Do.  down  home  signal  ...         ...         ...       235 

Do.  down  distant  signal         ...         ...         ...    1 ,042 

Do.  point  of  collision  •••         •••         ...    1,190 
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The  line  from  the  west  end  of  the  station  platform  to  a  point  80  yards  west  of 
the  signal-box  is  level,  and  then  a  gradient  of  1  in  1,100,  fistlling  in  the  direction  of 
Audley  End,  commences,  which  continues  for  110  yards.  At  this  point,  viz.,  ISO  yards 
west  of  the  signal-box,  a  steeper  falling  gradient  commences,  which  varies  from  1  in  199 
to  1  in  178,  and  continues  for  a  distance  of  815  yards.  This  gradient  terminates  close  to 
the  down  distant  signal,  and  from  that  point  to  the  point  at  which  the  collision  occurred 
the  gradient  is  a  falling  one  of  1  in  460. 

From  a  point  therefore  80  yards  west  of  the  Saflron  Walden  signal-box  the  gradient 
is  a  falling  one  in  the  direction  of  Audley  End  to  the  point  at  which  the  collision 
occurred. 

Evidence. 


John  Cracky  relieving  signalman  and  guard, 
states  :  I  have  been  nearly  17  years  in  the  service 
of  the  Company,  during  a  little  more  than 
two  years  of  which  I  have  been  employed  as 
relieving  signalman  and  guard.  On  the  8th 
February  I  was  acting  as  guard  to  the  goods 
train  which  left  Audley  End  at  6.35  p.m.  for 
Saffron  Walden.  My  train  consisted  of  the 
following  vehicles,  attached  to  the  engine  in  the 
order  given  : — 

1  truck  of  goods. 

4  trucks  of  coal. 

1  brake  van. 
They  were  all  four-wheeled  vehicles,  and  they 
were  all  fitted  with  the  ordinary  hand-brake. 
We  arrived  at  Saffron  Walden  at  6.40  p.m.,  and 
came  to  a  stand  on  the  running  line  opposite  the 
platform.  The  following  were  the  shunting  opera- 
tions which  I  then  carried  out : — I  unhooked  the 
brake  and  left  it  standing  on  the  main  line.  I 
then  sent  the  engine  and  the  five  trucks  ahead 
over  the  loop  points,  and  backed  them  all  into 
the  siding.  I  then  disconnected  the  two  rear 
trucks,  and  left  them  in  the  siding  beyond  the 
cross-over  road  connecting  the  siding  with  the 
main  line.  I  then  drew  the  three  remaining 
trucks  forward,  to  clear  the  points  of  the  cross- 
over road  leading  from  the  siding  to  the  main 
line.  When  clear  of  those  points,  I  pushed  the 
three  trucks  back  on  to  the  cross-over  *  road, 
between  the  siding  and  the  main  line.  Before 
the  engine  and  trucks  came  to  rest,  I  discon- 
nected the  rear  trucks,  and  drew  forward  again 
with  one  truck,  leaving  the  two  trucks  on  the 
cross-over  road.  I  then  backed  the  remaining 
truck  into  the  siding,  where  I  had  previously 
left  the  two  others.  I  then  sent  the  engine 
forward  again,  and  backed  it  on  to  the  cross-over 
road,  to  pick  up  the  two  trucks  which  I  had  left 
there  ;  but  when  I  got  there,  I  found  the  two 
trucks  had  gone.  I  at  once  ran  down  the  line 
after  them.  I  caught  them  up  at  the  over-bridge 
near  the  down  home  signal.  I  found  that  they 
were  running  away.  I  succeeded  in  putting 
down  one  hand-brake,  but  the  trucks  appeared  to 
be  gathering  speed,  and  I  was  unable  to  put  down 
the  others.  The  trucks  at  this  time  were  pro- 
ceeding so  fast  that  I  was  unable  to  keep  pace 
with  them.  I  continued,  however,  to  run  after 
them,  and  I  then  heard  the  noise  of  a  collision, 
and  I  then  found  that  they  had  been  run  into  by 
a  down  train.  When  I  left  the  two  trucks  on  the 
cross-over  road  they  were  just  moving.  I  did 
not  put  down  their  brakes.  I  admit  that  I  ought 
to  have  done  so.  My  explanation  for  not  doing 
so  is  that  I  considered  the  trucks  were  going  so 
slow  that  they  were  certain  to  come  to  rest 
forthwith.  I  admit  that  it  was  an  error  of  judg- 
ment on  my  part  to  have  omitted  to  put  down 
the  brakes.  I  have  been  on  the  line  several 
times,  and  I  consider  I  am  acquainted  with  it.    I 


came  on  duty  on  the  8th  February  at  9.0  a.m.,  to 
work  till  7.40  p.m.  I  came  off  duty  at  7.40  p.m.. 
on  the  previous  day. 

David  Faheru  driver,  states  :  I  have  been  in  the 
service  of  the  Company  nearly  20  years,  during  the 
last  17  months  of  which  I  have  been  employed 
as  a  full  certified  driver.  On  the  8th  Februarv  I 
was  in  charge  of  the  goods  train  which  left 
Audley  End  at  6.35  p.m.  T  came  on  duty  on  the 
8th  February  at  9.30  a.m.  to  work  till  7.40  p.m.. 
I  had  come  off  duty  on  the  previous  day  at 
8.25  p.m.  My  engine  was  a  four-wheels-coupled 
tank-engine,  fitted  with  the  Westinghouse  brake, 
working  blocks  on  the  four  coupled  wheels,  and 
with  a  hand-brake  working  the  same  blocks.  We 
arrived  at  Saffron  Walden  at  6.39  p.m.  We  ar- 
rived on  the  main  line  and  came  to  a  stand  oppo- 
site the  platform.  The  guard  unhooked  the  brake 
and  sent  me  ahead  with  the  five  trucks  ovi>r  the 
points  to  come  on  to  the  loop-road .  We  backed 
from  the  main  line  on  to  the  loop,  and  into  the 
siding.  The  guard  unhooked  two  trucks  and 
gave  me  a  signal  to  draw  the  remaining  three 
trucks  forward  on  to  the  loop.  He  then  gave  me, 
a  signal  to  set  back  the  two  rear  trucks  on  to  vhe 
loop.  I  did  so,  and  while  doing  so  the  guard 
released  the  couplings  of  the  two  trucks  while 
they  were  on  the  move.  He  then  gave  me  a 
signal  to  draw  forward  again  and  then  back  the 
remaining  truck  into  the  siding.  He  unhooked 
that  truck,  and  he  then  gave  me  a  signal  to  go 
ahead  again  on  to  the  loop.  He  told  me  he  was 
going  to  back  me  again  on  to  the  two  trucks 
which  I  had  left  on  the  loop,  and  he  gave  me  a 
signal  to  do  so  ;  but,  finding  they  were  gone,  he 
ran  away  to  endeavour  to  find  them.  I  followed 
the  guard  up  the  line  to  see  if  I  could  find  the 
trucks,  but  came  to  a  stand  at  the  starting  signal: 
My  fireman  went  off  down  the  line  with  a  hand- 
lamp  to  see  if  he  could  find  the  trucks,  but  I 
remained  with  the  engine.  The  trucks  which 
were  left  on  the  loop  were  on  the  move  when 
ihey  were  uncoupled.  They  were  moving  at 
about  a  walking  pace. 

Alfred  William  Sutton^  signalman,  states :  I 
have  been  nearly  seven  years  in  the  service  of  ih» 
Company,  during  the  last  12  months  of  which  I 
have  been  employed  as  a  signalman  at  Saffron 
Walden.  I  came  on  duty  on  the  8th  February  at 
10.15  a.m.  to  work  till  10  p.m.  I  came  off  duty 
on  th«  previous  day  at  10  p.m.  1  remember  the 
goods  train  arriving  at  Saffron  Walden  at  6.40  p.m. 
I  saw  that  the  brake  was  unhooked  and  left  by 
the  side  of  the  platform.  Two  of  the  trucks  were 
then  shunted  into  the  siding,  and  two  were  put 
on  the  cross-over  road  connecting  the  loop  line 
with  the  main  line.  I  saw  these  two  trucks  left 
on  the  cross-over  road,  but,  owing  to  the  darkness, 
I  cannot  say  for  certain  whether  they  were  at 
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rest  or  whether  they  were  on  the  move.  I  then 
watched  and  shifted  the  points  for  some  more 
shunting  operations,  and  my  attention  was  there- 
by taken  away  from  the  tracks,  and  I  did  not 
notice  that  they  had  disappeared.  The  first 
warning  I  had  that  the  tracks  had  gone  was  my 
seeing  the  gaard  running  down  the  line,  and  I 
then  realised  that  the  tracks  had  disappeared  and 
he  was  running  after  them.  At  6.43  p.m.  Audley 
End  offered  me  the  6.45  p.m.  passenger  train. 
I  accepted  it  under  the  "Section  clear,  station 
blocked  "  s'gnal.  At  the  time  of  sending  this 
signal,  I  realised  that  the  line  was  foul  at  its  con- 
nection with  the  loop  line,  and  that,  therefore,  I 
could  not  accept  with  "  Line  clear."  I  did  not 
lower  either  my  home  or  distant  signals  for  it. 
At  6.46  p.m.  I  received  the  "Train  entering 
section  "  signal  from  Audley  End.  It  was  just 
as  the  signalman  from  Audley  End  gave  me  the 
"Train  entering,'  section  "  signal  that  I  discovered 
that  the  two  trucks  had  run  away.  I  at  once  sent 
Audley  End  the  **  Obstruction— -danger  "  signal. 
I  then  picked  up  my  lamp  and  ran  out  to  try  and 
stop  the  trucks.  I  did  not,  however,  succeed  in 
reaching  them,  and  I  returned  to  my  box.  While 
I  was  coming  back  to  my  box  I  heard  the  noise 
of  a  collision. 

William  Beaumont ^  driver,  states  :  I  have  been 
nearly  39  years  in  the  service  of  the  Company, 
during  15  of  which  I  have  been  a  full  driver. 
On  the  8th  February  I  was  driving  the  6.45  p.m. 
train  from  Audley  End  to  Bartlow.  My  engine 
was  a  four- wheels-coupled  tender  engine  running 
tender  first.  It  was  fitted  with  the  Westinghouse 
brake  w^orking  blocks  on  the  four  coupled  wheels 
and  the  four  tender  wheels,  and  with  a  hand 
brake  working  the  blocks  on  the  tender  wheels. 
My  brakes  were  in  good  order.  I  came  on  duty 
on  the  8th  February  at  12.10  p.m.,  to  work  till 
10.20  p.m.  I  had  come  off  duty  on  the  7th 
February  at  10.20  p.m.  We  left  Audley  End  at 
6.45  p.m.  I  knew  nothing  whatsoever  of  there 
being  anything  on  the  line  in  front  of  us  until 
the  collision  actually  occurred.  When  leaving 
Audley  End  I  had  received  the  "  Section  clear 
but  station  blocked  "  signal,  and  on  that  account 
I  thought  I  might  find  the  "  Home "  signal  at 
Saffron  Walden  against  me,  so  before  reaching  the 
^  distant ''  signal  I  shut  off  steam,  and  I  shut  off 
steam  just  before  the  accident  occurred.  I  had 
previously  sighted  the  "  Distant "  signal  and  had 
seen  that  it  was  against  me.  I  shut  off  steam  on 
this  occasion  rather  sooner  than  I  usually  do  on 
account  of  having  received  the  "  Section  clear  but 
station  blocked"  signal.  The  night  was  very 
dark  indeed.  I  was  keeping  a  good  look  out,  but 
on  account  of  the  darkness  it  was  impossible  for 
me  to  see  the  trucks  in  front  of  me,  and  I  knew 
noihing  at  all  about  them,  until  I  struck  them. 
I  calculate  that  our  speed  at  the  time  of  the 
collision  must  have  been  about  20  miles  per  hour. 
My  brakes  were  not  applied  at  the  time  of  the 
collision.  My  train  parted  behind  the  engine, 
and  the  three  carriages  on  the  train  were  left 
behind  while  my  engine  ran  on  about  30  yards  in 
front  of  them.  None  of  my  train  was  derailed  at 
all.  I  was  severely  injured  by  the  collision  and 
was  carried  away.  The  tender  of  my  engine 
was  a  low  one,  and  the  fact  of  having  it  in  front 
of  me,  did  not  in  any  way  interfere  with  my  view 
of  the  line.  There  was  very  little  coal  in  the 
tender  at  the  time.      It  is    customary  for  the 


engines  running  between  Audley  End  and 
Bartlow,  a  distance  of  7^  miles,  not  to  be  turned, 
and  they  run  therefore  always  one  way,  tender 
first. 

Frederick  Braybrooky  acting  fireman,  states : 
I  have  been  about  five  years  in  the  service  of  the 
Company,  during  about  three  of  which  I  have 
been  an  acting  fireman.  I  came  on  duty  on  the 
8th  February  at  4  p.m.,  to  work  till  10  p.m.  I 
had  previously  come  off  duty  at  2  a.m,  on  the 
same  day.  I  was  acting  as  fireman  to  the  6.45 
p.m.  train  from  Audley  End  with  driver  Beau- 
mont. I  remember  our  getting  the  "  Section 
clear  but  station  blocked  "  signal  when  leaving 
Audley  End  station.  I  knew  nothing  of  there 
being  any  trucks  on  the  line  before  the  collision 
actually  occurred.  I  was  keeping  a  look  out  on 
my  side  of  the  engine,  but  owing  to  the  darkness 
of  the  night  I  could  not  see  anything  of  the 
trucks  in  front  of  me.  Steam  had  been  turned 
off  just  before  the  collision  occurred,  but  the 
brakes  were  not  applied.  I  had  seen  the 
"  distant  "  signal  before  the  collision  occurred, 
and  I  noticed  that  it  was  at  danger.  I  should 
think  our  train  was  going  about  30  miles  per 
hour  at  the  time  of  the  collision.  I  was  severely 
injured  by  the  collision,  and  was  knocked 
insensible  by  it.  We  were  running  tender  first. 
The  fact  of  our  running  tender  first  did  not  par- 
ticularly interfere  with  the  view  of  the  line  in 
front  of  me.  I  do  not  think  that  the  fact  of  the 
tender  being  in  front  of  me  in  any  way  prevented 
my  seeing  the  trucks.  There  was  no  coal  stand- 
ing up  in  the  tender  to  interfere  with  our  view. 
We  get  a  slightly  better  view  of  the  line  in  front 
of  us  when  running  engine  first  than  we  do  when 
running  tender  first. 

Arthur  Mumford^  guard,  states  :  I  have  been 
nearly  37  years  in  the  service  of  the  Company, 
during  26  of  which  I  have  been  a  guard.  I  came 
on  duty  on  the  8th  February  at  11.52  a.m.  to  work 
till  9.52  p.m.  I  came  off  duty  on  the  previous 
day  at  9.52  p.m.  I  was  guard  of  the  6.45  p.m. 
train  from  Audley  End  to  Bartlow.  My  train 
consisted  of  the  following  carriages  attached  to 
the  engine  in  the  order  given  : — 

Wheels. 
One  third-class  brake  ...      6 

One  composite  6 

One  third-class         6 

I  was  riding  in  the  brake  next  the  engine.  My 
train  was  fitted  with  the  Westinghouse  brake, 
working  blocks  on  four  wheels  of  each  carriage. 
We  left  Audley  End  at  6.45  p.m.  Before  leaving 
the  station  I  heard  the  station-master  tell  the 
driver  that  the  section  was  clear,  but  the  station 
was  blocked.  The  first  I  knew  of  the  collision 
was  feeling  the  shock  of  it.  I  should  not  think 
that  our  speed  was  more  than  20  miles  per  hour.  I 
cannot  say  whether  steam  was  turned  off  at  the 
time.  The  brakes  were  not  applied  at  the  time. 
My  train  parted  behind  the  engine,  and  the 
engine  ran  on  about  30  yards  in  front  of  the 
carriages.  I  myself  was  slightly  injured  by 
the  collision,  but  I  did  not  receive  any  complaints 
from  passengers.  It  was  a  very  dark  night. 
None  of  the  carriages  of  my  train  were  derailed. 
I  think  the  collision  occurred  about  6.48  p.m. 
My  brakes  were  in  good  order.  It  was  the 
breakage  of  the  Westinghouse  pipe  which 
brought  my  carriages  to  a  stand. 


Conclusion. 

From  the  above  evidence  it  is  clear  that  this  accident  was  primarily  due  to  want  of 
care  in  carrying  out  the  shunting  operations  at  Saffron  Walden  with  the  vehicles  of  the 
goods  train. 
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The  down  goods  train,  which  consisted  of  five  waggons  and  a  brake  van,  arrived  at 
Saffron  Walden  from  Audley  End  at  6.40  p.m.,  and  came  to  a  stand  on  the  running  line 
opposite  the  station  platform.  Three  of  the  waggons,  viz.,  the  first,  fourth  and  fifth,  had 
to  be  placed  in  the  siding;  at  the  west  end  of  the  station,  whilst  the  remaining  two,  viz., 
the  second  and  third,  were  coal  trucks  for  the  locomotive  shed,  which  is  situated  some 
way  to  the  east  of  the  station. 

The  shunting  operations  to  distribute  these  truct  s  to  their  respective  destinations 
were  carried  out  by  the  guard  of  the  train,  ^ard  Crack,  and  they  were  as  follows : — 

Crack  first  unhooked  the  brake  van  and  left  it  standing  on  the  running  line  whilst 
he  drew  the  five  waggons  forward  clear  of  the  loop  points  at  the  east  end  of  the  station. 
He  then  backed  these  five  waggons  into  and  along  the  loop  and  thence  into  the  siding  at 
the  west  end  of  the  station,  where  he  left  the  two  rear  waggons.  He  then  drew  the  three 
remaining  waggons  forward  on  to  the  loop  again,  and  when  they  were  clear  of  the 
connection  leading  firom  the  loop  to  the  siding  he  backed  them  along  the  connection 
leading  fi'om  the  loop  to  the  main  line.  Crack  intended  to  leave  the  two  rear  waggons 
standing  on  the  loop  at  that  point  while  he  placed  the  leading  waggon  in  the  siding,  so 
for  this  purpose  he  unhooked  the  two  rear  waggons  and  sent  the  engine  forward  again 
with  the  remaining  one.  Crack  admits  that  at  the  time  when  he  uncoupled  these  two 
waggons  they  had  not  yet  come  to  rest,  and  that  he  went  away  before  they  had  done  so 
and  without  putting  down  their  brakes  ;  he  states  that  the  two  waggons  were  moving 
very  slowly  at  the  time,  and  he  felt  so  confident  that  they  would  at  once  come  to  rest  that 
he  did  not  consider  it  necessary  to  take  any  steps  to  secure  them,  but  he  fully  admits  that 
it  was  his  duty  to  have  seen  that  the  trucks  were  secure  before  he  did  leave  them. 

Crack  then  placed  the  remaining  waggon  in  the  siding,  and  when  he  returned  with 
the  engine  for  the  two  waggons  he  found  that  they  had  gone  ;  he  at  once  went  down  the 
line  after  them  and,  though  he  caught  them  up  and  lowered  one  brake,  they  had  then  got 
on  to  the  steeper  incline,  and  owing  to  their  increasing  speed  he  was  unable  to  keep  pace 
with  them. 

Meanwhile  at  6.43  p.m.  signalman  Sutton,  who  was  on  duty  in  the  Saffron  Walden 
signal-box,  was  offered  the  6.45  p.m.  passenger  train  fix^m  Audley  End  ;  shunting 
operations  ^v^ith  the  goods  train  were  then  being  carried  on  in  the  station,  so  he  was 
unable  to  accept  the  train  with  the  "  Line  clear "  signal,  but  as  the  line  was  clear  to 
the  facing  points  of  the  loop,  he  accepted  the  train  with  the  "  Section  clear  but  station 
blocked  "  signal,  keeping  his  home  signal,  which  was  185  yards  outside  the  loop  points, 
at  danger.  He  knew  nothing  of  the  waggons  having  run  away  until  it  was  too  late  to 
six)p  the  passenger  train,  though  he  endeavoured  to  do  so. 

Driver  Beaumont,  who  was  driving  the  passenger  train,  was  duly  warned  before 
leaving  Audley  End  that  the  Saflron  Walden  station  was  blocked.  He  appears  to  have 
taken  all  due  precautions  and  to  have  turned  off  steam  before  reaching  the  distant  signal 
for  Saffron  Walden.  Just  before  reaching  that  signal,  however,  his  engine  came  into 
colUsion  with  the  two  coal  trucks  with  the  result  given  above. 

The  night  was  a  dark  one,  and  as  the  trucks  had  no  lights  on  them,  Beaumont 
cannot  be  blamed  for  not  seeing  tliem  ;  he  had  his  train  well  in  hand  ready  to  otop  at  the 
home  signal,  and  he  seems  to  have  been  keeping  a  good  look-out,  so  I  do  not  consider 
that  he  can  be  held  to  be  in  any  way  to  blame  in  the  matter. 

The  accident  was  undoubtedly  due  to  the  fact  of  the  two  waggons  having  been  left 
on  the  loop  without  their  having  been  properly  secured.  At  the  time  at  which  Crack 
uncoupled  these  waggons  they  were  probably  moving  at  a  higher  speed  than  he  estimated, 
as  it  is  clear  that  they  at  once  ran  out  of  the  loop  points  on  to  the  main  line  with 
sufficient  speed  to  reach  the  falling  gradient,  which  commences  30  yards  beyond  those 
points.  When  once  they  commenced  descending  this  falling  gradient,  their  speed  gradually 
increased,  and  the  collision  accordingly  occurred. 

The  responsibility  for  this  accident  must  rest  entirely  on  guard  Crack,  who  candidly 
admits  the  error  which  he  made  in  not  securing  the  trucks  before  he  left  them.  He  has 
been  17  years  in  the  Company's  service,  and  bears  an  exceedingly  good  character. 

No  blame  appears  to  attach  to  any  other  of  the  Company's  servants. 

I  have,  &c., 

r.   G.  VON   DONOP, 

Lieut-Col.^  B.Et 

The  Assistant  Secretary, 

Kail  way  Department,  Board  of  Trade. 
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APPENDIX. 
Dam AGB  TO  Rolling  Stock. 


Damage  to  engine,  No.  104b,  tender. — Back  and 
bottom  of  tender  damaged,  all  brake  gearing  and 
rods,  draw  spring,  both  tender  buffers,  draw 
hook  and  coapling,  and  Westinghouse  pipe 
broken  ;  one  lamp  smashed. 

Oreat  Eastern  third  class  brake,  No.  767. — ^Four 
end  lights  and  framing,  and  1  shelf  inside  guard's 
compartment  broken ;  outside  of  end  panels 
damaged. 

Great  Eastern  composite  carriage.  No.  2. — One 
headstock  cracked  under  buffer  casting. 


Oreat  Eastern  third  class  carriage,  No.  403. — One 
headstock  cracked  under  buffer  casting. 

Oreat  Eastern  steel-framed  locomotive  coal  wag- 
gon, No.  1,072. — ^AU  under-framing  and  one  end 
destroyed ;  sides  and  framing  will  require 
renewing ;  axle  boxes,  axle  guards,  buffer 
spindles,  buffer  castings,  etc*,  broken. 

Oreat  Eastern  steel-framed  locomotive  coal  wair- 
gon.  No.  l,i<83. — One  steel  headstock  and  undei- 
framing  bent,  2  buffer  castings,  2  buffer  spindlirs, 
all  boards  at  one  end,  and  1  side  rail  broken. 


Damagb  to  Permanent  Way. 


46  chairs  broken. 
3  fish  plates  broken. 


13  sleepers  damaged. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  24th  March. 


GREAT  WESTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W. 
SiK,  March  13,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
cotnpliance  with  the  Order  of  the  25th  February,  the  result  of  my  enquiry  into  the 
collision  that  occurred  at  about  1.42  p.m.  on  the  17th  idem  at  Stourbridge  Junction  on 
the  Great  Western  Railway. 

In  this  case  as  the  1.12  p.ra.  passenger  train  from  Wolverhampton  to  l^ondon  was. 
approaching  the  junction  it  ran  into  a  light  engine  which  was  standing  at  the  home  signal 
of  Stourbridge  Junction  North  signal  cabin.  Both  engines  were  badly  damaged,  and 
several  windows  and  buffer  castings  of  the  train  were  broken.  Nine  passengers  have 
complained  of  slight  injury,  and  the  driver  and  fireman  of  the  light  engine  and  the  guard 
of  the  train  were  cut  or  bruised. 

The  light  engine  was  a  saddle  tank  engine,  and  was  travelling  bunker  first.  The 
train  consisted  of  a  four-coupled  express  passenger  engine  and  four  eight- wheeled  coaches, 
and  it  was  fitted  throughout  with  the  automatic  vacuum  brake. 

Details  of  the  damage  to  the  engines  and  carriages  will  be  found  in  the  Appendix. 


DescrtpHon. 

This  collision  occurred  at  Stourbridge  Junction,  the  points  of  which  are  worked  from- 
the  Stourbridge  Junction  North  signal-box.  It  is  an  ordinary  double  junction  between: 
the  main  line  from  Wolverhampton  to  London  vid  Worcester,  and  the  branch  line  from 
Birmingham.  The  North  box  up  main  line  home  signal  covering  the  junction  is  220 
yards  from  the  signal-box,  and  as  the  line  between  the  two  is  practically  straight,  the 
light  engine  was  clearly  visible  from  the  box. 

The  box  next  in  rear  of  the  junction  is  the  Engine  House  box,  which  is  677  yards- 
fi-om  the  up  main  home  sis^nal  of  the  North  box,  or  897  yards  from  the  North  box,  the 
line  between  the  two  boxes  'being  carried  on  viaduct  for  the  greater  part  of  the  distance. 
The  box  ahead  in  the  direction  of  London  is  Stourbridge  Junction  Middle  box. 

The  gradients  are  as  follows  : — 

From  Engine  House  box  towards  North  box,  for  a  distance 

of  440  yards  .. .         ...         ...         ...         ...         ...         ...  Level. 

Thence  as  far  as  North  box,  home  signal        ...         ...  ...  1  in  198  rising. 

From  North  box  home  signal  to  North  box ...  Level. 
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Between  the  Engine  House  box  and  the  North  box  home  signal  the  line  curves  to 
the  right,  as  seen  from  an  engine  travelling  in  the  direction  of  Worcester. 

There  is  some  slight  difference  of  opinion  between  the  witnesses  as  to  the  state 
of  the  atmosphere,  some  saying  that  it  was  clear  and  bright,  others  that  it  was  hazy. 
But^I  do  not  think  the  day  was  other  than  sufficiently  clear  for  a  good  view  of  the  line 
to  be  obtained  within  reasonable  limits  both  from  the  signal-box  and  the  engine  of 
the  train. 

There  is  a  refuge  siding  on  the  up  side  of  the  up  main  line  between  the  end  of  the 
viaduct  and  the  home  signal  of  the  North  box,  and  owing  to  curvature  of  the  line  it  is 
not  easy  for  a  driver  approaching  the  junction  from  Engine  House  to  distinguish  with 
certainty  between  an  engine  which  may  be  standing  in  the  siding  and  one  on  the  main 
line,  until  he  is  within  about  200  yards  of  it. 

Evidence. 


Henry  John  Toivnsend^  signalman,  states : 
I  came  on  duty  at  6  a.m.  Monday,  February  17rh, 
1902,  and  took  up  my  ordinary  duties  at  the 
North  signal  box,  fcjtourbridge  Junction.  At 
1.24  p.m.  I  took  a  goods  train  from  the  Engine 
house,  whij3h  passed  in  at  1.31  p.m.  At  1.25  p.m. 
I  took  a  pilot  engine  on  from  Lye  on  the  warning 
Bignal,  and  this  passed  in  at  1.33  p.m.  A  Bordes- 
ley  engine  was  also  taken  on  the  warning  pignal 
from  the  Engine  house  at  1.31  p.m.,  and  this 
arrived  at  my  home  signal  1.34:  p.m.  At  1.36  p.m., 
finding  the  goods  train  and  first  engine  still  on 
the  up  road  and  the  1.12  p.m.  passenger  train 
from  Wolverhampton  getting  due,  I  crossed  the 
two  former  on  to  the  down  main  line.  Unfor- 
tunately for  the  moment  I  forgot  that  the  Bordepley 
engine  was  standing  at  my.^p  main  line  home 
signal,  and  I  cleared -back -to  the  Engine  house 
box  at  1.36  p.m.,  at  which  time  that  box  asked 
'*4ine  clear"  for  the  up  passenger  train,  and  I  took 
it  on  at  1.36  p.m.,  taking  off  all  my  signals.  The 
Bordesley  engine  took  the  signal  and  commenced 
to  come  towards  my  signal  box,  but  had  only  got 
.a  few  yards  when  the  passenger  train  ran  into  it. 
When  this  happened  I  was  engaged  getting  the 
goods  train  off  the  down  road  into  the  sidings  to 
clear  the  main  line  for  the  1.44  p.m.  passenger 
train  to  Birmingham.  In  crossing  the  light  engine 
irom  Lye  and  the  goods  train  coupled  on  to  it 
from  up  to  down  line  I  took  the  former  to  be  the 
Bordesley  engine,  and  when  clear  over  the  points 
cleared  the  up  main  line  as  stated.  It  was  purely 
an  oversight  on  my  part,  which  I  greatly  regret. 
"There  was  no  one  in  the  signal  box  with  me,  and 
I  alone  am  to  blame  for  the  accident.  Stour- 
bridge Junction  North  box  is  an  8-hour  box.  I 
had  come  on  duty  at  6  a.m.  Absolute  block  for 
goods  trains  is  not  worked  between  the  north  and 
middle  boxes  ;  but  absolute  block  is  in  force  for 
passenger  trains.  The  goods  train  and  light 
engine  from  Lye  were  at  the  Middle  box  home 
signal.  1  asked  the  signalman  at  Middle  box 
if  he  could  deal  with  them,  and  he  said  he  could 
not  do  so  at  the  time.  I  told  him  I  would  see 
to  them,  and  I  called  the  shunter  up,  and  I  told 
him  the  points  were  right  to  cross  the  train  and 
engine  from  the  up  to  the  down  line,  and  he  went 
and  brought  them  across,  and  I  then  put  the 
goods  train  and  Lye  engine  into  the  down  siding. 
I  think  the  entrj'  of  the  time  at  which  I  gave 
line  clear  to  the  engine  shed  box  should  have 
been  L3i),  instead  of  1.36,  as  shown  in  my  book. 
The  time  at  wh  ch  the  goods  train  was  croseed 
from  the  up  to  the  down  line  is  entered  in  the 
book  as  L35.  I  received  the  shunt  signal  from 
the  engine  shed  box,  and  1  replied  bj^  giving 
**  Line  clear."  I  have  been  in  the  Company's 
service  19  years,  signalman  18  years,  and  have 
been  most  of  my  time  in  thp  neighbourhood  of 


Stourbridge.     I  have  been  at  Stourbridge  Junc- 
tion since  1886. 

Frank  V.  Smithy  tignalman,  states :  On 
Monday,  February  17th,  I  came  on  duty  at  10  a.m. 
(after  having  had  14  hours  oflp  duty),  and  took  up 
my  ordinary  duties  at  the  Engine  House  box.  It 
is  a  10-hour  box.  At  1.17  p.m.  1  obtained  **  line 
clear"  from  the  North  b^.x  for  the  6.45  a.m.  Bank 
train,  and  "train  out  of  section"  was  returned  to 
me  for  same  at  1.23  p.m.  I  then  asked  "line 
clear  "  for  a  special  of  empty  waggorts  which  was 
accepted  by  North  box  at  1.23  p.m.,  "  train  out  of 
section"  returned  at  l.i.O  p.m.  At  L31  p.m.  I 
asked  "  line  clear "  for  a  light  engine  which  the 
North  box  accepted,  on  the  "  warning  "  signal.  I 
inbtructed  the  driver  according  to  rule,  and  the 
engine  left  at  1.31  p.m.  At  1 .34  p.m.  "  line  clear  " 
was  asked  from  Brettel  Lane  for  the  1.12  p.m. 
passenger  train  from  Wolverhampton,  which  I 
accepted,  and  train  was  put  on  line  at  1.39  p.m. 
As  •*  train  out  of  section  "  for  the  engine  had  not 
been  received  from  the  North  box  I  sent  the 
shunt  signal,  1-5-5,  at  J. 39  p.m.,  which  was 
answered,  and  "  train  out  of  section  "  given  at 
1.40  p.m.  I  then  asked  "line  clear"  for  the 
passenger  train,  which  the  North  box  accepted, 
and  I  took  off  all  my  signals,  and  the  tram  passed 
at  1.41  p.m.  When  I  lowered  my  advance  start- 
ing signal  I  noticed  the  North  box  distant  signal 
stood  at  danger,  and  I  am  unable  to  say  when  it 
was  lowered.  I  did  not  hear  the  passenger  iiain 
sound  the  whistle,  either  coming  down  the  bank 
or  while  running  towards  Stourbridge  Junction. 
The  train  passed  my  box  at  the  usual  speed. 

F.  E,  J.  Hiilj  driver,  states  :  I  have  been  in 
the  Company's  service  20  years,  and  I  have  been 
driver  tw^o  years.  On  17th  Ftbruary  I  came  on 
duty  at  6.45  a.m,  to  work  till  about  5.55  p.m,  I 
worked  the  7.45  a.m.  train  from  Bordesley 
Junction  to  Stourbridge.  1  put  my  train  away 
in  the  up  sidings,  and  then  went  to  shed  to  turn, 
ready  to  go  back  to  Bordesley  Junction.  When  I 
left  Engine  House  signal  box  I  received  the 
warning  signal  from  the  signalman,  and  I  came 
to  a  stand  at  the  home  signal  North  box.  My 
engine  was  a  saddle-tank  engine,  six-coupled, 
and  I  was  travelling  bunker  first  from  Engine 
House  to  Stourbridge  Junction.  I  think  I  was 
standing  about  four  minutes  at  the  home  signal, 
when  the  signal  was  lowered.  I  was  down  on 
the .  ground  oiling,  when  the  signal  dropped. 
I  was  at  the  side  of  ihe  engine  furthest  from  the 
signal.  As  soon  as  the  signal  dropped,  my  mate 
opened  the  whistle  and  called  out  to  me.  I  at 
once  got  up  on  to  the  foot  plate  and  gave  the 
engine  steam,  and  started  away.  I  heard  no 
whistle  at  all   from  any   other  train.     I   never 
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noticed  the  passenger  train  coming,  and  the  first 
I  knew  of  its  presence  was  the  shock  of  the 
collision.  My  left  leg  was  badly  hart  and  the 
right  leg  slightly  so.  I  have  been  off  duty  ever 
since,  and  am  not  yet  fit  for  duty.  I  whistled  for 
the  signal  to  be  lowered  when  I  first  came  to  a 
stand  at  it,  but  I  did  not  send  my  fireman  to  the 
signal  box,  nor  did  I  whistle  a  second  time. 
There  is  some  difference  of  opinion  among  drivers 
as  to  the  interpretation  of  the  rule  55  about 
sending  firemen  to  the  signal  box.  The  work  of 
the  engine  was  similar  to  what  happens  on  most 
days.  We  usually  get  the  warning  signal  at 
Engine  House  box,  and  usually  are  stopped  at  the 
home  signal  North  box  for  a  short  time.  The 
engine  was  a  good  deal  damaged.  The  boiler 
was  shifted  on  the  frame  and  buffer  beam  at 
chimney  end  broken,  smoke  box  damaged ; 
angle  irons  of  the  frame  at  leading  end  were 
strained. 

H.  Tarver,  fireman,  states :  I  have  been  in  the 
Company's  service  about  4^  years,  and  fireman 
2^  years.  On  the  17th  February  I  came  on  duty 
at  6.40  a.m.  to  work  till  about  5.55  p.m.  I  have 
heard  the  driver's  statement  read  and  I  agree 
with  it,  but  I  think  I  opened  the  regi  later  to 
give  the  engine  steam  when  we  started  fron  the 
home  signal.  I  had  no  idea  the  passenger  train 
was  behind  us  till  the  collision  occurred.  I  was 
bruised  from  head  to  foot  by  the  blow.  The 
passenger  train  struck  the  engine  twice.  After 
the  second  blow^  I  jumped  off  oa  to  the  ground. 
My  engine  stopped  at  last,  nearly  opposite  the 
signal  box.  The  weather  was  bright  and  clear. 
I  understand  my  rules,  but  I  thought  rale  55 
applied  after  having  stood  at  the  home  signal  five 
minutes. 

William  Henri/  Watkins,  driver,  states :  I 
have  been  with  the  Company  35  years,  and  I  have 
been  driver.  14  years.  On  the  17  th  February 
1  came  on  duty  at  11.50  at  Wolverhampton  to 
work  till  about  12.40  a.m.  next  morning.  My 
engine  was  No.  3,220,  four-coupled  express 
passenger  engine.  I  was  working  the  1.12 
passenger  train  from  Wolverhampton  to  Pad- 
dington.  All  signals  were  off  for  me  at 
Brettel  Lane,  Engine  house  and  North  )>ox  Stour- 
bridge Junction.  1  shut  off  steam  as  usaal 
between  the  distant  and  home  signal  for  Engine 
house.  My  train  consisted  of  four  eight- wheeled 
coaches,  and  it  was  fitted  throughout  with  the 
automatic  vacuum  continuous  brake.  After 
rounding  the  curve  at  the  south  end  of  the 
viaduct,  and  when  travelling  at  about  30  miles  an 
hou",  I  noticed  a  light  tank  engine  standing  at 
the  home  signal.  When  I  was  about  150  yards 
from  the  engine  I  saw  that  it  was  on  the  main 
line.  I  had  seen  the  engine  before  this,  but  I 
thought  it  was  in  the  siding.  Owing  to  the  thick- 
ness of  the  atmosphere  and  the  curve  of  the  line, 
I  could  not  see  sooner  that  it  was  on  the  main  line. 


I  instantly  applied  my  brake  and  reversed  mry' 
engine  and  applied  steam.  The  engine  wheetoi 
then  skidded.  I  opened  my  whistle*  When 
1  got  near  the  light  engine  it  was  on  the  move, 
but  it  did  not  get  away  clear,  and  I  struck  it 
about  10  yards  bouth  of  the  home  signal,  having: 
at  that  time  reduced  the  speed  of  my  train  to 
10  to  15  miles  an  hour.  There  was  a  rebound, 
and  my  engine  struck  the  light  engine  a  second 
time.  Three  coaches  of  my  train  broke  loose. 
My  engine  came  to  a  stand  near  the  signal-bost.' 
The  buffers  of  the  two  engines  were  interlocked. 
The  leading  buffer  plank  and  part  of  the  side 
framing  were  damaged,  and  the  boiler  was 
moved  on  the  frame  and  front  of  smoke -box 
damaged.  A  drawbar  between  first  and  second 
coaches  was  separated,  and  several  coach  buffers: 
and  windows  were  broken.  The  collision 
occurred  about  1.40  p.m.  My  train  was  two 
minutes  late. 

W,  T.  OilOert,  fireman,  states :   I   have  been 
with  the  Company  11   years,  and   I   have  been^ 
fireman  seven  years.    On  the  17th  February  og^" 
hours  of  duty  were  the  sime  as  my  driver*8.  *  I 
agree  with  the  driver's  statement.     I  looked  out- 
side the  cab  while  running  between  the  viaduct* 
and  Rufford's  bridge,  and  saw  the  engine  on  the. 
up  main  line.     I  at  once  shouted  to  the  driver 
"  Whoa,"  but  he  had  already  seen  it  and  applied 
the  brake.     The   »vhistle  was  blown,  1    believe, 
just  after  coming  off  the  viaduot.    The  weather- 
was  slightly  hazy. 

John  Rice,  passenger  gu  ird,  states  :  On  Monday, 
February  17th,  1902,  I  came  on  duty  at  10.15  a.m.' 
1  worked  the  1.12  p.m.  passenger  train  from 
Wolverhampton.  We  left  to  time  and  nothing 
occurred  outside  the  ordinary  working  until  we 
reached  Stoarbridge  Junction.  The  train  left 
Brettel  Lane  at  1.39  p.m.,  three  minutes  late,  and 
just  after  passing  the  up  home  signal,  Stourbridge 
Junction  North  box,  the  train  struck  a  light 
engine  which  was  on  the  up  main  line.  My 
train  consist-ed  of  four  eight-wheeled  coaches,  and 
I  was  riding  in  the  rear  of  the  train.  After  the 
impact,  which  occurred  about  1.41  to  1.42  p.m., 
the  train  parted,  the  engine  and  one  coach 
travelling  some  distance  from  the  rear  portion. 
The  rear  portion  came  to  a  stand  foul  of  the 
junction  of  the  branch  line  to  Birmingham.  At 
the  time  the  weather  was  somewhat  dull,  but 
there  was  nothing  to  obscure  the  sight  of  signals, 
&c.  I  did  not  hear  or  notice  any  engine  whistle 
prior  to  ihe  impact.  I  was  thrown  down  in  my 
van  and  my  left  arm  was  injured.  I  am  batter 
now  and  have  resumed  duty.  I  have  been  in  the 
Company's  service  nearly  20  years.  ]  was  due 
to  book  off  duty  at  about  8.30  p.m.  The  train 
was  properly  fitted  with  the  vacuum  brake,  which 
was  in  good  orJer.  I  should  think  the  speed  at  the 
time  of  the  collision  was  about  25  miles  an  hour. 


Conclusion. 


The  cause  of  this  collision  is  fully  explained  in  the  evidence  of  Signalman  Townsend, 
who  was  on  duty  in  the  Stourbridge  Junction  North  box.  He  simply  forgot  that  the  engine 
was  at  his  home  signal,  and  without  looking  to  see  whether  the  line  was  clear  or  not, 
"  accepted  "  the  passenger  train  as  soon  as  it  was  offered  to  him  from  Engine  House  b  )x. 

The  sequence  of  events  leading  up  to  the  collision  is  as  follows :-  -At  1.31  p.m.  a 
goods  train  arrived  at  the  North  signal  box  from  Engine  House  ;  at  1.33  a  light  engine 
arrived  at  the  branch  line  home  signal  from  Lye  ;  and  at  1.3  4  a  second  light  engine  (the 
one  concerned  in  the  collision)  arrived  from  Engine  House  at  the  up  main  home  signal  of 
the  North  box.     Up  to  this  time  the  working  seems  to  have  been  according  to  rule,  the 
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two  light  engines  having  been  "  accepted  *'  under  the  "  warning  arrangement."  Finding 
that  the  signalman  in  the  Middle  box  could  not  dispose  of  the  goods  train  and  the  light 
engine  from  Lye,  and  being  desirous  of  clearing  the  up  main  line  for  the  London  express, 
which  was  nearly  due,  Townsend  arranged  to  attach  the  light  engine  to  the  rear  of  the 
goods  train,  and  to  cross  them  as  one  train  from  the  up  to  the  down  line  by  means  of  the 
cross-oxer  road  near  his  signal  box,  and  when  this  was  done  he  caused  them  to  be  put 
into  the  down  refuge  siding.     This  operation  seems  to  have  been  completed  about  1.36. 

At  1.H9  or  1.40,  Townsend  received  "is  line  clear"  from  Engine  House  for  the 
passenger  train,  and  having  entirely  forgotten  that  the  second  light  engine  was  still 
standing  at  his  up  main  home  signal,  he  "  accepted  "  the  train  by  giving  "  line  clear  "  for 
it,  and  after  passing  the  block  signals  on  to,  and  receiving  "  line  clear  from,  the  Middle 
box,  he  lowered  his  up  main  line  home  signals.  As  soon  as  the  home  signal  was  lowered, 
the  driver  of  the  light  engine  which  was  standing  at  this  signal,  gave  his  engine  steam, 
being  under  the  impression  that  the  signal  had  been  pulled  off  tor  him.  The  engine  had 
not  however  proceeded  many  yards  before  it  was  overtaken  by  the  passenger  train. 

The  driver  of  the  light  engine  was  quite  unaware  of  the  approach  of  the  train.  This 
was  doubtless  due  to  the  fact  that  his  engine  had  a  high  saddle  tank,  which,  as  the  engine 
was  running  bunker  first,  intercepted  his  view  to  the  rear,  so  that  even  if  he  had  cast  a 
glance  backwards,  which  there  was  no  occasion  for  him  to  do,  he  would  not  have  seen  the 
train. 

The  driver  of  tiie  express  says  that  he  saw  the  light  engine  when  he  was  on  the 
viaduct,  but  thought  that  it  was  m  the  up  reftige  siding.  On  leaving  the  viaduct,  and 
when  about  150  yards  from  the  engine,  he  discerned  that  it  was  on  the  up  main  line. 
He  was  then  travelling,  according  to  his  statement,  at  30  miles  an  hour  (which  is,  I 
think,  considerably  below  the  mark),  and  immediately  did  all  he  could  to  stop.  liut  time 
and  distance  were  too  short,  and  though  speed  was  reduced  according  to  the  guard  to  25 
miles  an  hour,  it  was  impossible  to  stop  the  train  altogether  before  it  overtook  the  light 
engine.  Fortunately  the  latter  was  on  the  move,  but  in  spite  of  this  the  shock  of  the 
collision  was  severe. 

The  two  engines  became  buffer- locked  and  ran  forward  180  yards  before  coming  to 
rest.  The  train  became  separated,  one  coach  jemaining  attached  to,  and  going  forward 
with,  the  train  engine,  while  the  other  three  coaches  stopped  within  a  few  yards. 

Clearly  the  collision  is  to  be  attributed  to  forgetfulness  on  the  part  of  signalman 
Townsend.  What  this  man  was  doing  between  1.36,  the  time  when  he  shunted  the 
goods  train,  and  1.40,  when  he  "  accepted  "  the  passenger  train,  cannot  be  stated.  He 
can  hardly  have  been  attending  with  any  care  or  diligence  to  his  duties,  and  the  appear- 
ance of  the  register  book  indicates  that  he  had  omitted  to  make  in  it  the  entries  referring 
to  the  light  engine  at  the  proper  times.  He  frankly  admits  his  fault,  and  there  is  wo 
more  to  be  said.  He  had  been  on  duty  7  hours  40  minutes,  and  as  it  is  an  8-hour  box, 
his  time  for  relief  was  close  at  hand. 

The  suggestion  was  made  to  me  that  driver  F.  Hill,  of  the  light  engine,  had   been 
remiss,  in  that  he  failed  to  send  his  fireman  to  the  signal-box  according  to  rule  to  remii^^ 
the  signalman  that  there  was  an  engine  at  the  home  signal.     The  rule  (No.  55  in   tbe 
General  Rule  Book)  says,  "  In  case  of  detention  at  a  home  or  starting  or  advanced 
starting  signal,  the  engine  driver  must  immediately  sound  his  whistle,  and  if  still  detctind 
the     .     .     .     fireman  must  go  into  the  signal-box  and  remind  the  signalman  of  t;be 
position  of  the  train,  i&c,  &c. '     The  wording  is  somewhat  indefinite,  it  being  left  to  th^ 
^discretion  of  the  driver  to  interpret  for  himself  the  words  in  italics.     In  this  case  driver 
Hill  perhaps  committed  an  error  of  judgment  in  not  having  sent  his  fireman  to    ^*^^ 
signal-box.     But  it  is  only  right  to  point  out  that  during  the  absence  of  the  fireman  *^^ 
light  engine  was  bound  to  remain  stationary,  and  had  the  fireman  failed  to  reach    ^^^ 
signal-box  before  Townsend  "  accepted  "  the  passenger  train,  the  engine  would   iui^'^ 
been  at  rest  when  the  train  struck  it,  and  the  collision  would  have  been  much  worse. 

It  would  be  a  great  advantage  if,  in  places  such  as  this,  where  the  home  signal  i^  ^ 
long  way  from  the  signal-box,  a  telephone  or  an  electric  bell  were  attached  to  the  ng^f^ 
post,  to  enable  drivers  to  communicate  with  the  signalman.     The  practice  of  sending  ^J 
fireman  or  guard  to  the  signal-box  is  open  to  many  objections,  and  seems  somewhat    ^^ 
of  date. 

I  have,  &c., 
The  Assistant  Secretary,  ^H.  A.  Yoeke, 

Railway  Department,  Board  of  Trade.  LieuL-CoL^  B.h" 
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APPENDIX. 


Particulars  op  Damagb  to  Stock. 

Engine  No.  3,*120. — Riyets  on  right  side  of  cab,  sand-boxee    damaged,    and    boiler    moved    on 

front   vacuum  pipe,  whistle   pillar,  both  front  framing, 
buffers  and  coupling  broken  ;  front  buffer  plank 

smashed ;  both  framings  bent ;  expansion  brackets  Composite  Carriage  No.  853.— Three  buffer- 
shifted  on  framing  and  foot-plate  damaged  •  ^^^^  castings,  one  draw-bar  hook,  five  quarter 
rivets  in  smoke  box  disturbed.  lights,  and  two  lavatory  basins  broken. 

Engine    No.   1,258.  -  Spring   balance,   water  ,.  T^^^^l^^f  Carri^e  No.  3,205.-Eight  quarter 

gauge  frame,  pet  pipe  stud  on  clack  box,  right  i^^^*»  ^^^  ^^"^^  ^^^^^  ^^^®  castings  broken,  and 

hijector  feed  cock,  levelling  pipe  in  tank,  framing  °^^®^  ^^^^  *^®^*- 

stey  in  jront  of  fire  box,  leading  buffers,  steam  Tri-Composite  Carriage  No.  1,280.— Six  quarter 

pipe  and  blast  pipe  in  smoke  box,  and  vacuum  lights  broken, 
pipe,    all     broken ;    smoke  box  broken.      Both 

whistle  pillars,  front  plate  of  cab,  ejector  box  Brake-van    No.    2,249.  —  Two    quarter    lights 

and  pipes,   right  injector  feed  pipes  and  front  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  8th  April. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 

8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sib,  28th  January,  1902. 

I  HAVE  the  honour  to  report,  for  the  information -of  the  Board  of  Trade,  in  com- 
pliance with  your  Order  of  the  17th  January,  the  result  of  my  inquiry  into  the  causes  of 
the  collision  which  occurred  on  the  11th  January  between  a  passenger  train  and  an  empty 
waggon  train  at  Pendleton  New,  on  the  Lancashire  and  Yorkshire  Railway. 

In  this  case,  as  the  7.30  a.m.  passenger  train  from  Manchester  to  Wigan  was  cross- 
ing from  the  down  fast  to  the  down  slow  line  at  Pendleton  New  Station,  it  collided  with 
the  van  of  a  special  train  of  empty  wagofons  which  was  standing  with  the  engine  at  the 
up  slow  line  home  signals  for  Windsor  Bridge  No.  3  box,  and  the  rear  foul  of  the  cross- 
ing above  mentioned. 

The  passenger  train  consisted  of  a  four- wheels-coupled  radial  tank  engine,  third  van 
(six  wheels)  ;  bogie  third  ;  bogie  composite  ;  third  (six  wheels)  ;  and  bogie  third  van,  in 
the  order  named,  fitted  with  the  automatic  vacuum  brake  on  the  four  coupled  wheels  of  the 
engine  and  all  carriage  wheels  except  the  centre  pair  of  the  two  six -wheeled  vehicles. 

The  empty  waggon  train  consisted  of  engine,  62  empty  waggons,  and  a  brake  van. 
The  brake  van  of  the  empty  waggon  train  was  derailed,  and  the  waggon  next  to  it  had  its 
trailing  wheels  lifted  off  the  rails. 

No  vehicle  of  the  passenger  train  left  the  rails. 

Four  passengers  complained  of  injuries. 

Details  of  damage  to  rolling  stock  and  permanent  way  are  given  in  the  Appendix. 

Description. 

There  are  four  lines  of  rails  through  Pendleton  New  Station,  viz.,  up  and  down  fast 
and  up  and  down  slow  roads,  running  approximately  south-east  and  north-west.  The 
fast  lines  are  to  the  north  of  the  slow  Tines,  and  the  down  lines  on  the  south  side  of  their 
respective  up  lines.  There  are  two  island  platforms,  and  the  signal-box  is  at  the  south- 
east end  of  that  between  the  up  and  down  slow  lines. 

Just  to  the  south-east  of  the  signal-box  are  cross-over  roads  between  the  fast  and 
slow  lines,  the  facing  points  in  the  down  fast  line  being  124  yards  fi'om  the  signal-l:M)x, 
and  the  corresponding  trailing  points  in  the  down  slow  10  yards  from  it.  The  actual 
crossing  in  the  up  slow  line  is  90  yards  from  the  signal-box,  the  fouling  point  between 
a  train  passing  from  the  down  fast  to  the  down  slow  Une  and  a  train  standing  on  the  up 
slow  line  is  115  yards  to  the  south-east  of  the  signal-box.  The  down  home  signals  for 
Pendleton  New  box  for  both  fast  and  slow  lines  are  about  13  yards  beyond  the  facing 
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points  in  the  down  fitst  line  above-mentioned,  or  137  yards  from  tbe  signal-box,  and 
about  22  yards  beyond  the  fouling  point  of  the  crossing  from  down  fast  to  down  slow 
and  the  up  slow  lines.  The  home  signal  for  the  down  slow  line  is  placed  between  the 
up  and  down  slow  lines,  which  widen  out  on  approaching  the  station. 

The  next  signal-box  in*  advance  on  the  up  lines  is  Windsor  Bridge  No.  3,  and  the 
up  slow  home  signal  for  that  box  is  512  yards  from  Pendleton  New  box,  and  therefore 
422  yards  ahead  of  the  crossing  from  the  down  fast  to  down  slow  line  near  the  latter  box. 

The  line  is  on  a  considerable  curve  between  the  two  signal-boxes,  and  the  gradient 
is  at  first  a  falling  one  and  then  a  rising  one  from  Pendleton  New  to  Windsor  Bridge 
No.  3. 

Evidence. 


John  Henry  Tates^  goods  guard,  states :  I 
have  been  in  the  service  19  years,  and  a  goods 
guard  for  about  nine  years.  On  January  11th  I 
booked  on  duty  at  4  a.ni.,  and  my  ordinary  time 
of  finishing  would  be  about  2  p.m.  I  was 
working  with  a  special  of  empties  from  Miles 
Platting  to  the  Ship  Canal,  via  Bui-y  loop,  and 
my  train  consisted  of  62  empty  waggons  and  vans 
and  brake-van.  On  arrival  at  the  home  signal 
for  the  up  slow  line  at  Windsor  Bridge  No.  3 
box,  the  driver  brought  the  train  to  a  stand,  the 
signal  being  on  It  is  the  practice  to  keep  us 
at  this  signal  until  a  through  road  can  be  given 
to  the  Ship  Canal  brapch,  unless  we  have  work 
to  do  at  Hope  Street.  When  we  came  to  a  stand 
I  hioked  out  of  my  van,  and  1  noticed  that  my 
van  was  foul  of  the  crossing  leading  from  the 
down  fast  line  to  the  down  slow  at  Pendleton 
New  Station,  the  trailing  buffers  of  my  van 
being  just  over  the  crossing  in  front  of  the  slip 
j)oints.  If  my  van  had  been  almost"  clear,  but 
not  quite,  I  should  have  thought  it  my  duty  to  call 
the  attention  of  the  signalman  to  its  position,  but  as 
we  were  so  obviously  foul,  and  it  was  quite  light 
enough  for  the  signalman  to  see  this,  I  did  not 
think  it  necessary  for  me  to  say  anything  to  him. 
I  cou]d  see  the  box  quite  plainly,  and  could  have 
done  so  if  the  lights  in  it  had  not  been  burning, 
and  I  am  quite  sure  that  the  signalman  could 
have  seen  that  we  were  foul  if  he  had  looked. 
As  soon  as  I  saw  the  position  my  van  was  in  I 
got  back  in  the  van  and  had  my  breakfast,  and  I 
had  just  finished  it,  and  was  putting  my  tea 
bottle  away  when  the  collision  occurred.  I  was 
only  slightly  shaken,  and  do  not  feel  any  the  worse. 
We  came  to  a  stand  at  7  a.m.,  and  I  think  we 
should  be  standing  35  minutes  before  the  mishap 
happened.  I  got  out  of  the  van  a-i  quickly  as  I 
could  after  the  collision,  and  I  was  going  to  tho 
box  to  warn  the  signalman  when  I  met  the 
driver  of  the  passenger  train  returning  from 
thP  cabin.  He  told  me  that  he  had  been  to  the 
signalman,  and  I  then  went  down  to  my  own 
driver  to  tell  him  not  to  move.  My  hand  brake 
was  off  at  the  time  the  accident  happened,  as  it 
was  not  required  to  be  on  whilst  I  was  standing 
there.  I  am  quite  sure  that  my  train  was  not 
set  back  or  moved  in  any  way  after  we  came  to 
a  stand.  All  the  waggons  and  vans  on  my  train 
w»^re  four-wheeled  vehicles.  My  van  was  de- 
railed, and  the  waggon  next  to  it  had  its  trailing 
wheels  lifted  by  thu  footstep  of  the  van.  I  have 
never  warned  the  signalman  that  my  van  was 
foul  of  the  crossing.  I  have  sometimes  more  and 
sonietimes  fewer  waggons  on  my  train  than  when 
standing  in  the  loop. 

William  Tattersall,  signalman,  Pendleton  New 
Station  box,  states  :  I  have  been  in  the  service 
about  13i  years  ani  a  signalman  for  11^  years, 
over  six  years  of  which  I  have  spent  in  Pendleton 
New  Station  box.    On  January  llthi  I  came  on 


duty  at  6  a.m.  to  work  until  2  p.m.    A  special  of 
empty  goods  waggons  from  Miles  Platting  to  the 
Ship  Canal  line,  and  which  had  travelled  via  Bury 
loop,  was  offered  to  me  on  the   up  slow  from 
Irlam  box  at  6.48   a.m.      I   accept^  it    at   the 
same  time,  received  "  Train  entering  section  "  at 
6.54,  and  it  arrived  at  6.57,  and  came  to  a  stand 
waiting  acceptance  from  Winds  t  Bridge  No.  .3. 
The  latter  box  acknowledged  the  **  Is  line  clear" 
signal  for  it  at  6.58  and  it  passed  me  at  7.3,  when 
I  gave  "  Train  out  of  section  "  signal  to  Irlam. 
I  was  not  aware  that  the  train  was  going  to  stop 
at  Windsor  Bridge  No.  3  home  signal  until  I  saw 
it  actually  stop,  l>ut  I  expected  it   would  stop 
because  I  noticed  it  slow  down  as  it  was  passing 
my  cabin.     I  saw  it  stop  and  I  judged  from  the 
position  of  the  brake  van  relative  to  back  lights 
of  the  down  home  slow  line  signal  that  it  was 
clear.     It  has  always  been  my  practice  to  judge 
in  this  way  ever  since  the  crossing  was  put  in 
two  or  three  years  ago.     I  could  not  at  that  time 
see  the  lines.    At  7.34  I  received  the  "Is  line 
clear"  signal  for  the  7.30  a.m.  passenger  train, 
Manchester  to  Wigan,  on  the   down  fast  line. 
I  a'^knowlelged  it  at  the  same  time  and  received 
"Train  entering  section"  sijnal  at  7.36,  and  it 
came  into  collision  at  7.38  a.m.    I  had  to  cross  it 
from  the  down  fast  to  the  down  slow,  and  before 
luking  off  my  signals  for  it  I  looki  d  again  to  see 
if    the  empty   waggon  train   was  clear   of   the 
crossing,  and  I  judged  in  the  same  way  as  before 
that  it  was.     I  did  not  look  on  the  rails  on  this 
occasion*     It  was  a  dull  morning,  but  not  misty. 
I  must  have  misjudged  the  distance,  and  that  is 
the  only  explanation  I  can  give  of  the  mistake 
which  has  been  made.     It  is  a  common  practice 
for  trains  to  stand  foul  of  this  crossing,  and  two 
or  three  times  a  daj'  we  have  to  get  Windsor 
Bridge  No.  3  box  to  draw  them  clear.     Had  I 
known   that  the  brake  van  was   foul    on    this 
occasion   I    should    have    had    ic    drawn    clear. 
I  cannot  say  whether  it  was  light  enough  for  me 
to  see  the  po.'st  of  th<^  down  home  signal,  as  I 
always  judge  by  the  lights. 

James  Brown,  driver,  Bacup,  states :  I  have 
been  26  years  in  the  Company's  service,  16  years 
a  driver.  I  came  on  duty  on  January  11th  at 
4.50  a.m.  to  work  in  the  ordinary  course  until 
about  4  p.m.  I  was  working  the  7.30  a.m. 
passenger  train,  Manchester  to  Wigan.  We 
stopped  at  Salford,  and  after  leaving  there  all 
signals  were  off  for  me  except  the  distant  signal 
for  Pendleton  New.  I  travelled  on  the  down 
fast  line  to  Pendleton  New,  where  the  signal  was 
off  for  us  to  cross  to  the  down  slow  line,  and 
when  crossing  I  was  about  an  engine-length  from 
the  brake  van  of  the  empty  waggon  train  standing 
on  the  up  slow  when  I  saw  that  it  was  not  clear. 
The  end  of  the  buffer  plank  on  the  left-hand  side 
caught  the  van  and  turned  it  round,  knocking 
the  other  end  of  it  foul  of  the  coaches.    To  me 
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the  van  only  appeared  to  be  about  a  foot  or  two 
from  being  clear,  and  was  not  overhanging  the 
rail  itself.  The  paint  of  the  eniBrine  tank  was 
scraped  and  the  top  steps  of  both  leading  and 
trailing  steps  were  broken.  I  did  not  see  the 
engine  aclaally  strike  the  van.  I  was  preparing 
to  stop  at  Pendleton  Station  and  should  be  travel- 
ling from  10  to  12  miles  an  hour  at  the  time  of 
the  accident.  I  pulled  up  the  train  in  about  50 
or  60  yards.  It  was  breaking  daylight  at  the 
time,  and  I  could  see  the  whole  length  of  my 
train  directly  aftor  the  collision.  My  engine  was 
a  radial  four-wheeled  coupled  tank,  No.  1,275. 

Herbert  Ashworth^  tireman  to  the  above,  states : 
I  have  been  nine.years  in  the  Company's  service, 
five  years  as  acting  fireman.  I  did  not  see  any- 
thing  of  the  brake  van  until  after  the  collision 
occarred,  and  all  that  I  know  is  that  the  signal 
was  off  for  us  to  cross  from  the  down  fast  to  the 
down  slow  at  Pendleton  New.  I  work  the  same 
hours  as  driver  Brown. 

Enoch  WinroWj  passenger  guard,  states :  I 
have  been  in  the  service  40  years,  and  a  guard 
for  over  27  years.  On  January  Uth  I  came  on 
duty  at  7  a.m.  to  work  until  7  p.m.  I  have  two- 
and-a-half  hours  at  Wigan,  1.45-4.19,  and  one 
hour  at  Southport,  11.15-12.30.  I  was  in  charge  of 
the  7.30  a.m.  train  from  Manchester  to  Wigan, 
which  was  formed  as  follows  : — 

Engine. 

Third  van,  six  wheels. 

Bogie  third. 

Bogie  composite. 

Third,  six  wheels. 

Bogie  third  van. 

We  travelled  on  the  fast  line  to  Pendleton  New, 
and  I  knew  that  we  should  have  to  be  crossed 
there  to  the  slow  line.  The  driver  whistled  for 
the  distJint  signal  for  Pendleton  New,  and  I  put 
my  head  out  of  the  window,  and  noticed  that 
the  home  signal  was  off  for  us  to  cross.    I  was 


crossing  the  van  for  my  hand  lamp  when  I  was 
thrown  down,  and  this  was  the  first  I  knew  of 
anything  being  wrong.  After  I  had  collected 
myself  I  at  once  got  out  of  the  van  and  saw  what 
haicL  occurred.  I  immediately  went  back  to 
protect  my  train.  After  T  had  gone  back  about 
90  yards,  and  could  see  that  the  signals  in  rear 
were  at  danger,  I  put  two  fog  signals  on  the  rails, 
and  then  returned  to  the  train  to  see  if  I  could 
assist  the  passengers.  I  found  several  passengers 
injured  and  rendered  what  assistance  I  could. 
WTien  T  was  going  back  immediately  after  the 
collision  I  could  see  the  arms  on  the  bridge  of 
signals  at  Windsor  Bridge  No.  3  quite  plainly 
just  after  I  got  through  the  bridge.  It  w*as  not 
what  could  be  called  daylight,  but  the  day  had 
broken. 

Arthur  Motilty  acting  driver.  Bury,  stites  :  I 
have  been  11  years  in  the  Company's  service,  one 
year  a  drivor.  On  January  11th  1  signed  on  duty 
at  4.15  a.m.  to  relieve  the  men  working  an  empty 
waggon  special  from  Miles  Platting  to  the  Ship 
Canal.  My  normal  hours  are  10.  My  engine. 
No.  1,191,  is  a  six- wheels-coupled  goods  engine, 
and  the  train  consisted  of  62  empty  waggons  and 
brake  van.  1  was  stopped  at  Pendleton  New, 
and  when  the  signal  was  lowered  I  drew  down 
to  Windsor  Bridge  No.  3  slow  line  home  signal, 
where  1  was  agaiil  brought  to  a  stand.  I  stopped 
with  the  steps  of  the  motion  plate  opposite  the 
electric  bell  post,  and  I  was  so  near  the  signal -tha^. 
1  could  not  have  seen  it  without  bending  down 
to  look  through  the  spectacle.  It  was  commg 
daylight,  and  I  could  see  Windsor  Bridge  No.  3 
box  quite  plainly  from  where  I  stood.  After  we 
had  been  standing  at  the  signal  for  about  five 
minutes  my  fireman  rang  the  electric  communi- 
cation to  warn  the  signalman  at  Windsor  Bridge 
No.  3  that  we  were  at  the  home  signal,  and  I  also 
whistled.  I  did  not  set  back  my  train,  or  move 
it  in  any  direction  until  after  the  collision.  I 
did  not  feel  the  collision,  and  knew  nothing 
about  it  until  the  guard  told  me  of  it. 


Conclttsion. 

This  collision  was  due  to  an  error  of  judgmetit  on  the  part  of  signalman  Tattersall  at 
Pendleton  New  Station  signal-box  under  the  following  circumstances  : — 

He  had  accepted  from  Irlam  signal-box  (the  box  in  rear  on  the  up  bIomt  line)  at 
6.48  a.m.  the  train  of  empty  waggons  which  came  to  a  stand  at  Pendleton  New  Station 
at  6.57  a.m.  At  6.58  a.m.  it  was  accepted  by  Windsor  Bridge  No.  3  box,  the  signal-box 
in  advance;  it  passed  Pendleton  New  box  at  7.3  a.m.,  and  was  brought  to  a  stand  at 
Windsor  Bridge  No.  3  up  home  feignals  with  the  brake  van  foul  of  the  crossing  from  the 
down  fast  to  the  down  slow  line.  But  Tattersall,  judging  by  the  relative  position  of  the 
side  lights  on  the  brake  van  with  the  back  lights  of  the  down  slow  line  home  signal, 
which  is  situated  between  the  up  and  down  slow  lines  about  20  yards  ahead  of  the  fouliu^ 
point,  considered  that  the  brake  van  was  clear  of  the  crossing.  He  states  that  he  ha( 
always  judged  when  it  was  dark  in  this  way,  and  that  on  this  occasion  he  misjudged  the 
distance  between  the  two  lights. 

Goods-guard  Yates,  who  was  in  the  brake  van,  looked  out  and  saw  that  his  van  was 
foul  of  the  crossing  from  the  down  fast  to  the  down  slow  line,  the  trailing  buffers  of  his 
van  being  only  just  ahead  of  the  crossing  in  the  up  slow  line,  and  that  as  it  was  so 
obviously  foul  he  did  not  tell  the  signalman,  as  he  thought  he  must  see  it  for  himself  if 
he  looked.  Yates  states  that  if  his  van  had  only  just  been  foul  he  would  have  considered 
it  his  duty  to  inform  the  signalman  of  the  fact. 

The  empty  waggon  train  then  remained  foul  of  the  crossing  for  half  an  hour,  and  at 
7.34  a.m.  Tattersall  was  offered  and  accepted  the  7. 30 -a.m-.- passenger  train  on  t!ic  down 
fast  road,  and  as  it  was  a  stopping  train  it  had  to  be  turned  on  to  the  slow  road.  Tatter- 
sall states  he  again  looked  at  the  brake  van  of  the  empty  waggon  train  before  he  lowered 
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his  signals  for  the  passenger  train,  and  again  judged  it  was  clear  of  the  crossing  by  look- 
ing at  the  relative  position  of  the  side  lights  on  the  van  and  the  back  lights  of  the  down 
slow  home  signal.  It  was  then  fiskst  getting  light,  and  he  might  have  been  able  to  see  the 
actual  rails  of  the  crossing,  but  he  states  he  did  not  look  at  them,  but  only  at  the  lights. 

At  7.38  a.m.  the  passenger  train  arrived,  and  struck  the  side  of  the  van  of  the  empty 
waggon  train,  turning  it  round  and  causing  it  to  foul  the  rest  of  the  train  worse  than  it 
fouled  the  engine. 

Owing  to  the  curve  in  the  li;ie,  driver  Brown  could  not  see  that  the^van  was  foul  of 
the  crossing  until  quite  close  to  it,  but  as  the  train  was  stopping  at  the  station  it  was  not 
going  more  than  10  or  12  miles  an  hour  at  the  time,  and  quickly  pulled  up  after  the 
collision  occurred,  and  he  is  not  to  blame  in  any  way. 

Although  there  are  no  regulations  by  which  it  was  the  duty  of  goods-guard  Yates 
to  have  informed  the  signalman  that  his  van  was  foul  of  the  crossing,  I  consider  that  as 
he  was  within  90  yards  of  the  signal-box  he  might  have  called  the  attention  of  the  signal- 
man to  the  fact,  especially  when  he  found  it  was  left  in  that  position  for  so  long  a  time. 

Although  signalman  Tattersall  must  bear  the  blame  for  the  collision,  I  consider 
it  is  a  difficult  matter  for  him  to  judge  in  the  dark  as  to  whether  a  train  standing 
on  the  up  slow  line  is  clear  of  the  crossing  from  the  down  fast  to  the  down 
slow  line  or  not,  as  he  has  only  an  end -on  view  of  the  lines,  and  the  fouling  point  is 
115  yards  away  from  the  signal-box.  I  think  therefore,  the  Company  should  consider  t)e 
advisability  of  fixing  a  clearance  bar  at  the  fouling  point  of  the  crosfc^ing  and  the  up  slow 
line,  which  would  prevent  the  signals  being  lowered  for  a  train  to  cross  from  the  down 
fast  to  the  down  slow  line  when  any  vehicle  of  another  train  on  the  up  slow  line  was  foul 
of  the  crossing. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


I  have,  &c.. 


E.  Deuitt, 

Major^  R.E. 


APPENDIX. 


Damage  to  Rolling  Stock. 


Lancashire  and  Yorkshire  Third  Van,  No.  2,338. 
— Waist  and  bottom  quarter  panels,  one  headstoek, 
footboards,  three  axle  boxes,  etc.,  broken. 

Lancashire  and  Yorkshire  Bogie  Third  Van,  No. 
2,525. — Two  headstocks,  door  handles,  commode 
handles,  footboards,  four  axle  boxes,  etc.,  broken, 
and  body  panels  damaged. 

Lancashire  and  Yorkshire  Bogie  Compo.  Van, 
No.  695. — Waist  and  bottom  panels,  doors,  corner 
pillars,  one  headstoek,  six  standing  pillars,  end 
corner  panels,  three  axle  boxes,  etc  ,  broken. 

Lancashire  and  Yorkshire  Third  Van,  No.  1,539. 
— Waist  and  bottom  quarter  panels  and  framing, 
doors,  corner  pillars,  end  corner  panels,  top  and 
bottom  f ootb  )ards,  leg  irons,  and  two  axle  boxes 
broken  ;  partitions,  seat  rails,  etc.,  displaced  and 
broken 


Lancashire  and  Yorkshire  Bogie  Third  Van,  No. 
2,653  — Waist  and  bottom  quarter  panels,  framing, 
doors,  two  axle  boxes,  etc.,  broken. 

Lancashire  and  Yorkshire  Brake  Van,  No.  18,200. 
— Four  end  boards,  four  side  boards,  four  end  foot- 
boards, two  axle  boxes,  one  axle  guard,  four  brake 
blocks,  two  tie  rods,  knee  irons,  and  step  irons 
broken ;  three  axle  guards,  one  drawbar  hook, 
push  rods,  etc.,  bent ;  one  headstoek  badly  grazed, 
and  journals  badly  cut. 

Lancashire  and  Yorkshire  Waggon,  No.  10,314. — 
One  side  plank,  one  end  plank,  tbree  axle  boxes, 
one  butter  head,  one  bearing  spring  shoe,  and 
one  brake  guard  bnken  ;  one  axle  guard,  and- 
one  drawbar  hook  bent ;  and  one  headstoek  and 
one  end  muntin  damaged. 

Engine  No.  1,275. — Leading  and  trailing  steps 
broken. 


Damage  to  Permanent  Wat. 


Two  crossing  chairs  broken. 
Six  ordinary'  chairs  broken. 


Three  sleepers  damaged. 


Printed  copies  of  the  above  Reporo  were  sent  to  the  Company  on  the  20th  February 
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LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department  (Board  of  Trade), 
8  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  19th  March,  1902.  v. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade  in  com- 
pliance with  your  order  of  the  1 5th  February,  the  result  of  my  enquiry  into  the  causea 
of  the  collision  which  occurred  on  the  12th  February,  between  a  passenger  train 
and  an  empty  carriage  train  at  Bradford  Station,  on  the  Lancashire  and  Yorkshire 
Railway. 

In  this  case  the  8.30  a.m.  passenger  train,  from  Manchester  to  Bradford,  collided 
with  the  rear  of  an  empty  carriage  train,  standing  against  the  buffer  stops  at  the  end  of 
No.  4  road  in  Bradford  otation. 

The  passenger  train  consisted  of  a  four- wheels-coupled  passenger  tank  engine,  with 
a  leading  and  trailing  axle,  running  bunker  first,  fitted  with  the  automatic  vacuum 
brake,  and  a  hand  brake,  both  working  the  same  blocks  on  the  four  coupled  wheels,  and 
of  the  following  vehicles  : — 

Bogie  third  van. 
Bogie  composite. 
Bogie  third  van. 

The  vehicles  were  fitted  throughout  with  the  automatic  vacuum  brake  on  all  wheels,, 
and  the  vans  were  fitted  in  addition  with  hand  brakes  working  blocks  on  the  four  wheels 
of  one  bogie. 

Only  one  passenger  complained  of  injury  at  the  time,  but  I  understand  two  or  three 
have  since  done  so. 

The  empty  carriages  were  considerably  damaged,  but  not  those  of  the  passenger 
train,  and  neither  engine,  nor  any  vehicle  of  the  latter,"  left  the  rails. 

Details  of  damage  to  rolling  stock  are  given  in  the  Appendix. 

Description. 

The  down  main  line  from  Bowling  Junction  to  Bradford  Station  which  is  alone 
concerned  in  this  case  is  on  a  felling  gradient  of  1  in  60  the  whole  way,  a  distance  ot 
1,726  yards,  except  for  the  last  220  yards  in  the  station  itself  where  it  is  level. 

The  following  distances  may  be  noted  : — 

Yards. 

Bowling  Junction  to  Coal  Shoots  Signal  Box 616 

Coal  Shoots  Box  to  Mill  Lane  Junction  Box     ... 
Mill  Lane  Junction  Box  to  Caledonia  Street  Bridge 
Caledonia  Street  Bridge  to  Croft  Street  Bridge... 
Croft  btreet  Bridge  to  Bradford  A  Signal  Box  . . . 
Bradford  A  Box  to  buffer  stops  . . . 


• .  • 


... 


.  • 


•  • 


.  • 


. . 


264 
230 
290 
106 
220 


The  speed  restriction  laid  down  by  the  Company  in  the  Appendix  to  their  Working 
Time  Table  is  as  follows  : 

'*  Trains  entering  Bradford  must  not  exceed  a  speed  of  10  miles  an  hour  after  passing  Orof t 
Street  Bridge." 

Evidence. 


George  Sutcliffey  driver,  56  years  of  age,  states  : 
I  have  been  in  the  service  since  1861,  driver  over 
30  years.  I  signed  off  duty  at  11  p.m.  on  the 
11th  inBt«,  and  on  the  IStb  came  on  duty  at  9  a.m. 
to  work  until  8  p.m.  I  worked  the  Bradford 
portion  of  the  8.30  a.m.  Victoria  to  Leeds  and 
Bradford  passenger  train  from  Low  Moor.  I 
coupled  up  to  it  at  10.27  a.m.,  the  train  being  late, 
and  left  Low  Moor  at  10.28  a.m.  The  train  con- 
sisted of  third  bogie  van,  bogie  composite,  and 
third  bogie  van,  and  my  engine  was  No.  1,258, 
which  is  a  four-coupled  passenger  tank  engine, 
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with  a  leading  and  trailing  radial.  It  is^fitted 
with  the  automatic  vacuum  brake  on  the*  four 
coupled  wheels,  and  hand  brake  on  the  same 
wheels  as  well.  We  ran  bunker  first,  and  just 
after  leaving  Low  Moor  the  signals  were  on,  and 
we  were  brought  to  a  stand  at  Low  Moor  No.  4 
down  advance  signal.  We  then  ran  through  the 
tuanel,  and  were  almost  brought  to  a  stand  at 
Bowling  Junction  Station.  I  applied  the  vacuum 
brake  then,  and  it  appeared  in  good  order.  All 
distant  signals  were  on  down  the  bmik,  but  the 
home*  signals  were  off  when  I  sighted  them.     I 
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came  gently  over  the  top  of  the  bank  at  a  speed 
of  10  to  15  miles  an  hour,  and  just  before  passing 
Coal  Shoots  Cabin,  I  tested  the  power  brake, 
reducing  the  vacuum  from  18  inches  to  about  5 
inches,  and  it  seemed  to  act  all  right,  so  I  blew  it 
off  again,  and  when  passing  Mill  Lane  Junction 
Cabin  I  put  it  on  altogether  because  the  speed  was 
increasing,  but  I  found  it  had  no  effect  on  the 
train.  I  began  to  pop  my  whistle.  The  engine 
wheels  picked  up  at  the  Croft  Street  Bridge,  below 
Mill  Lane  Junction  Cabin,  and  I  opened  the  trail- 
ing Sanders,  and  the  fireman  the  leading  ones  to 
check  the  train.  The  wheels  still  skidded,  but  I 
left  the  vacuum  brake  handle  stop  in  the  "  On  " 
position,  and  did  not  release  the  power  brake. 
Just  before  reaching  the  crossing  to  No.  4  platform 
road,  I  reversed  my  engine  and  applied  steam, 
but  the  wheels  were  locked,  so  this  had  no  effect, 
and  we  ran  into  the  stationary  coaches.  I  think 
I  was  travelling  about  10  miles  an  hour  when  I 
hit  the  coaches.  My  fireman  had  the  hand  brake 
on  slightly  after  coming  over  the  bank  top,  and 
applied  it  hard  at  Mill  Lane  Junction.  I  account 
for  the  accident  by  the  train  brake  being  defec- 
tive :  my  engine  brake  was  in  good  order.  When 
I  backed  to  the  train  at  Low  Moor  it  moved  away, 
and  I  had  to  ease  back.  After  the  accident,  the 
guard  told  me  he  had  not  had  his  hand  brake  on 
at  Low  Moor,  and  was  surprised  the  coaches  set 
back.  I  found  a  label  on  the  rear  van  saying 
•*  for  repairs  "  **  for  brake  leaking  off."  I  did  not 
know  this  until  I  got  to  Bradford.  I  saw  the 
signalman  at  cabin  "  A  "  at  the  window  showing 
a  green  flag,  but  it  made  no  difference  as  1  was 
doing  all  I  could  and  I  thought  the  brake  would 
-act  before  anything  happened.  Both  the  outer 
And  inner  home  signals  for  "A"  box  were  off 
when  I  first  sighted  them. 

J,  H.  Growther^  fireman,  states :  I  have  been 
in  the  service  9f  years,  and  have  been  regular 
fireman  for  If  years.  I  signed  off  at  3.50  p.m.  on 
the  11th,  and  on  again  9  a.m.  12th  inst.,  to  work 
till  about  8  p.m.  When  I  coupled  up  at  Low 
Moor  I  put  the  shackle  on  at  the  same  time  as  the 
engine  closed  up,  but  the  coaches  moved  back, 
and  my  driver  had  to  ease  up  before  I  could  screw 
up ;  that  was  unusual,  but  I  did  not  mention  it 
to  anyone.  I  applied  my  hand  brake  slightly  as 
soon  as  my  driver  shut  the  regulator  on  getting  over 
the  top  of  the  bank,  and  when  passing  Mill  Lane 
Junction  Cabin,  I  thought  the  power  brake  was  not 
acting  well,  so  I  tightened  my  hand  brake.  When 
near  the  Caledonia  Street  Bridge,  I  opened  the 
leading  Sanders,  and  my  driver,  opened  the  tmiling- 
cnes.  About  half-way  between  Caledonia  Street 
Bridge  and  Croft  Street  Bridge  the  wheels  picked 
up.  The  driver  reversed  the  engine  at  this  time, 
but  this  had  no  effect,  as  I  do  not  think  the 
coupled  wheels  were  going  round.  If  there  had 
been  no  coaches  in  the  arrival  road  I  think  we 
could  have  pulled  up.  I  think  we  were  running 
^ix  or  seven  miles  an  hour  at  the  time  of  collision. 
The  driver  did  not  commence  to  pop  until  just 
:approaching  "A''  box  near  the  station. 

Oeorge  Harrison  Leach^  signalman,  states :  I 
have  been  in  the  service  25  years,  and  a  signalman 
about  16  years.  On  February  12th  I  came  on 
duty  at  6  a.m.  to  work  until  2  p.m.  I  had  been 
off  duty  from  6  a.m.  the  previous  morning.  I 
am  a  relief  signalman  for  the  Bradford  district, 
and  have  relieved  at  *'  A  "  box  for  over  11  years, 
and  know  the  working  of  the  station  well.  I 
received  "  is  line  clear  "  signal  for  the  8.30  a.m. 
Manchester  to  Bradford  passenger  train  at  10.33, 
from  Mill  Lane  Junction,  acknowledged  it  same 
time,  received  "entering  section"  10.38,  it  passed 


me  at  10.40  into  No.  4  road.  I  should  think  the 
train  passed  me  at  the  rate  of  12  to  14  miles  an 
hour,  and  it  far  exceeded  the  speed  at  which 
trains  usually  enter  the  station.  From  the  speed, 
I  could  see  that  the  train  wotdd  not  stop  before 
hitting  the  carriages  standing  there.  There  were 
five  ordinary  sized  carriages  and  a  low-sided 
waggon  standing  against  the  buffer  stops.  There 
WHS  plenty  of  room  for  the  train  to  arrive  at  the 
platform,  and  the  same  state  of  things  exists  nearly 
every  day.  I  cautioned  the  driver  with  a  green 
flag  as  he  was  passing  my  box  to  indicate  to  him 
that  vehicles  were  in  the  road,  but  I  do  not  know 
whether  he  saw  the  flag  or  not.  I  think  the  train 
was  close  on  to  my  outer  home  signal  before  I 
lowered  it,  because,  1  had  had  to  set  the  road  for 
the  train  after  receiving  "entering  section"  signal 
for  it  from  Mill  Lane  Junction.  The  engine 
wheels  were  skidding  when  the  train  passed  me, 
but  I  did  not  hear  the  driver  popping  until  he  got 
under  Wakefield  Road  Bridge.  I  did  not  notice 
any  of  the  wheels  of  the  coaches  skidding. 

Thomas  Gray  son  j  guard,   Bradford,   states:  1 
have  been  in  the  service  19  years,  and  a  guard 
about  13  years.    On  February  12th  I  came  on 
duty  at  5  a.m.  to  work  until  3.50  p.m.  I  worked 
the  same  hours  the  day  before.     I  took  charge  of 
the  Bradford  portion  of  the  8.30  a.m.  Manchester 
to  Leeds  and  Bradford  at  Low  Moor,  and  left 
there  at  10.28  a.m.,  45  minutes  late,  due  to  fog  in 
the  Manchester  district.     My  vacuum  registered 
19  inches  in  the  van.     We  were  stopped  at  Low 
Moor  No.  3,  No.  4,  and  Bowling  Junction.    At 
the  latter  place  we  were  brought  to  a  dead  stand. 
The  vacuum  brake  had  worked  well  up  to  this 
point.    We  travelled   15  to  20  miles  per  honr 
down  the  bank.    After  passing  Mill  Lane  Junc- 
tion  box   the  speed  increased  a  little.    Trains 
usually  reduce  speed  after  passing  Mill  Lane  box, 
and  I  put  on  my  hand  brake,  but  I  noticed  that 
the  vacuum  brake  did  not  appear  to  be  going  on, 
and  I  looked  at  the  indicator  and  saw  that  the 
finger  pointed  to  zero.    This  would  just  be  abont 
Mill  Lane.     I  put  my  hand  brake  hard  on  and 
looked  out  of  the  side  window  to  see  our  position, 
and  again  looked  at  the  vacuum  and  saw  it  was 
on.    The   train  appeared  to  increase   in   speed 
instead  of  slackening,  although  my  hand  brake 
was  rubbing  hard.     1  should  think  the  speed  when 
passing  "  A  "  box  was  14  miles  per  hour.    I  hnng 
on  to  the  brake  handle,  but  when  the  collision 
occurred  I  was  knocked  on  to  the  floor  of  the  van. 
My  train   consisted  of  bogie  third   van,  2,7^, 
bogie  composite,  758,  and  bogie  third  van,  471. 
When  I  apply  my  hand  brake  it  only  operates  on 
the  four  wheels  of  one  bogie.     All  the  vehicles  of 
my  train  kept  the  rails.     I  should  think  there 
would  be  30  or  40  passengers  in  the  train,  but 
only  one  complained  of  being  hurt.    At  Low 
Moor  the  train  arrived  on  the  down  loop,  and 
although  I  examined  my  train  I  did  not  notice  a 
green  label  on  the  footboard  of  bogie  third  van, 
471,  in  which  I  travelled.     When  the  engine  was 
coupling  up  at  Low  Moor  the  fireman  had  to  make 
two  attempts  before  he  could  catch  the  shackle  on 
as  each  time  the  engine  touched  the  train  the 
coaches  ran  back,  and  I  was  just  going  back  to 
put  on  my  hand  brake  when  1  found  he  had 
coupled  on.    The  vacuum  must  have  leaked  off 
very  quickly.     I  have  seen  the  same  thing  occur 
occasionally,  and  I  did  not  think  there  was  any- 
thing wrong,  as  the  coaches  had  been  standing 
about  five  minutes.     I  did  not  see  any  green  Hag 
at  "A"  box,  as  I  was  not  looking  out  on  that 
side.    After  the  accident  I  had  no  conversation 
with  my  driver,  except  to  ask  him  if  he  was  hurt. 
I  did  not  ask  him  why  he  had  not  stopped  the 
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train,  and  he  did  not  say  anything  to  me  as  tb 
why  the  accident  happened.  I  was  talking  to  the 
fireman  after  the  accident,  and  said  my  hand 
brake  was  not  on  at  Low  Moor.  If  carriages  mn 
back  when  the  engine  is  backed  on  to  them,  after 
my  recent  experience,  I  should  think  the  brakes 
were  defective. 

Walter  SqtiireSy  shunter,  Bradford,  states :  I 
have  been  in  the  service  seven  years,  over  six 
years  at  Bradford,  and  nearly  two  years  a  shunter. 
On  February  12th  I  came  on  duty  at  6  a.m.  to 
work  until  6  p.m.,  with  one  and  a-half  hours  oflE 
for  dinner.  1  was  standing  just  outside  the  "  A  " 
signal-box  when  the  8^0  a.m.  Manchester  to 
Bradford  was  coming  in.  My  attention  was  called 
to  it  by  hearing  the  driver  popping  his  whistle, 
and  seeing  sparks  flying  from  the  engine  wheels. 
I  noticed  the  fireman  was  working  his  sanders. 
There  were  no  sparks  from  the  wheels  of  the 
coaches,  and  the  wh  *els  I  saw  were  going  round. 
I  did  not  notice  the  rear  van  wheels,  because  I 
ran  down  immediately  to  see  if  I  could  be  of  any 
assistance,  as  I  could  see  that  the  driver  would 
never  be  able  to  stop  before  hitting  something.  I 
cannot  say  exactly  what  speed  the  train  came  in 
at,  and  I  did  not  see  any  green  flag  exhibited  by 
the  signalman,  as  I  did  not  look  at  the  cabin. 

John  Robert  Holbein,  signalman,  Mill  Lane 
Junction,  states :  I  have  been  in  the  service  28 
years,  and  a  signalman  26  years,  seven  years  of 
which  I  have  been  in  Mill  Lane  Junction  box. 
On  February  12th  I  came  on  duty  at  6  a.m.  to 
work  until  2  p.m.  I  worked  the  same  hours 
the  day  before.  I  did  not  notice  anything  special 
about  the  8.30  a.m.  Manchester  to  Bradford  train 
when  it  passed  my  box.  It  appeared  to  be  going 
about  the  usual  speed,  10  miles  per  hour.  I  did 
not  hear  the  driver  popping,  or  see  any  sparks 
whatever  from  the  wheels.  There  was  nothing 
to  cause  me  to  think  there  was  going  to  be  an 
accident.  I  was  offered  the  train  at  10.33,  ac- 
cepted it  10.33,  on  line  10.38,  passed  10.39,  out  of 
section  at  10.40,  from  "  A  "  box. 

H.  Smithy  emergency  signalman.  Coal  Shoots 
box,  stated  :  I  have  been  in  the  service  11  years, 
as  emergency  signalman  16  months.  I  have 
taken  charge  of  Coal  Shoots  box  several  times, 
and  have  at  present  been  working  as  signalman 
there  since  January  9th.  I  came  on  duty  on  the 
12th  inst.  at  6  a.m.  for  eight  hours.  I  left  duty 
the  previous  day  at  2  p.m.  I  did  not  see  any- 
thing unusual  when  the  train  passed  my  box. 
It  appeared  to  come  down  the  bank  at  the  speed 
the  trains  usually  run.  When  the  train  passed 
me  it  would  be  running  from  15  to  20  miles  an 
hour.  I  did  not  hear  the  driver  popping,  neither 
(lid  I  notice  the  brake  blocks  skidding.  I 
watched  the  train  go  past  Mill  Lane  Junction 
cabin  and  it  seemed  to  slacken  about  that  place. 
1  did  not  notice  sparks  flying  after  the  train 
passed  Mill  Lane  Junction. 

William  Bull,  examiner,  Victoria  station,  Man- 
chester, states :  I  am  26  ye^rs  of  age  and  have 
been  in  the  service  seven  years,  18  months  as 
carriage  examiner.  I  commenced  duty  at  6  p.m. 
on  February  11th  and  ceased  at  6  a.m.,  12th. 
I  am  booked  ofl^  1^  hours  for  meals.  On  arrival 
of  the  9.5  train  ex  Bradford  at  10.48  p.m..  No.  6 
platform,  on  February  11th,  the  driver  com- 
plained that  his  brakes  would  not  hold.  Owing 
to  the  train  backing  out  almost  immediately 
I  had  only  time  to  put  one  repair  label  card  on 
the  footboard  of  471 'bogie  third  van  under  the 
projection  light.    I  put  the  card  fiat  on  the  foot- 
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board,  as  I  was  in  a  great  hurry  owing  to  the 
train  being  on  the  move.  Had  there  been  more 
time  I  should  have  put  the  card  in  a  position 
where  it  would  have  been  more  easily  seen. 
I  further  left  a  memorandum  in  the  carriage 
inspector's  ofiice  in  order  that  word  could  be 
telephoned  next  morning  to  Red  Bank  to  have 
the  train  overhauled  and  thoroughly  tested  before 
leaving  again  first  thing  next  morning.  The 
effect  of  the  repair  card  would  be  that  the  whole 
train  would  be  examined.  I  should  have  put 
four  labels  on,  two  at  each  side  of  each  van,  had 
I  had  more  time. 

Robeti  Henry  Lee,  examiner.  Red  Bank,  age 
38  years,  states :  I  have  been  in  the  service 
21  years,  15  years  as  carriage  e?caminer.  I  came 
on  duty  at  5.30  p.m.  till  5.30  a.m.,  usual  hours  of 
working,  on  February  11th.  I  had  1^  hours 
off  for  meals.  I  met  471  van  set  at  about 
11.30  p.m.  on  arrival  at  Red  Bank.  The  whole 
six  vehicles  were  placed  in  No.  5  road  in  the 
shed  with  third  van  471  outside  the  shed.  It 
was  very  frosty  and  foggy  at  the  time.  I  went 
underneath  the  vehicles  in  the  pit,  and  the 
brakework  was  covered  with  ice,  but  1  examined 
every  release  valve  carefully.  The  vacuum 
brakes  were  applied  at  the  time  I  pulled  the 
release  lever  over  to  see  that  it  was  working 
freely,  and  before  the  brake  had  time  to  entirely 
leak  off  I  pushed  the  release  lever  over  again,  and 
by  this  means  heard  the  ball  valve  click  on  its 
seating  again.  I  did  this  on  each  of  the  vehicles 
and  the  brakes  were  all  on  when  I  did  this.  My 
examination  satisfies  me  that  the  release  valves 
were  all  free,  but  I  noticed  that  the  blocks  on 
471  van,  758  composite,  and  2,785  bogie  third 
van  would  shortly  require  setting  up,  and 
I  informed  foreman  Edge  in  my  list  of  this  fact 
at  5.30  a.m.  on  12th,  before  leaving  duty.  The 
vehicles  would  probably  run  three  or  four  daya 
longer  before  the  blocks  became  really  thin. 
I  gave  minute  examination  outside  the  vehicles^ 
after  being  underneath,  and  did  not  see  any 
repair  card  whatsoever.  This  I  account  for 
owing  to  the  footboards  and  bottom  panels  being- 
covered  with  a  thick  white  frost  similar  to  snow 
which  undoubtedly  covered  over  the  label.  There- 
were  16  degrees  of  frost  at  the  time.  I  think  if 
the  cards  were  not  placed  flat  on  the  footboard, 
but  bent  over  between  the  toe  piece  and  the  foot- 
board, it  would  draw  our  attention  to  them,, 
whereas  at  present  it  is  exceedingly  difficult 
when  they  are  flat  on  the  board  to  see  them  in 
snow  and  frosty  weather.  Had  I  seen  the  card 
I  would  have  prevented  this  set  from  going  into 
traffic  before  testing  it.  The  previous  night 
when  I  tested  the  brakes  the  vacuum  held  on  for 
quite  20  minutes,  as  I  was  quite  that  time 
examining  the  train,  and  came  to  the  Bradford 
portion  the  last. 

John  Bos  well,  carriage  examiner.  Red  Bank,, 
age  37  years,  states :  I  have  been  in  the  service 
17  years,  five  as  carriage  examiner.  I  wat*  on 
duty  on  12th  February  from  6  a.m.  until  6  p.m., 
1^  hours  off  for  meals.  I  took  the  numbers  and'^ 
the  vacuum  register  on  471  set  previous  to  leaving 
on  the  12th  instant  for  the  8.30  train  to  Bradford.. 
I  do  not  examine  this  train,  as  it  is  already 
examined  the  night  previous.  The  vacuum 
gauges  showed  20  inches  of  vacuum  in  all  the 
vans  when  the  driver  blew  up  his  vacuum.  The 
pilot  engine  moved  the  train  while  I  was  watch- 
ing it,  in  the  centre  van,  and  came  to  a  stand 
again  for  about  three  minutes,  and  I  noticed  that 
the  brakes  were  holding  all  right.  I  was  then 
outside  the  train.    I  noticed  no  repair  card  on 
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any  vehicle,  but  471  and  part  of  758  had  the 
bottom  panels  and  footboards  covered  with  thick 
white  &ost  as  they  were  standing  outside  the 
shed,  and  this  must  have  prevented  my  noticing 
the  card.  I  noticed  when  going  round  the  train 
that  five  men  were  under  the  train,  three  were 
re-brakeblocking  471,  758  and  2,785,  and  the  two 
other  men  were  going  over  the  release  valves 
with  lighted  tar-brands  in  order  to  thaw  them 
and  see  that  they  were  working  freely.  This  is 
always  done  in  frosty  weather.  On  two  or  three 
occasions  I  have  had  difficulty  in  seeing  repair 
and  "  Not  to  go  "  cards  during  this  bad  weather, 
as  they  very  easily  become  covered  up  with  snow 
or  frost. 

/.  Rhodes^  carriage  examiner,  Bradford,  age 
37  years,  states  :  I  have  been  in  the  Company's 
service  J  8  years,  nine  as  carriage  examiner.  On 
February  12th  I  came  on  duty  at  5  a.m.  to  5  p.m., 
usual  hours  of  working,  with  1^  hours  for  meals. 
I  saw  this  train  entering  the  station,  my  attention 
being  called  to  it  by  the  driver  popping  his 
whistle.  The  train  was  running  considerably 
above  the  handbrake  speed  and  I  thought  it  was 
coming  in  very  fast  and  that  something  was 
wrong.  After  the  crash  I  immediately  went  into 
the  rear  van,  471  bogie  third  van,  and  examined 
the  handbrake  and  found  it  in  good  order,  and  it 
went  on  fuJl  in  7^  to  8  turns.  I  examined  as  far 
as  possible  under  the  train,  and  the  brakework  as 
far  as  the  blocks  setting  up  was  concerned  was 
good,  but  all  underneath  was  one  mass  of  ice.  I 
was  unable  to  examine  the  release  valves 
minutely  owing  to  confusion,  &c.  When  I 
examined  the  train  about  five  minutes  after  the 
accident,  the  brakes  on  both  the  vans  had  leaked 
off,  but  those  on  the  centre  carriage  were  on. 


*J,  Young ^  examiner,  Bradford,  27  years  of  age, 
states :    I  have  been  in  the  Company's  service 

11  years,  six  years  carriage  examiner.  I  was  on 
duty  on  the  12th  inst.  from  10  a.m.  to  10  p.m.,  with 
1^  hours  booked  off  for  meals.  I  am  a  carriage 
examiner  at  Broomfield  sidings,  Bradford,  and  on 
arrival  at  Broomfield  sidings  between  11.30  and 

12  o'clock  on  12th  February  after  the  accident  I 
tested  the  brakes  of  the  train  with  20  inches  of 
vacuum,  and  found  that,  with  repeated  applica- 
tions, each  vehicle  leaked  off  in  from  20  to  30 
seconds.  The  ball  valves  were  taken  out  and  all 
were  found  to  contain  ice,  the  ball  valve  of  2,785 
bogie  third  van,  the  van  next  the  engine  being 
frozen  fast  to  the  cage.  After  cleaning  and 
replacing  the  valve  the  train  was  again  tested 
with  20  inches  of  vacuum  and  the  brake  on  758 
composite  held  for  a  considerable  time,  but  on 
each  of  the  vans  it  leaked  off  in  about  25  seconds. 
The  handbrakes  were  in  good  order  and  had 
about  6^  to  8  turns  respectively. 

John  Oaunty  guard,  states:  I  have  been  26 
years  in  the  Company^s  service,  19  as  guard.  I 
came  on  duty  on  12th  at  6.15  a.m.  to  work  till 
1  p.m.,  having  previously  come  off  duty  at  1  p.m. 
on  11th.  On  the  12th  I  worked  the  8.30  a.m. 
Manchester  to  Leeds  and  Bradford  train  which 
arrived  at  Low  Moor  about  three-quarters  of  an 
hour  late,  and  I  handed  over  the  Bradford  portion 
(the  rear  portion)  to  guard  Grayson.  I  rode  in  the 
rear  Bradford  van  to  Low  Moor,  and  my  gauge 
showed  19  inches  of  vacuum.  The  brakes  worked 
quite  correctly  as  far  as  I  noticed.  I  did  not  put 
on  the  hand  brake  when  I  left  my  van  at  Low 
Moor. 


Conclusion^ 

The  train  to  which  this  accident  happened,  was  the  Bradford  portion  of  the 
8.30  a.m.  passenger  train,  Manchester  to  Leeds  and  Bradford,  which  runs  as  one 
train  as  far  as  Low  Moor.  There  the  train  is  divided,  and  the  front  portion  goes  to 
Leeds,  and  another  engine  takes  on  the  rear  portion  to  Bradford.  On  the  return  journey 
the  two  portions  meet  at  Low  Moor,  and  run  as  one  train  to  Manchester. 

On  February  11th,  the  day  previous  to  the  accident,  the  six  bogie  carriaffes  which 
formed  the  whole  train  in  question,  arrived  at  Manchester  at  10.48  p.m.,  and  the  driver 
•<x>mplained  to  the  carriage  examiner  on  duty  that  the  brakes  of  the  carriages  would 
not  hold. 

The  examiner  on  duty  at  Victoria  Station  on  11th  February  (W.  Bull),  states  that 
as  the  train  was  backed  out  of  the  station  almost  immediately  after  arrival,  he  had  only 
time  to  put  one  repair  card  on  the  footboard  of  one  brate  van,  instead  of  four  cards, 
viz  :— one  on  each  side  of  the  brake  van  at  each  end  of  the  train.  He  also  tacked  the 
card  flat  on  the  footboard  in  his  hurry,  instead  of  bent  over  between  the  footboard  and 
the  toe-piece.  He  also  left  a  memorandum  in  the  carriage  inspector's  office,  in  order  that 
a  telephone  message  might  be  sent  early '  next  morning  to  Red  Bank  carriage  sidings, 
to  have  the  train  overhauled  and  thoroughly  tested,  before  leaving  again  the  following 
morning. 

The  telephone  message  was  sent  and  received  at  Red  Bank,  but  owing  to  various 
reasons  was  not  acted  on. 

When  the  six  carriages  arrived  at  Red  Bank,  at  about  11.30  p.m.  on 
11th  February,  they  were  examined  by  examiner  R.  H.  Lee,  but  the  van  on  to  which 
the  repair  label  was  attached  remained  outside  the  shed.  Lee  states  he  went  underneath 
the  vehicles  in  the  pit,  and  examined  the  brakes  carefully,  and  was  satisfied  that  the 
release  valves  were  all  free,  and  that  the  vacuum  held  on  for  quite  20  minutes,  during 
which  time  he  was  examining  the  train.  He  also  states  he  minutely  examined  out- 
side the  vehicles  as  well,  but  did  not  see  any  repair  card,  and  accounts  for  this  by  the 
fiict  that  owing  to  the  night  being  very  foggy  and  frosty,  the  footboards  of  the  van 
outside   the   shed  were  covered  with  thick  white  frost  like  snow,  which  covered   up 
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t^  l&bej.  He  uotioed  that  the  brake  blocks  on  the  three  vehioles  of  the  Bradford  portiour 
of  the  train  were  worn  considerably,  and  reported  that  they  would  shortly  require 
renewing. 

On  the  following  morning  examiner  J,  Bos  well  took  the  numbers  of  the  carriage^, 
and  the  vacuum  register,  the  gauge  showing  20  inches  in  all  the  vans  when  the  pilot 
engine  was  attached,  and  the  driver  created  the  vacuum  throughout  the  train.  He  further 
states  that  three  men  were  putting  fresh  brake  blocks  on  the  three  Bradford  carriages^ 
and  that  two  men  were  going  over  the  release  valves  with  lighted  tar-brands,  in  order  to 
thaw  them,  and  to  see  that  they  were  working  freely,  this  being  the  practice  in  frosty 
weather.  He  also  did  not  notice  the  repair  card  on  the  footboard  of  No.  471  brake  van, 
which,  having  been  standing  outside  the  shed  all  night,  was  covered  with  thick  white 
frost,  and  states  that  he  saw  the  train  move  off,  and  then  come  to  a  stand,  and  noticed 
the  brakes  holding  all  right. 

The  train  was  then  taken  to  Victoria  Station,  Manchester,  and  ran  as  usual,  tp 
Low  Moor,  where  the  front  portion  was  detached  and  went  on  to  Leeds.  The  guard  in 
charge  as  far  as  Low  Moor  states  that  the  brakes  of  the  train  acted  quite  correctly  as, 
far  as  he  knew. 

At  Low  Moor  another  engine  was  attached  to  the  three  rear  carriages  for  Bradford, 
and  another  guard  (Grayson)  took  charge  of  this  portion  of  the  train.  Neither  of  the 
guards  noticed  the  repair  label  on  the  van  step,  although  it  was  on  the  rear  van  of  th^ 
train  in  which  they  rode,  and  on  the  platform  side. 

When  the  engine  backed  on  to  the  train  at  Low  Moor,  the  driver,  fireman  and 
guard  noticed  that  the  train  moved  back  showing  that  the  brakes  were  not  holding,  and 
the  driver  had  to  ease  back  before  the  fireman  could  screw  up  the  coupling,  but  none* 
of  the  three  took  any  steps  to  ascertain  why  the  carriage  brakes  were  not  holding  as  they 
ought  to  have  been,  when  the  engine  was  detached. 

Accordingly  the  tr^in  started  for  Bradford,  and  on  reaching  the  ateep  gradient  of  1 
in  50  just  after  passing  Bowling  Junction,  1,726  yards  from  the  buffer  stops  at  Bradford 
station,  it  began  to  gather  speed.  Sutcliffe,  the  driver,  states  he  came  on  to  the  steep 
gradient  at  a  speed  of  10  to  15  miles  an  hour  and  tested  the  vacuum  brake  just  before 
passing  Coal  Shoots  signal  box,  616  yards  down  the  bank,  where  it  appeared  to  act  all 
right  so  he  released  the  brakes  again.  When  passing  Mill  Lane  Junction  box,  264  yards 
fiirther  down,  finding  his  speed  was  increasing  he  applied  the  brake  fully  but  found  it 
had  no  effect  on  the  train.  The  hand  brake  had  been  slightly  applied  the  whole  way 
down  fix)m  Bowling  Junction,  and  was  applied  fully  when  passing  Mill  Lane  Junction 
box.  He  states  the  engine  wheels  began  to  skid  at  Croft  Street  Bridge,  only  106  yards 
from  the  end  of  the  station  platform,  but  the  fireman  states  this  happened  some  140  yards 
further  back. 

When  the  wheels  of  the  engine  skidded,  Sutcliffe  still  kept  his  vacuum  brake  hard 
on  and  made  no  attempt  to  unlock  the  wheels  and  get  the  blocks  to  grind  on  them. 

He  thinks  his  speed  was  10  miles  an  hour  when  he  collided  with  the  stationary i 
coaches. 

When  the  train  was  examined  directly  after  the  accident  the  repair  card  was  found  i 
fixed  to  the  step  of  the  van.  Also  the  ball  valves  were  all  found  to  contain  ice,  and  in 
the  van  next  the  engine  the  ball  was  found  frozen  fietst  to  the  cage.  Subsequently  wh6A 
all  the  parts  of  the  brakes  were  thoroughly  examined  and  tested,  nothing  but  ice  was 
discovered  to  interfere  with  their  proper  working,  and  after  cleaning  this  out,  they  were 
found  to  work  perfectly  well. 

The  cause  of  this  accident  must  be  set  down  to  the  presence  of  ice  in  the  ball  valves- 
of  the  vacuum  brakes  of  the  three  bogie  carriages  composing  the  train,  but  at  the  same 
time  I  consider  Sutcliffe  might  have  considerably  reduced  the  violence  of  the  collision, 
even  if  he  could  not  have  prevented  it  entirely,  by  better  management  of  his  brakes. 

The  weight  of  the  train  was  as  follows  : — 


Engine 

Bogie  third  van  • . . 
Bogie  oomnosite  • » • 
Bogie  thira  van... 


•  ••                •••                •••  •••  •••  ••• 

•••  •••  •••  ••• 

•  ••  •  9  •  *         9  9  9  ••• 

•  t«  •.•  •••  ••• 


Tons. 

Cwt. 

00 

19 

22 

7 

22 

18 

22 

7 

Total        123     11 
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and  the  eflfective  brake  power  available  was  43'4.  per  cent,  of  weight  on  the  coupled 
wheels  (34  tons  15  cwt.),  i.e.  15  tons,  and  5*64  tone  handbrake  power  on  the  four 
wheels  of  one  bogie  of  one  van.     Total  20*64  tons. 

The  presence  of  a  very  small  film  of  ice  on  tlie  valve  seating  would  prevent  the 
effective  working  of  the  brake,  as  when  air  was  admitted  to  the  train  pipe  in  order  to 
apply  the  brakes,  it  would,  owing  to  the  ball  not  being  truly  home  on  its  seating,  pass 
into  the  vacuum  chamber  as  well  as  into  the  brake  cylinder,  and  the  result  would  be 
that  there  would  be  atmospheric  pressure  on  both  sides  of  the  diaphragm  and  so  little  or 
no  movement  of  the  piston,  and  therefore  no  application  of  the  brakes. 

If  the  ice  in  the  valves  formed  after  the  train  had  been  examined  before  starting,  the 
feet  that  the  brakes  were  inoperative  could  only  be  ascertained  by  actually  trying  them, 
as  the  vacuum  gauge  would  be  registering  correctly. 

In  the  three  carriages  composing  the  train  in  question,  the  ball  valves  were  below 
the  level  of  the  train  pipe,  and  the  connection  to  the  valves  led  from  the  bottom  of  the 
train  pipe  so  that  any  water  in  the  latter  would  tend  to  run  down  into  the  valves.  It 
would  appear  therefore  that  when  the  valves  are  placed  below  the  level  of  the  train  pipe 
the  connection  between  the  two  should  always  be  led  off  from  the  top  of  the  train  pipe 
to  prevent  water  getting  down  into  the  valves,  as  it  does  sometimes  get  into  the  train 
pipe. 

1  am  informed  by  the  Vacuum  Brake  Company,  Jjtd.,  that  it  is  always  intended  that 
the  connection  should  be  made  in  this  manner. 

The  frost  for  some  days  about  the  date  of  the  accident  was  very  severe,  and  under 
such  conditions,  special  attention  should  be  given  to  the  examination  of  all  the  gear  con- 
nected with  carriage  brakes.  It  was  unfortunate  that  on  the  occasion  in  question  the 
examination  of  the  carriages  at  Red  Bank  was  not  more  thorough. 

I  consider  the  speed  restriction  of  1 0  miles  an  hour  might  be  extended  to  the  whole 
'distance  between  Bowling  Junction  and  Bradford  station. 

I  have,  &c., 

E.  Druitt, 

Major^  R.E^. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


APPENDIX. 


Particulars  of  Damage  to  Rolling  Stock. 


Third  van,  No.  1,4^3. — One  sole  and  two  head- 
stocks,  two  underbars,  one  drawbar,  one  iron 
vacuum  pipe,  one  india-rubber  vacuum  pipe,  one 
india-rubber  vacuum  branch  pipe,  two  btCffer 
rods,  two  bottom  footboards,  two  diagonals  and 
inside  fittings  broken ;  one  vacuum  cylinder 
broken  and  torn  down ;  two  buffer  rods  bent ; 
all  gas  pipes  bent  and  twisted  out  of  place  ;  one 
end  telescoped,  and  minor  damage. 

Second  van,  No.  38. — One  headstock,  two  sole- 
bars,  two  underbars,  two  longitudinals,  one  diago- 
nal, one  bottom  side,  two  axleboxes,  four  brake 
hangers,  two  axleguards,  three  bottom  and  two  top 
footboards,  two  end  and  one  waist  panels  broken ; 
one  vacuum  cylinder  broken  and  torn  away  ;  gas 
fittings  displaced  ;  rocking  shaft  and  one  pair  of 
wheels  torn  away ;  brake  work  badly  damaged, 
and  other  small  defects. 

First-class,  No.  149. — Four  buffer  rods  bent ; 


coach  end  broken  in,  and  inside  fittings  damaged ; 
body  shifted  and  gas  fittings  displaced. 

Third,  No.  1,406.— Three  buffer  rods  bent,  and 
the  body  shifted. 

Third,  No.  1,407. — Two  underbars,  one  longitu- 
dinal, one  Bolebar,  one  headstock,  one  buffer  rod, 
one  drawbar,  one  axleguard,  one  axle  box,  two 
brake  hangers,  one  iron  steam  pipe,  one  iron 
vacuum  pipe  broken;  three  buffer  rods  bent; 
body  shifted  and  all  gas  fittings  displaced  and 
twisted ;  inside  fittings  damaged.  This  vehicle 
was  telescoped. 

Bolster  waggon.  No.  17,462. — Two  solebars, 
one  headstock,  one  underbar,  one  side  plank, 
one  end  plank,  one  axleguard,  one  axlebox,  two 
diagonals  broken ;  brakework  torn  down. 

Engine,  No.  1,258. — Damage  slight;  bunker 
end  bulged  inwards ;  left-hand  buffer  broken  ; 
one  headlamp  and  stand  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  14th  April. 
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LANCASHIRE    AND    YORKSHIRE   RAILWAY. 

Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
ifiR,  March  10th,  1902. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  5th  March,  the  result  of  my  enquiry  into  the  causes 
of  the  collision,  which  occurred  on  the  28th  February,  between  the  rear  vehicles  and  the 
front  portion  of  a  goods  train  in  Millwood  Tunnel,  near  Todmorden,  on  the  Lancashire 
and  Yorkshire  Railway. 

In  this  case,  as  the  11.5  p.m.  goods  train  from  Rose  Grove  to  Burnley  was- 
descending  the  steep  gradient  between  Copy  Pit  and  Portsmouth  signal-boxes,  the  guard's 
van  and  fifty  rear  waggons  broke  loose  from  the  three  leading  waggons  and  engine,  and 
after  running  in  two  parts  for  over  4  miles  the  rear  portion  caught  up  and  collided  with  the 
three  waggons  attached  to  the  engine. 

The  train  in  question  consisted  of  a  six-wheels-coupled  engine  with  six-wheeled 
tender,  fitted  with  the  automatic  vacuum  brake  on  all  wheels  of  engine  and  tender,  and 
with  the  hand  brake  on  the  six  tender  wheels,  and  of  22  loaded  and  31  empty  waggons, 
and  a  10-ton  brake  van. 

The  collision  was  a  very  severe  one,  13  waggons  being  broken  up  and  21  badly 
damaged.  The  engine  was  driven  forward  through  the  tunnel,  but  did  not  leave  the 
rails. 

The  fireman  and  guard  were  both  injured  ;  the  former  by  being  knocked  off  the 
engine  when  the  collision  took  place.     The  driver  escaped  unhurt. 

The  accident  occurred  at  1.30  a.m.,  and  the  night  was  dark  and  misty,  and  the  rails 
very  greasy. 

Details  of  damage  to  rolling  stock  and  permanent  way  are  given  in  the  Appendix. 

Description, 

The  up  line  on  the  Burnley  branch,  on  which  the  goods  train  was  travelling,  fells 
very  sharply  from  the  summit,  about  five  chains  beyond  Copy  Pit  Siding  signal-box, 
down  to  Stansfield  Hall  signal-box.  The  following  distances  and  gradients  may  be 
noted  : — 

Copy  Pit  signal-box  to  Portsmouth  Station  box,  1  mile,'  394  yards,  and  the  gradient 
varies  from  1  in  68  to  1  in  123,  falling. 

Portsmouth  Station  box  to  Stansfield  Hall  box,  2  miles,  1,594  yards,  and  the 
lient  varies  from  1  in  51  to  1  in  78,  tailing,  except  for  the  last  330  yards,  where  it  is 
Jling  1  in  123  for  4  chains,  falling  1  in  550  for  3  chains,  rising  1  in  587  for  8  chains. 

From  Stansfield  Hall  box  to  the  junction  with  the  main  line  at  Todmorden  No.  4 
box,  454  yards,  and  the  gradient  varies  from  1  in  429  to  1  in  145,  falling. 

From  Todmorden  No.  4  box  to  the  entrance  to  Millwood  Tunnel  is  257  yards,  and 
the  gradient  1  in  193,  falling. 

The  tunnel  is  225  yards  long,  and  the  gradient  1  in  193,  fiilhng. 

Before  reaching  the  summit  at  Copy  Pit  box  the  up  line  is  on  a  very  steep  rising 
gradient  of  1  in  67  for  a  distance  of  over  a  mile. 

There  is  a  notice  board,  lettered  "  Goods  train  stop  to  pin  down  brakes,"  just  at  the 
summit  at  Copy  Pit. 

The  following  are  the  Rules  in  the  Company's  Appendix  regarding  descending 
inclines  : — 

Descbnoing  Ikclines. 

Engine  drivers  and  guards  of  cattle,  goods,  mineral,  and  coal  trains  must  have  their  trains 
well  under  control  when  descending  inclines,  and,  when  necessary,  before  entering  upon 
inclines,  must  stop  and  pin  down  a  sufficient  number  of  waggon  brakes.  Care  must  be  taken 
that  the  brake  levers  are  not  fastened  down  so  tight  as  to  prevent  the  wheels  from  revolving. 

A  point  indicated  by  a  conspicuous  notice  board,  lettered  "  Goods  train  stop  to  pin  down 
brakes,"  will  be  fixed  near  the  commencement  of  steep  inclines  (1  in  65  or  steeper),  where  all 
goods  and  mineral  trains  must  be  brought  to  a  stand. 

Before  starting  again  the  fireman  must  pin  down  tightly  a  few  waggon  brakes  nearest  the 
engine.  The  train  must  then  be  drawn  slowly  on  to  the  falling  gradient,  and  while  this  is  being 
done  the  guard  must  continue  putting  down  brakes  until  the  whole  of  the  vehicles  are  on  the 
incline.  On  reaching  the  bottom  the  fireman  must  lift  the  brakes  in  the  front  portion,  and  the 
guard  those  in  the  rear  portion,  of  the  train. 

The  engine  driver  must  always  use  steam  to  pull  the  whole  of  the  train  on  to  the  incline,  in 
order  to  be  thoroughly  satisfied  that  a  sufficient  number  of  waggon  brakes  have  been  applied, 
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when  he  must  give  two  short,  eharp  whistles,  to  indicate  that  sufficient  brake  power  is  in 
operation. 

The  engine  and  van  brakes  must  in  all  cases  be  off  when  the  train  commences  to  descend 
the  incline,  so  that  they  may  be  held  in  reserve,  and  ready  for  use  when  required  to  steady  the 
train  down  the  incline,  or  to  stop  it  if  nece6sar3^  at  any  point. 

The  guard  must  closely  watch  the  train  while  descending  the  incline,  and  must,  if  necessary, 
assist  the  driver  by  every  means  to  keep  the  train  under  proper  control. 

In  the  case  of  a  train  starting  on,  or  picking  up  waggons  from,  a  siding  on  a  steep  gradient, 
the  fireman  must,  before  starting  the  train,  put  down  sufficient  waggon  brakes  to  necessitate  the 
driver  using  steam  to  start,  and,  as  the  train  is  slowly  moving,  the  guard  must  continue  to  pvtt 
down  more  waggon  brakes  until  the  driver  intimates  by  two  short,  sharp  whistles  that  a  BuflB.cieitt 
number  has  been  put  down  to  require  his  train  to  use  steam  down  the  gradient,  the  engine  ;aud 
van  brakes  being  off  and  in  reserve  as  directed  above. 


Evidence. 


Wm.  Grabireej  signalman,  Portsmouth  Station 
Box,  states :  I  have  been  a  signalman  for 
20  years,  17  of  which  I  have  been  at  Portsmouth. 
On  February  27th  I  came  on  duty  at  10  p.m.  to 
work  until  8  a.m.  on  the  28th,  having  booked 
off  duty  at  8  a.m.  on  the  27^.  I  received  "  Is 
line  clear  "  signal  for  the  11.5  p.m.  Rose  Grove  to 
Wakefield  goods  train  from  Copy  Pit  at  1.7  a.m. 
1  acknowledged  it  same  time,  received  "Train 
entering  section  "  signal  at  1.15,  and  the  engine 
passed  my  cabin  at  1.24.  I  noticed  when  the 
engine  passed  my  box  that  it  had  only  about 
three  waggons,  certainly  not  more  than  four 
attached  to  it.  I  could  not  see  the  rest  of  the 
train,  and  I  immediately  gave  "  Train  divided  " 
signal  to  Stansfield  Hall,  which  he  acknowledged 
at  tke  same  time.  I  also  went  to  the  telephone 
and  gave  the  circuit  call  *'  Train  divided "  to 
Todmorden,  Nos.  3  and  4,  and  to  Staubfield  Hall 
boxes  ;  after  which  I  got  some  fog  signals  in  my 
hand,  but  on  looking  out  of  the  window  I  heard 
the  broken  loose  waggons  approaching.  I  knew 
I  should  not  have  time  to  put  any  fogs  on  the 
rails,  but  I  showed  a  red  light  to  the  guard,  and 
as  he  passed  he  shouted  **  What's  up,"  or  words 
to  that  effect,  and  I  replied  "You  are  broken 
loose."  There  was  an  interval  of  about  one 
minute  between  the  first  and  second  portions  of 
the  train  passing  me.  The  broken  loose  waggons 
would  be  travelling  about  15  to  20  miles  per  hour 
at  my  box,  and  the  engine  would  be  going  about 
the  same  rate.  I  do  not  think  that  the  driver  was 
aware  that  he  had  broken  loose  at  the  time  he 
passed  me.  I  could  not  see  any  sparks  flying, 
and  if  there  were  any  brakes  down  they  were  not 
taking  much  effect.  It  was  a  misty  night,  and 
the  rails  would  be  very  greasy. 

Oeo.  Brooke,  signalman,  Stansfield  Hall,  states  : 
I  have  been  in  the  service  five  years,  and  a  signal- 
man three  years,  two  years  of  which  I  have  been 
in  Stansfield  box.  On  February  27th  I  booked  on 
duty  at  10  p.m.  to  work  until  6  a.m.,  having 
booked  off  duty  previously  at  10  p.m.  on  the 
Wednesday  night.  I  received  the  "  Is  line  clear  " 
signal  for  the  11.5  p.m.  Bose  Grove  to  Wakefield 
goods  train  at  1.15  a.m.,  and  I  acknowledged  it 
same  time.  I  got  "  Train  entering  section  "  signal 
at  1.24,  and  at  the  same  time  I  offered  the  train 
to  Todmorden  No.  4  box,  but  it  was  not  accepted 
till  1.28,  and  immediately  afterwards  I  received 
"  Train  divided  "  signal  from  Portsmouth,  and 
also  a  telephonic  message  that  the  train  had 
broken  loose.  I  sent  the  "  Train  divided  "  signal 
immediately  I  got  it  from  Portsmouth  to  No.  4 
box,  at  1.24  a.m.,  and  I  think  the  entry  in  my 
book  in  which  I  state  I  sent  it  at  1.28  must  be 
wrong.  I  got  on  the  telephone  to  Todmorden 
No.  4,  and  told  him  he  must  give  the  train  a  clear 
road.  He  said  he  could  not  as  he  had  all  his 
signals  off  for  Salford  to  Hull  express  goods.  I 
then  asked  Todmorden  No.  3,  but  he  gave  the 


same  answer.  After  this  I  went  to  the'win<low 
and  saw  the  engine  approaching.  I  wavod  e 
green  light  from  side  to  side  and  shouted  out  to 
the  driver  to  keep  out  of  the  way  as  he  had 
broken  loose  and  the  second  portion  was  following- 
on.  Immediately  the  engine  passed  I  put  my 
signals  to  danger  and  placed  a  red  light  out  of  the 
window.  I  ran  down  the  cabin  steps  and  put 
three  fog  signals  on  the  rails  about  15  yards  away 
from  the  box.  Before  I  could  get  back  the  second 
portion  exploded  the  fog  signsds.  I  gave  "  lYain 
entering  section"  signal  to  Todmorden  No.  4 
when  the  engine  passed  me  at  1.29.  I  calculate 
the  second  portion  would  be  about  half-a-minute 
behind  the  first,  and  I  think  it  would  be  running 
at  least  50  miles  an  hour.  Shortly  afterwards  I 
heard  from  Todmorden  No.  4  that  the  ticdn  had 
come  together  in  the  tunnel.  The  train  engine 
passed  me  travelling  about  10  to  15  miles  per 
hour.  My  distant  signal  was  against  it.  I  did 
not  notice  anything  about  the  brakes  of  the 
1st  portion,  but  I  observed  that  the  brake  of  the 
guard's  van  was  throwing  sparks  and  that  the 
wheels  were  skidding.  I  could  not  tell  what 
breaks  were  down  on  the  waggons  next  to  the  van. 
There  were  either  three  or  four  waggons  attached 
to  the  engine,  but  I  am  not  quite  sure,  certainly 
not  more  than  four.  It  was  a  dark  and  greasy 
night. 

21w8.  8.  Berry,  signalman,  Todmorden  No.  4, 
states :  I  have  been  in  the  service  20  yeam 
and  a  signalman  12  years  and  have  been  in 
Todmorden  No.  4  box  about  six  months.  On 
February  27th  I  booked  on  duty  at  10.0  p.m. 
to  work  until  6.0  a.m.,  having  booked  off  duty 
previously  at  10.0  p.m.  on  Wednesday  night. 
The  12.40  a.m.  Newspaper  train,  Manchester 
to  York,  passed  my  box  at  1.15  a.m.,  and  at 
1.15  I  leceived  the  "Is  line  clear"  signal  from 
No.  3  box  for  Salford  to  Hull  express  goods. 
I  acknowledged  at  same  time,  and  at  1.18,  when 
Eastwood  had  accepted  it,  I  took  off  all  my 
signals  for  it.  At  about  1.24  the  signalman  at 
Stansfield  Hall  called  me  up  on  the  telephone 
and  told  me  the  Rose  Grove  to  Wakefield  goods 
train  was  coming  down  the  bank  and  he  had 
got  "Train  divided"  signal  for  it  from  Ports- 
mouth, and  almost  immediately  he  seint  "  Train 
divided"  signal  to  me.  I  at  once  telephoned 
to  Todmorden  No.  2  and  asked  where  the  Hull 
train  was  and  he  said  it  had  passed  Walsden 
East.  I  told  him  to  put  on  his  back  distant 
signals  and  to  stop  the  train.  I  then  at  1.28  a.m. 
accepted  the  Rose  Grove  to  Wakefield  train 
and  took  off  my  signals.  About  two  minutee 
after  this  the  engine  passed  my  box  about 
15  miles  an  hour.  I  waved  the  driver  on  with 
a  white  light  and  shouted  to  him,  but  he  did 
not  give  me  the  impression  that  he  was  getting 
away  as  fast  as  he  might  have  done,  in  fact 
the  impression  I  formed  was  that  he  was  putting 
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a  red  light  on  the  tender  and  that  he  slackened 
to  do  this.  When  he  had  passed  my  box  about 
20  yards  a  red  light  appeared  and  the  engine 
immediately  shot  ahead  as  if  a  special  effort 
was  being  made.  Almost  at  once  the  waggons 
came  np  and  I  heard  them  crash  into  the  front 
portion  of  the  train  about  the  tunnel.  I  think 
the  second  portion  would  be  travelling  about 
55  miles  an  hour  when  it  passed  me.  It  was 
1.25  when  I  received  the  ''Train  divided"  signal, 
and  I  sent  it  forward  to  Eastwood  at  1.30.  The 
Salford  to  Hull  train  was  brought  to  a  stand 
at  Todmorden  No.  3  home  signals  at  1.30.  It 
wasi  a  very  dark  night  and  I  am  unable  to  say 
exactly  the  number  of  waggons  attached  to  the 
engine.  As  the  second  portion  approached,  I 
could  see  that  there  were  brakes  down  on  the 
waggonu,  as  there  was  fire  flying  from  them  as 
well  as  from  the  brake-van.  I  could  not  say 
exactly  the  number  of  waggons  that  had  brakes 
pinned  down.  I  gave  "Obstruction  danger" 
signal  in  both  directions  at  1.30,  when  the 
collision  occurred.  The  guard  came  back  to  my 
box  about  three  minutes  after  the  collision  and 
told  me  that  both  roads  were  blocked,  but  I  had, 
of  course,  already  sent  "Obstruction"  signal. 
I  then  telephoned  to  the  station  to  knock  the 
station-master  up  and  to  send  for  the  breakdown 
gang.  The  guard  fainted  in  my  box.  .  The 
fireman  of  the  train  came  back  to  my  cabin  some 
time  afterwards,  but  he  had  come  over  the  top  of 
the  tunnel  after  walking  to  Eastwood  Station 
and  back.  He  had  a  deep  cut  on  one  of  his 
legs  and  seemed  to  be  badly  hurt,  and  a  doctor, 
who  had  been  sent  for  to  attend  to  the  guard, 
immediately  attended  to  him.  I  think  there 
was  about  one  minute's  interval  between  the  two 
portions  passing  my  box. 

William  Severn  states :  I  have  been  27  years 
in  the  service,  25  years  a  goods  guard,  and  have 
been  stationed  at  Wakefield  24  years.    I  com- 
menced duty    on  Thursday,  February  27th,  at 
5.15  p.m.,  to  work  the  5.45  p.m.  Wakefield  to 
Rose  Grove,  and  11.5  p.m.  Rose  Grove  to  Wake- 
field.   We  arrived  at  Rose  Grove  at  10.40  p.m. 
We  left  Rose  Grove  again  for  Wakefield  at  12.50 
ajn.  on  the  28th.    My  train  consisted  of  53  wag- 
gons and  brake-van,  t.e.,  22  loaded  and  31  empties. 
We  stopped  at  Copy  Rt  to  pin  down  brakes  at 
1.15  a.ni.    I  pinned  down  about  five  brakes,  four 
double  clipper  and  one  ordinary,  nearest  to  my 
brake-van.    I  saw  one  of  the  enginemen  pinning 
down  brakes  in  the  front  of  the  train.    I  cannot 
say  how  many  brakes  were  pinned  down  in  front. 
Just  after  leaving  Copy  Pit  I  started  to  get  some 
food,  as  I  usually  do  when  working  this  train. 
On  approaching  Portsmouth  I  was  looking  out  of 
my  van,  as  I  always  do  at  this  point,  to  see  that 
everything  is  right,  and  I  saw  a  red  light  ex- 
hibited from  the  box.    I  knew  on  seeing  the  red 
light  that  something  was  wrong  with  our  train. 
On  passing  the  box  the  signalman  called  out 
"  You  have  broken  loose."    I  at  once  commenced 
to  put  my  brake  on  gradually,  until  I  got  it  tight 
on.    I  then  held  the  brake  handle  with  one  hand 
and  held  a  green  light  out  of  my  van  on  the  six 
foot  Bide  with  the  other,  with  a  view  to  keeping 
the  driver  going.    I  continued  to  look  out  and 
exhibited  the  light  all  down  the  bank.    My  por- 
tion of  the  train  seemed  to  increase  in  speed,  and 
we  ran  at  a  terrific  rate  between  Cornholme  and 
Stansfield  Hall  Stations.    I  do  not   remember 
anything  after   passing   about    Stansfield    Hall 
Station  until  after  the  collision  occurred.  I  found 
myself  lying  on  the  ballast  close  to  my  brake- 
van.    I  cannot  say  whether  I  got  out  of  my  van 
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or  was  knocked  out  of  it.  I  got  up  and  proceeded 
as  fast  as  I  could  to  No.  4  signal-box,  and  when  I 
got  there  I  asked  the  signalman  if  anything  was 
coming  from  Eastwood,  and  to  block  all  the  roads, 
as  my  portion  of  the  train  had  run  into  the  front 
portion  in  the  tunnel.  He  said  there  was  nothing 
coming,  and  that  he  had  already  sent  the  **  Ob- 
struction danger^'  signal  in  both  directions.  I 
then  told  him  to  send  at  once  for  the  breakdown 
gangs  at  Newton  Heath  and  Low  Moor.  When 
leaving  Copy  Pit  I  always  have  the  brake  rub- 
bing, so  as  to  apply  it  more  when  necessar)'.  All 
the  signals  were  off  for  us  from  Rose  Grove  to 
Portsmouth,  but  on  approaching  Stansfield  Hall  I 
noticed  the  signals  at  danger,  and  this  seemed  to 
upset  me  altogether,  as  I  made  myself  sure  the 
train  was  coming  to  grief.  The  fireman  told  me 
the  train  broke  loose  at  the  third  waggon  from  the 
engine,  thus  leaving  50  attached  to  my  brake-van.. 
I  received  injuries  to  my  back,  left  shoulder,  and 
left  thigh. 

William  Smithy  driver,  states  :  I  have  been  in 
the  service  20  years,  and  have  been  a  driver  for 
10  years.  Ou  February  27th  I  booked  on  duty 
at  4.35  p.m.,  to  work  a  goods  train  from  Wakefield 
to  Rose  Grove,  and  the  1 1.5  p.m.  goods  train  Rose 
Grove  to  Wakefield.  I  should  have  booked  off 
about  4  a.m.  on  28th  in  the  ordinary  course.  I 
booked  off  about  4.50  a.m.  on  27th.  I  have  about 
one  and  a  half  hours'  interval  between  the  trips 
at  Rose  Grove,  but  I  am  on  the  engine  all  the 
time.  We  left  Rose  Grove  at  12.55  a.m.,  and  my 
train  consisted  of  53  waggons  and  brake-van, 
which  was  an  average  load  for  this  train.  I  came 
up  the  bank  with  the  assistance  of  a  pilot  engine 
in  the  rear,  which  we  detached  at  Copy  Pit.  At 
Rose  Grove  I  had  a  conversation  with  the  guard, 
and  he  told  me  to  stop  at  the  top  of  the  bank, 
and  to  pin  down  four  brakes,  and  he  would  do 
the  same.  This  is  about  the  usual  number  to  pin 
down  with  this  weight  of  train  on  this  gradient. 
At  Copy  Pit  I  drew  my  train  over  the  summit 
slowly,  and  came  to  a  stand,  when  the  guards 
brake  had  commenced  to  run  on  the  falLng 
gradient.  I  pinned  down  four  brakes  next  to 
the  engine.  My  engine  would  be  about  half  way 
between  the  advance  for  Copy  Pit  and  the  distant 
signal  for  Portsmouth.  I  got  a  starting  signal 
from  the  guard  aftar  we  had  pinned  brakes  down, 
and  my  mate  then  took  off  the  hand-brake,  and 
we  started  slowly  without  steam.  Shortly  after 
my  engine  had  passed  Portsmouth  signal-box  I 
began  to  be  uncomfortable,  as  I  could  not  see  my 
van  lights.  It  was  a  very  dark  night,  and  rather 
hazy,  and  the  rails  greasy.  I  then  ran  as  hard  as 
I  could  until  I  sighted  the  distant  signal  for 
Stansfield  Hall,  which  was  on.  The  home  signal 
was  also  on  when  I  sighted  it,  but  it  was  taken 
off  as  I  approached  it,  and  I  increased  my  speed. 
As  1  was  passing  Stansfield  Hall  cabin  the  signal- 
man gave  me  a  white  light  and  shouted,  and  I 
then  felt  certain  that  my  train  was  divided. 
When  I  sighted  the  home  signal  for  Todmorden 
No.  4  it  was  off,  and  I  was  travelling  about 
10  miles  an  hour  passing  this  box.  My  mate 
made  a  motion  to  go  on  the  tender  with  a  light 
at  this  point,  but  I  said  **  You  must  not  go  up 
there,*'  and  he  seemed  t3  be  down  in  an  instant. 
I  cannot  say  how  far  he  went  on  the  tender.  I 
did  not  slacken  for  a  light  to  be  put  on.  In  my 
opinion,  if  the  signals  had  all  been  off  when  I 
sighted  them,  I  could  have  kept  out  of  the  way 
of  the  rear  portion  of  my  train.  I  think  my 
engine  was  just  entering  the  tunnel  as  the  rear 
portion  ran  into  us,  and  the  engine  was  knocked 
to  the  other  end  of  the  tunnel,  and  although  I 
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had  steam  on,  it  was  brought  to  a  stand  by  the 
vacuum  brake  going  out,  the  pipe  having  been 
damaged.  I  looked  round  and  found  my  mate 
was  not  on  the  engine,  and  on  searching  for  him, 
I  found  him  in  the  tunnel  10  or  15  yards  back, 
just  getting  up.  He  told  me  he  had  been  knocked 
off  the  engine.  I  was  not  hurt  myself,  but  the 
fireman  was  badly  cut.  I  asked  him  if  he  was 
hurt,  and  he  said  *'  Only  my  face,  I  think."  As 
this  did  not  appear  serious,  I  sent  him  to  East- 
wood to  warn  the  signalman  that  the  up  line  was 
blocked,  and  when  he  came  back  he  went  to 
Todmorden  No.  4  Box,  over  the  top  of  the  tunnel, 
for  the  same  purpose,  and  to  see  where  the  guard 
was.  I  am  unable  to  say  how  many  waggons  we 
had  attached  to  the  engine  when  we  broke  loose, 
as  I  could  not  see,  but  when  the  engine  came  to 
a  stand  at  the  end  of  the  tunnel  it  had  only 
about  half  a  waggon  to  it.  My  engine  was  a 
six-wheels-coupled  tender  engine  with  vacuum 
brake  on  all  wheels  of  engine  and  tender,  and 
hand  brake  on  the  six  tender  wheels.  I  am 
unable  to  say  exactly  what  speed  I  was  running 
at  any  time,  but  I  ran  as  fast  as  I  could  all  the  way. 

Inspector    Isherwood^    Carriage    and    Waggon 
Department,  Sowerby  Bridge,  states :— I  arrived 


on  the  scene  of  the  accident  at  5.30  a.m.  The 
first  two  waggons  brought  out  of  the  tunnel  at  the 
Eastwood  end  had  all  the  links  and  couplings 
intact,  but  one  of  the  links  of  the  trailing  coup- 
lings of  the  third  waggon  had  opened  out  in  the 
bend,  the  broken  link  being  still  on  the  coupling. 
The  link  was  a  full  section  If  at  the  fracture.  It 
had  no  flaw,  but  the  iron  looked  rather  brittle. 
The  number  of  the  waggon  was  Lancashire  and 
Yorkshire  19385,  and  it  had  been  loaded  with 
bacon  and  sundries.  As  this  was  the  only  broken 
coupling  on  any  of  the  waggons  of  the  train  until 
some  were  broken  in  pulling  out  the  damaged 
waggons,  I  am  satisfied  it  was  the  one  which 
caused  the  breakloose.  The  brakes  appeared  to 
have  been  on  on  four  of  the  waggons  next  to  the 
engine,  but  they  were  so  broken  up  that  I  cannot 
speak  with  any  confidence  on  the  subject.  On 
examining  the  rear  portion  of  the  train  we  foand 
that  the  brake  was  on  on  the  van  and  six  of  the 
waggons  next  to  it.  The  blocks  of  the  van  had 
been  hot  very  recently,  but  there  was  no  indica- 
tion of  heating  on  the  waggon  blocks.  I  did  not 
find  any  flat  places  on  the  tyres  of  the  van,  and 
there  was  only  a  slight  flat  on  one  of  the  wheels 
of  the  waggons. 


Conclusion. 

The  circumstances  preceding  this  accident  were  as  follows  : — 
The  goods  train  in  question  consisting  of  engine,  22  loaded  waggons,  31  empties 
•and  a  10-ton  brake-van,  an  average  train  the  load  behind 'the  engine  being  about 
'386  tons,  left  Rose  Grove  at  12.50  a.m.,  and  it  came  up  the  steep  incline  to  Copy  Pit 
with  the  assistance  of  a  banking  pilot  engine,  which  was  detached  on  arrival  there  at 
1.15  a.m.  The  driver  (W.  Smith)  states  he  came  over  the  summit  slowly,  and  came  to 
-11  stand  with  the  whole  of  his  train  on  the  falling  gradient,  in  order  that  some  of  the 
Avaggon  brakes  might  be  pinned  down.  Smith  states  that  he  pinned  down  the  brakes  of 
the  four  waggons  next  the  engine,  and  the  statement  of  the  guard  (who  was  not  well 
enough  to  attend  the  inquiry)  made  to  the  Company,  shows  that  he  pinned  down  the 
brakes  on  five  waggons  in  front  of  his  van,  four  with  blocks  on  two  wheels,  and  one  with 
a  block  on  a  single  wheel.  This  the  driver  states  was  the  usual  number  to  pin  do\ni 
with  that  weight  of  train  on  that  gradient.  The  driver  states  that  after  receiving  a  signal 
from  the  guard  he  started  very  carefully  without  steam  by  the  fireman  releasing  the  hand- 
brakes on  the  tender. 

When  passing  Portsmouth  Station  box  about  one  mile  further  on  at  1.24  a.m.  the 
signalman  noticed  that  the  engine  had  only  three  or  four  waggons  attached  to  it,  and  he 
at  once  gave  the  "  Train  divided  "  signal  to  Stansfield  Hall,  the  next  signal  box  in  advance 
then  open,  and  also  gave  the  circuit  call  "  Train  divided  "  to  the  signal  boxes  on  his 
circuit,  viz.  : — Stansfield  Hall  and  Todmorden  Nos.  3  and  4.  Then  hearing  the  remainder 
of  the  train  approaching  he  showed  a  red  light  fi'om  the  box  and  informed  the  guard  that 
he  had  broken  loose.  At  this  point,  according  to  the  signalman's  estimate  there  was 
-about  one  minute's  interval  between  the  two  portions,  and  each  was  travelling  from 

15  to  20  miles  an  hour. 

Shortly  after  passing  Portsmouth  the  driver  thought  he  had  broken  away 
from  his  train,  and  he  then  ran  as  fast  as  he  could  to  get  out  of  the  way  of  the  following 
waggons.  He  had  to  check  his  speed  at  Stansfield  Hall  owing  to  both  distant  and  home 
signals  being  against  him,  but  the  home  signal  was  taken  off  as  he  approached  it,  and 
he  states  he  again  increased  his  speed,  but  he  was  only  travelling  about  10  miles  an  hour 
when  passing  Todmorden  No.  4  box,  450  yards  beyond  Stansfield  Hall,  and  the  follow- 
ing waggons  caught  him  up,  and  collided  with  the  three  waggons  attached  to  the  engine 
just  in  the  tunnel,  about  300  yards  beyond  Todmorden  No.  4  signal  box. 

On  being  warned  at  Portsmouth  that  his  train  had  broken  loose,  the  guard  put  his 
hand  brake  hard  on,  and  did  all  he  could  to  stop  the  waggons,  but  as  they  were  then 
running  at  a  speed  of  from  15  to  20  miles  an  hour,  on  a  very  stiff  felling  gradient,  it  was 
impossible  for  him  to  do  so,  as  there  were  44  unbraked  waggons  in  front  of  his  van  and 
of  the  five  rear  waggons  with  their  brakes  pinned  down. 

The  speed  of  the  runaway  waggons  increased,  and  by  the  time  they  reached  Stansfield 
Hall  Box  were,  in  the  estimate  of  the  signalman  there,  running  50  miles  an  hour,  and 
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there  was  on]y  about  half  a  minute's  interval  between  the  two  portions,  and  as  al)ove 
stated,  the  rear  waggons  collided  with  the  front  portion  of  the  train  in  the  tunnel,  about 
300  yards  beyond  Todmorden  No.  4  box.  The  detached  waggons  had  run  down  from 
Portsmouth  a  distance  of  2  miles  1,594  yards  in  about  live  minutes,  or  an  average  speed 
of  about  35  miles  an  hour.  Their  s^ieed  at  the  moment  of  collision  was  probably  quite 
50  miles  an  hour  and  the  eflFect  was  to  pile  up  the  wreckage  to  the  roof  of  the  tunnel. 
The  engine  with  half  a  waggon  attached  was  driven  through  the  tunnel  and  brought 
to  a  stand  by  the  vacuum  brake,  the  brake  pipe  having  been  damaged. 

I  do  not  consider  any  of  the  men  in  charge  of  the  train  are  to  blame  in  any  way  for 
the  accident.  It  would  appear  at  first  sight  from  the  evidence  of  the  signalman  that  the 
driver  had  not  run  as  fast  as  he  might  have  done  after  getting  the  home  signal  off  at 
Stansfield  Hall,  but  as  he  was  aware  that  he  had  a  divided  train,  and  had  already  run  as 
fast  as  he  could  from  Portsmouth  to  Stansfield  Hall,  I  think  it  may  be  taken  as  certain 
that  he  did  his  best  to  keep  ahead  of  the  runaway  waggons. 

The  fireman  is  to  be  commended  for  his  conduct  after  the  accident,  as,  although 
badly  hurt  (he  was  unable  to  attend  the  inquiry),  he  went  forward  to  Eastwood,  the 
signal-box  in  advance,  to  warn  the  signalman  there,  and  then  returned  over  the  top  of 
the  tunnel  to  see  what  had  happened  to  the  guard  and  to  warn  the  signalman  at  Tod- 
morden No.  4  box. 

On  examination  of  the  waggons  after  the  accident  it  was  found  that  the  brake  was. 
on  the  van  and  on  six  of  the  waggons  next  to  it,  but  the  waggons  next  to  the  engine 
were  so  broken  up  that  the  inspector  could  not  }<ay  how  many  had  been  braked  down  f 
but  the  driver's  statement  is  quite  clear  that  four  had  their  brakes  pinned  down,  and 
these  two  lots,  together  with  the  braices  of  the  engine,  were  quite  sufficient  for  the  safety 
of  the  train  coming  down  the  incline  had  no  break -loose  occurred. 

The  only  broken  link  found  was  the  end  link  of  the  trailing  coupling  of  the  third* 
waggon  (one  belonging  to  the  Company),  which  was  broken  at  the  bend,  the  drawbar 
hook  of  the  4th  waggon  having  pulled  through  it.  I  inspected  the  broken  link,  the 
fracture  was  a  clean  break,  and  there  was  no  sign  of  a  previous  flaw. 

The  link  was  of  very  best  wrought  iron,  1^  inches  in  diameter,  and  apparently  had 
not  been  in  use  for  very  long,  as  it  showed  no  signs  of  wear  ;  but  the  fracture  was  very 
crystalline  in  appearance,  the  original  fibrous  nature  of  the  metal  having  gone.  This 
change  in  the  nature  of  the  metal  is  no  doubt  due  to  the  constant  blows  coming  on  tiie 
couplings  during  shunting  operations,  and  the  Company's  officers  informed  me  that 
whenever  a  waggon  is  returned  to  the  shops  for  repairs  the  couplings  are  annealed,  in 
order  to  restore  a  fibrous  character  to  the  metal. 

In  this  case  I  consider  that  in  all  probability  the  link  that  broke  was  damaged  before 
the  train  left  Rose  Grove,  and  would  have  failed  some  time  before  reaching  the  summit 
at  Copy  Pit  had  the  train  not  been  hauled  up  to  that  point  by  a  pilot  engine,  and  that  it 
actually  became  disconnected  when  the  train  started  from  Copy  Pit  after  the  brakes  were 
pinned  down,  as  the  engine  and  three  waggons  passed  Portsmouth  about  a  mile  beyond 
where  it  stopped  a  minute  ahead  of  the  remainder  of  the  train. 

The  engine  was  one  of  the  Company's  standard  goods  A  class,  engine,  weighing 
69  tons,  a  type  first  built  in  1889,  the  engine  in  question  being  built  in  1895.  The  train 
was  not  a  very  long  or  heavy  one,  and  was  similar  to  those  usually  running  on  that  part 
of  the  line,  and  the  couplings  were  of  the  standard  pattern. 

.  I  have,  &c.| 
The  Assistant  Secretary,  E.  Druitt, 

Railway  Department,  Jioard  of  Trade.  Major^  R.E^ 


APPENDIX. 


Particulars  op  Damage  to  Stock. 


Lancashire  and  Yorkshire  waggon,  No.  19,385. — 
One  sole-bar,  one  middle-bearer,  one  side  plank, 
two  end  planks,  one  longitudinal,  two  headstocks, 
four  end  posts,  two  side  rails,  four  axle-boxes, 
four  axle-guards,  one  end  plate,  one  coupling  link 
and  bottom  planks,  broken ;  four  buffer  rods, 
four  comer  plates,  brakework,  &c.,  bent ;  and  one 
wheel  tyre  broken  ;  and  one  axle  bent. 

Lancashire  and  Yorkshire  waggon.  No.  3,943. — 
One  headstock,  two  end  planks,  two  quarter 
planks,  two  end  posts,  one  buffer  casting,  one 
buffer  head,  one  end  plate,  four  axle-boxes  four 
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axle-guards,  and  one  end  top  plate,  broken  ;  two 
corner  plates,  buffers,  and  brakework,  bent, 

Lancashire  and  Yorkshire  waggon,  No.  23,490. — 
Two  headstocks,  three  end  planks,  one  under- 
strap  packing,  two  long  door  planks,  two  axle- 
boxes,  one  side  top  plate,  and  two  brake  blocks, 
broken ;  four  buffer-rods,  two  end  knee  irons, 
one  sole- plate,  journals,  one  axle,  bent ;  one  sole 
damaged,  door  hinges  strained. 

Lancashire  and  Yorkshire  waggon.  No.  27,431. — 
One  sole,  one  side  rail,  two  headstocks,  six  end 
planks,  six  quarter  planks,  three  axle-boxes,  three 
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side  diagonal  straps,  one  draw-hook,  broken  ;  one 
brake-guard,  two  knee  irons,  two  drawbars,  three 
end  door  bands,  four  axle-guards,  four  buffer- 
rods,  bent. 

Lancashire  and  Yorkshire  box  waggon.  No. 
5,839. — One  headstock  damaged  ;  one  headstock, 
two  end  door  planks,  two  axle-guards,  broken ; 
two  axle-guards  and  brakework  bent. 

Lancashire  and  Yorkshire  covered  goods  van. 
No.  27,292. —  One  headstock,  all  roof  boards, 
twelve  boards,  three  end  posts,  twenty  side 
boards,  two  top  rails,  iwo  axle-boxes,  one  axle- 
guard,  broken ;  one  headstock  damaged ;  two 
sole-bars  split ;  three  axle-guards  bent ;  body 
knocked  out  of  square  and  off  the  road. 

Lancashire  and  Yorkshire  covered  goods  van, 
No.  18,030. — One  sole,  one  middle-bearer,  and 
wheels  good,  rest  of  frame  and  body  smashed. 

Lancashire  and  Yorkshire  waggon,  No.  5,389. — 
Two  headstocks,  four  end  planks,  six  side  door 
planks,  two  end  posts,  two  diagonals,  two  axle- 
boxes,  one  rocking  shaft,  one  top  plate,  broken  ; 
four  buffer-rods,  brake  lever,  V  irons,  door  hinges, 
four  axle-guards,  bent ;  bottom  planks  displaced 
and  off  the  road. 

Grimethorpe  colliery  waggon.  No.  138. — Two 
soles,  two  headstocks,  one  side  rail,  seven  end 
planks,  six  long  side  planks,  two  end  posts,  seven 
door  planks,  two  buffer  castings,  one  axle-box,  two 
side  straps,  eleven  quarter  planks,  all  broken; 
four  axle-guards,  end  door  bar,  end  door  hinges, 
bent ;  waggon  off  the  road. 

Lancashire  and  Yorkshire  waggon.  No.  3,914. — 
One  side  rail,  four  end  planks,  four  end  posts,  one 
iop  plate,  two  comer  plates,  one  headstock,  two 
quarter  planks,  one  bearing  spring-shoe,  one 
buffer  casting,  one  buffer  head,  and  one  eye  bolt, 
all  broken ;  two  comer  plates,  three  buffer  rods, 
bent ;  one  side  rail  damaged,  and  top  plate 
bent ;  off  the  rails. 

North  Eastern  waggon,  60,582. — Two  soles,  a 
headstock,  two  middle-bearers,  two  end  posts, 
four  end  planks,  one  middle  longitude,  two 
comer  plates,  four  axle-guards,  one  side  rail,  two 
side  quai*ter-planks,  one  side  knee,  all  broken  ; 
one  side  rail  badly  damaged  ;  brakewoik  badly 
bent ;  three  side  knees  bent. 

North  Eastern  waggon,  96,763. — Two  headstocks, 
one  end  plank,  broken ;  one  end  top  plate,  two 
brake  levers,  bent ;  side  rail  badly  damaged ; 
one  sole  badly  split ;  two  axle-boxes  broken  ; 
bottom  planks  displaced ;  two  axle  -  guards 
broken,  and  two  badly  bent ;  and  one  pair  of 
wheels  knocked  from  under. 

North  Eastern  waggon.  No.  88,114. — One  head- 
stock,  one  end  plank,  three  end  posts,  one 
diagonal,  six  bottom  planks,  all  broken  ;  one 
headstock  split ;  one  3ide  plank  badly  damaged  ; 
one  side  top-plate,  coupling  link,  two  drawbars, 
four  buffers,  one  rocking  shaft,  four  axle-guards, 
one  end  top  iron,  two  comer  plates,  and  one 
brake  lever,  all  bent;  two  V  irons  broken; 
:and  one  axle-box  broken. 

North  Eastern  waggon,  27,389. — ^Two  headstocks 
broken ;  three  end  posts  damaged  ;  one  buffer 
casting  broken  ;  one  long  frame  bolt  broken. 


North  Eastern  waggon,  35,592. — One  headstock 
badly  damaged  ;  four  end  posts  badly  damaged ; 
one  side  rail  damaged  ;  four  end  planks  grazed  ; 
two  axle-boxes  broken  ;  four  side  ^knees  bent ; 
four  axle-guards  bent ;  hand  rail  bent ;  brake- 
guard  and   drawbars  bent. 

Bolton  Coal  and  Cannel  Company's  waggon, 
No.  79. — One  sole,  one  headstock,  one  side  rail, 
two  long  side  planks,  10  quarter  planks,  five  end 
door  planks,  two  axle-boxes,  one  spring  shoe,  one 
buffer-head,  three  buffer-shoes,  one  end  door  band, 
all  broken  ;  one  brake  guard,  four  axle  -  guards, 
three  buffer  rods,  two  door  bands,  four  door 
straps,  three  side  stays,  bent. 

North  Eastern  Railway  waggon.  No  12,893.— 
One  sole-bar  split ;  four  end  planks,  two  end  posts, 
headstock,  one  corner  plate,  three  axle-boxes,  and 
one  axle-guard  broken ;  buffers,  axle-guard,  &c. 
bent. 

North  Eastern  Railway  covered  goods,  No. 
91,036. — Body  and  roof  completely  smashed  ;  two 
headstocks  badly  damaged  ;  two  middlebearers 
and  two  longitudinals  damaged  ;  one  axle-box 
broken  ;  and  buffers,  &c.  bent. 

North  Eastern  Railway  waggon.  No.  40,120. — 
Two  headstocks,  one  side  rail,  three  end  posts, 
four  end  plonks,  one  diagonal,  15  bottom  planks, 
four  axle-boxes,  one  buffer  casting,  four  diagonal 
knees,  one  end  top  plate,  and  one  drawbar 
broken  ;  one  brake-guard,  brake- work,  four  axle- 
guards,  four  buffer  rods,  and  three  end  strips  bent. 

Burnley  Coal  Supply  Company's  waggon,  No. 
16. — One  end  post  badly  damaged,  and  one  end 
plate  bent. 

J.  Delaney's  waggon.  No.  557. — ^Two  side  rails, 
seven  end  planks,  five  quarter  planks,  four  side 
planks,  two  side  door  planks,  broken  ;  one  head- 
stock  split ;  four  side  knees,  four  buffer  rods,  and 
four  axle-guards,  bent ;  also  brakework  strained ; 
two  axle-boxes,  one  spring  shoe,  one  buffer  shoe, 
two  side  diagonal  straps,  and  one  cross  rod, 
broken  ;  one  diagonal  damaged,  and  bottom  planks 
displaced. 

North  Eastern  waggon.  No.  10,186. — Broken  up. 

North  Eastern  waggon.  No.  18,853. — Broken  up. 

North  Eastern  waggon.  No.  61,428. — Broken  up. 

Bolton  Coal  and  Lime  Company's  No,  193.— 
Broken  up. 

Lancashire  and  Yorkshire  waggon,  No.  25,805. — 
Broken  up. 

Lancashire  and  Yorkshire  waggon.  No.  8,120.— 
Broken  up. 

Lancashire  and  Yorkshire  waggon,  No.  3,373. — 
Broken  up. 

Lancashire  and  Yorkshire  waggon.  No.  12,952.— 
Broken  up. 

Lancashire  and  Yorkshire  waggon,  No.  11,357. — 
Broken  up. 

Lancashire  and-Yorkshire  waggon.  No.  1,000. — 
Broken  up. 

Lancashire  and  Yorkshire  waggon.  No.  9,232. — 
Broken  up. 

Lancashire  and  Yorkshire  covered  goods,  No. 
18,030.    Broken  up. 

North  Eastern  covered  goods,  No.  91,036. — 
Broken  up. 


Damage  to  Permanent  Way. 
14  30-ft.  rails,  66  chaired  sleepers,  32  fish  plates,  64  fish  bolts,  and  134  keys,  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  27th  March. 


6d 

NORTH  BRITISH  RAILWAY. 

Board  of  Trade,  Railway  Department, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  March  Ist,  1902. 

1  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  30th  January,  the  result  of  my  inquiry  into  the  cause  of 
the  collision,  which  occurred  on  the  24th  January,  about  9.15  a.m.,  between  two  brake 
vehicles  and  a  passenger  train  near  Cowlairs  Station,  on  the  North  British  Railway, 

In  this  case,  the  9.10  a.m.  passenger  train  (ex  Queen  Street)  had  just  been  brought 
to  a  stand  at  the  platform  at  Cowlairs  Station,  when  two  special  brake  vehicles,  which 
had  been  unslipped,  collided  with  the  rear  brake  van  of  the  train. 

Six  passengers  complained  of  slight  injuries  in  the  shape  of  cuts  and  bruises,  and 
some  damage  was  occasioned  to  rolling  stock.  The  details  of  this  damage  are  given  in  the 
Appendix. 

The  passenger  train  consisted  of  a  four-wheeh-coupled  tender  engine,  a  four-wheeled, 
horse-box,  and  eight  six-wheeled  coaches,  and  was  fitted  with  the  Westinghouse 
automatic  brake. 

The  two  brake  vehicles  had  each  four  wheels,  and  weighed  between  14  and  15  tons 
each.  They  were  fitted  with  hand  brakes,  and  were  of  the  low-sided  type  used  only  for 
the  purpose  of  braking  trains  on  the  incline  between  Queen  Street  and  Cowlairs  Stations. 

Description. 

The  scene  of  this  accident  was  the  head  of  the  incline  between  Queen  Street  and 
Cowlairs  Stations.  The  up  and  down  lines  between  these  stations  are  straight,  and  have 
a  general  south-west  and  north-east  direction. 

The  total  length  of  the  incline  is  about  2,090  yards,  and  the  gradients  are  severe, 
varying  from  1  in  50  to  1  in  41^.  The  foot  of  the  incline  is  about  45  yards  fi'om  the 
eastern  extremity  of  Queen  Street  Station,  and  the  head  of  the  incline  about  180  yards 
from  the  western  extremity  of  Cowlairs  Station.  From  the  head  of  the  incline  the 
gradient  rises  at  1  in  277  for  a  distance  of  189  yards.  Thence  the  line  is  practically 
level  through  Cowlairs  Station.  The  actual  point  of  collision  was  about  164  yards  from 
the  head  of  the  incline,  and  16  yards  fix)m  the  western  termination  of  the  Cowlairs 
Station  platform. 

From  near  the  foot  of  the  incline  eastward  the  lines  run  in  tunnel  for  a  distance  of 
997  yards. 

Trains  before  starting  out  of  Queen  Street  are  attached  to  an  endless  wire  rope, 
and  are  assisted  up  the  incline  by  a  stationary  engine,  which  winds  the  rope  over 
pulleys.  The  stationary  engine  house  is  situated  on  the  south  of  the  lines  of  way 
immediately  facing  the  main  pulley,  and  about  45  yards  from  the  west  end  of  Cowlaiis 
Station.  A  good  view  is  obtainable  from  the  engine  house  of  the  head  of  the  incline. 
Tniins  are  attached  to  the  incline  rope  by  means  of  a  steel  "  messenger  "  chain,  which  is 
lashed  to  the  incline  rope  at  any  desired  point.  To  the  buflFer  beam  of  engines  is  fixed  a 
draw-hook,  point  downwards.  A  link  of  the  messenger  chain  is  passed  under  this  hook, 
and,  so  long  as  a  pull  on  the  train  is  maintained  by  the  movement  of  the  incline  rope,  the 
chain  remains  in  position.  When  the  train  rejiches  the  head  of  the  incline  the  stationary 
engine  is  stopped,  and  the  speed  of  the  main  rope  slackens  and  allows  the  messenger 
chain  to  drop  oflE  the  draw-hook,  and  the  train  is  then  free  to  proceed  on  its  way 
without  any  slackening  of  speed. 

To  the  rear  of  all  trains  travelling  up  the  incline  are  attached  from  two  to  three 
special  brake  vehicles,  each  in  charge  of  a  trained  brakesman.  These  vehicles  weigh 
from  14  to  15  tons  each,  and  are  provided  with  powerful  hand  brakes.  Descending  trains 
are  braked  down  the  incline  by  a  similar  number  of  these  brake  vehicles  attached  to  the 
front  of  the  train,  the  engines  in  this  case  having  been  previously  uncoupled. 

I  he  special  instructions  regarding  the  working  of  trains  on  this  incline  are  to  be 
found  in  the  Company's  Appendix  to  the  Working  Time  Table,  pp.  14  to  16. 

The  arrangements  have  been  in  force  now  for  about  sixty  years,  and  have  heretofore 
been  found  to  work  satisfactorily. 

Evidence. 

Robert  Henderson^  driver,  states :  I  have  had  My  hours  of  duty  on  the  24th  January  were  from 
44  years'  service  with  the  North  British  Railway  9.0  a.m.  till  9.40  p.m.  I  was  driving  the  9.10 
Company,  and  have  been  a  driver  about  39  years.     a.m.  passenger  train  ex  Queen  Street  on  that  day. 
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My  engine  was  a  f our  couplecj  tender  engine, 
fitted  with  the  Westing  house  brake,  working 
blocks  on  the  four  coupled  engine,  and  on  the  six 
tender,  wheels.  I  have  a  very  large  experience 
of  taking  trains  out  of  Queen  Street  Station  up 
the  incline.  We  apply  steam  the  whole  way  up 
the  incline  to  assist  the  stationary  engine.  Drivers 
are  not  responsible  for  the  attachment  of  the 
messenger  rope  to  the  incline  rope,  or  to  the  train 
engine.  I  had  eight  coaches  and  a  horse-box  on 
my  train,  and  it  was  a  light  rather  than  a  heavy 
train.  There  was  nothing  unusual  in  the  passage 
of  the  train  from  Queen  Street  to  the  top  of  the 
incline.  My  train  was  not  booked  to  stop  at 
Cowlairs  Station,  and  I  therefore  kept  steam 
applied  with  the  intention  of  running  through 
the  station.  We  sometimes  hear  the  noise  of  the 
messenger  chain  as  it  drops  off  the  engine  hook 
when  the  stationary  engine  ceases  to  work.  In 
the  case  of  a  heavy  train  there  is  also,  at  this 
moment,  a  check  in  the  speed  of  the  train.  On 
the  morning  in  question  I  noticed  neither  of  these 
occurrences.  But  as  I  had  been  up  the  incline 
many  thousands  of  times  with  no  mishap,  I 
assumed  that  as  usual  the  stationary  engine  had 
ceased,  and  the  messenger  chain  had  dropped.  I 
noticed  nothing  wrong  until  my  engine  reached 
the  stationary  engine-house,  when  I  heard  a 
crash,  and  the  engine  began  to  lurch  rather 
violently  from  side  to  side.  I  shut  off  steam,  and 
applied  the  brake  gently,  not  knowing  what  had 
happened,  but  thinking  the  engine  was  off  the 
road.  The  lurching  ceased,  and  I  had  run  about 
two  train-lengths  before  coming  to  a  stand,  when 
I  felt  a  shock  from  behind.  It  immediately 
occurred  to  me  that  the  incline  brakes  had  run 
into  my  train.  I  got  off  the  engine,  and  went  to 
the  rear  of  the  train,  and  found  some  couplings 
broken,  but  no  wheels  derailed.  The  reason  I 
came  to  a  stand  after  the  lurching  had  ceased, 
which  it  did  almost  immediately,  was  because  I 
thought  some  damage  might  have  occurred  to  the 
engine.  It  did  not  occur  to  me  that  a  collision 
might  result  with  the  incline  brakes.  I  have 
never  known  any  previous  accident  of  this  de- 
scription in  connection  with  the  messenger  rope. 
I  have  known  the  messenger  rope  slip  just  on 
starting  from  Queen  Street  Station,  and  also 
cases  when  a  light  train  has  over-run  the  incline 
rope,  and  thereby  caused  the  messenger  chain  to 
fall  off. 

James  Steel,  fireman,  states :  I  have  had  12 
years'  service  with  the  Company.  My  hours  of 
duty  on  the  day  of  the  accident  were  the  same  as 
those  of  driver  Henderson.  I  had  no  reason  to 
suppose  that  the  messenger  chain  had  not  dropped 
off  at  the  usual  point.  I  heard  a  crash  in  the 
timbering  opposite  the  stationary  engine-house, 
and  saw  the  wood  flying,  and  the  engine  rocked 
violently,  I  thought  it  might  have  been  due  to 
the  messenger  chain  not  having  been  discon- 
nected. My  driver  shut  off  steam  and  applied 
the  brake  gently.  Our  speed  might  then  have 
been  about  10  miles  an  hour.  After  we  came  to 
a  stand  I  felt  the  shock  of  something  striking  the 
rear  of  the  train.  I  did  not  know  what  it  was  at 
the  time.  I  have  never  known  a  collision  to 
occur  previously  from  the  same  cause. 

Duncan  Kennedy,  passenger  guard,  states :  I 
have  33  years'  service  with  the  Company.  My 
hours  of  duty  on  the  24th  January  were  from 
9.10  a.m.  till  6.40  p.m.  I  was  guard  of  the  9.10 
a.m.  passenger  train  ex  Queen  Street  on  the  day 
of  the  accident.  There  were  eight  six-wheeled 
coaches,  and  one  four-wheeled  horse-box  on  the 
train.  The  latter  was  next  the  engine.  Out  of 
the  52  wheels,  36  wheels  were  braked.    I  was 


riding  in  the  rear  composite  brake-van.  I  noticed 
nothing  wrong  until  the  train  came  to  a  stuid  at 
the  platform  at  Cowlairs  Station.  Almost  imme- 
diately after  coming  to  a  stand  the  incline  brakes 
ran  into  the  train,  and  I  fell  over  a  parcel  stand- 
ing on  the  floor  behind  me.  The  collision  was 
not  at  all  severe,  and  if  it  had  not  been  for  the 
parcel,  I  do  not  think  I  should  have  fallen.  I  got 
out  of  my  brake-van  and  looked  out  for  the 
station-master.  Three  of  the  passengers  com- 
plained to  me  of  being  hurt.  The  only  damage 
to  the  train  which  I  noticed  was  to  one  of  the 
rear  buffer  castings  of  my  brake-van.  I  have 
never  known  a  case  of  a  non-stopping  train  as 
this  was  coming  to  a  stand  at  Cowlairs  Station, 
and  have  not  experienced  any  collision  of  this 
sort  previously. 

Mr.  Chalmers,  assistant  locomotive  superin- 
tendent, states  :  I  happened  to  be  on  the  up  plat- 
form at  Cowlairs  facing  north  when  I  heard  a 
heavy  crash  behind  me.  On  looking  round  I  saw 
the  cover  boards  of  the  main  jpuUey  of  the  incline 
flying  pretty  high  in  front  of  the  engine,  and  the 
engine  was  rocking  badly.  In  fact  I  thought  she 
was  off  the  road.  The  next  thing  I  heard  were 
the  brakes  crashing  into  the  rear  of  the  train.  I 
walked  forward  to  get  hold  of  the  station-master 
and  found  his  assistant.  I  then  went  back  to  the 
end  of  the  train  and  heard  some  of  the  passengers 
calling  out.  The  doors  were  opened  and  five  or 
six  passengers  were  removed  to  the  waiting  room 
and  attended  to.  Their  injuries  were  not  serious, 
consisting  of  either  slight  cuts  or  bruises.  I  have 
heard  that  a  case  has  occurred  previously  of  the 
stationary  engine  failing  to  be  stopped  at  the 
right  point,  and  the  messenger  chain  consequently 
being  pulled  over  the  main  pulley.  In  that  case 
no  damage  was  done  as  the  messenger  rope  actu- 
ally dropped  off  the  engine-hook  before  the 
covering  boards  over  the  pulley  were  reached. 
In  my  opinion  this  accident  now  under  con- 
sideration was  due  to  the  stationary  engine  being 
allowed  to  wind  longer  than  it  should  have  been, 
and  the  covering  boards  over  the  main  pulley 
were  consequently  torn  up  by  the  messenger 
chain  being  still  attached  to  the  engine.  It  is  the 
universal  custom  for  two  incline  brakes  at  least 
to  be  attached  to  all  passenger  trains  leaving 
Queen  Street.  This  rule  has  been  in  operation 
since  the  year  1842.  I  think  it  is  a  necessary 
rule  from  the  point  of  view  of  safety,  in  case  a 
failure  of  the  messenger  chain  or  incline  rope 
should  occur  when  the  train  is  in  the  tunnelled 
portion  of  the  incline,  where  the  smoke  and  the 
thickness  of  the  atmosphere  would  render  it  a 
matter  of  difficulty  to  send  assistance  either  from 
Cowlairs  or  Queen  Street. 

Alexander  Tet*riss,  brakesman,  states  :  I  have 
22  years'  service  and  have  been  employed  as  an  in- 
cline brakesman  for  nearly  20  years.  My  hours 
of  duty  on  the  24th  January  were  from  4.15  a.m. 
till  2.15  p.m.  I  was  in  the  rear  of  the  two  in- 
cline brakes  attached  to  the  9.10  a.m.  train  out  of 
Queen  Street.  There  was  another  brakesman  in 
the  front  brake.  The  brakes  average  14^  tons 
each  and  are  fitted  with  hand-brakes  acting  on 
all  four  wheels.  It  is  my  duty  to  jump  off  the 
rear  brake  at  the  bank  head,  at  the  point  where 
the  messenger  chain  usually  comes  to  a  standstill 
after  dropping  off  the  engine-hook.  My  work  is 
then  to  disconnect  it  from  the  incline-rope.  The 
front  brakesman  unslips  the  incline  brakes  from 
the  train  in  the  case  of  non-stopping  trains.  On 
this  occasion  I  jumped  out  at  the  usual  point, 
when  our  speed  might  have  been  from  10  to  12 
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miles  an  hoar.  At  that  moment  there  would  be 
about  three  or  four  yards  separating  the  brakes 
from  the  train.  Up  to  that  time  there  was 
nothing  to  show  me  that  anything  had  gone 
wrong.  I  saw  the  incline-rope  moving  when  I 
reached  the  ground,  and  then  knew  that  the 
messenger  must  have  been  wound  over  the 
pulley.  There  are  no  rules  as  to  the  interval 
that  must  be  preserved  between  the  incline- 
brakes  and  a  passenger  train  after  the  former 
have  been  slipped.  On  the  day  in  question  the 
rails  were  wet.  If  the  rails  are  dry  a  single 
brakesman  could  stop  two  incline  brakes  in 
about  15  to  20  yards  when  moving  at  a  speed  of 
10  to  12  miles  an  hour.  I  have  known  one  or 
two  slight  collisions  occurring  when  the  incline- 
brakes  had  been  newly  slipped,  but  never  a  case 
of  this  description.  The  cases  in  which  I  have 
had  to  take  a  train  back  into  Queen  Street  owing 
to  the  messenger  chain  slipping  or  &iling  are  ex- 
ceedingly rare.  I  do  not  think  that  the  total 
number  of  cases  in  my  own  experience  woald 
exceed  ten.  There  are  now  ten  pairs  of  brakes- 
men working  on  the  incline.  1  do  not  think  that 
a  passenger  train  equipped  with  the  Westinghouse 
automatic  brake  would  run  any  risk  on  the  in- 
cline on  the  upward  journey  even  if  there  were  no 
incline  brakes  attached.  There  were  two  other 
men  on  the  incline  brakes  on  this  journey.  I 
thought  one  of  these  had  a  general  pass  as  an 
engine-driver ;  the  other  man,  a  ticket  collector, 
told  me  he  had  asked  the  station-master  at 
Queen  Street,  and  ha^  been  given  leave  to  travel 
on  the  brakes. 


Angus  McNiven^  brakesman,  states  :  I  have 
24  years'  service,  and  have  been  an  incline- 
brakesman  for  1^  years.  My  hoars  of  duty  are 
similar  to  those  of  the  last  witness.  I  was 
brakesman  on  the  front  incline-brake  with  the 
9.10  a.m.  passenger  train  on  the  24th  January. 
It  was  my  duty  to  slip  the  brakes,  and  on  this 
occasion  I  did  so.  The  train  was  a  light  one, 
and,  consequently,  I  slipped  earlier  than  I  should 
have  done  with  a  heavy  train.  After  knocking 
out  the  pin  I  applied  my  hand-brake  to  check  the 
speed  whilst  my  mate  jumped  off  the  rear  brake, 
and  then  eased  it  off  again  to  allow  the  brakes  to 
run  on  behind  the  train  over  the  points.  I  did 
not  notice  the  passenger  train  was  slackening 
speed  until  just  before  she  came  to  a  stand,  when 
there  might  have  been  a  distance  of  10  to  15 
yards  separating  the  train  from  the  brakes.  I 
immediately  applied  my  hand-brake  but  could 
not  succeed  in  avoiding  a  collision.  The  senior 
brakesman  always  descends  to  unfasten  the 
messenger-chain,  and  the  junior  remains  on  the 
incline-brakes.  I  have  not  known  a  similar  acci- 
dent to  occur  in  my  experience.  There  was  a 
driver  and  also  a  licket  collector  on  the  brake  with 
me,  and  we  all  saw  the  passenger  train  coming  to 
a  stand  at  the  same  time.  The  latter  helped  me 
to  apply  the  hand-brake.  I  am  aware  of  the  rule 
forbidding  anyone  but  the  brakesmen  to  ride  on 
the  incline  brakes  without  a  pass. 

Joseph  Beagricy  temporary  stationary  engine- 
man,  states :  I  have  about  22  years'  service,  and 
have  been  doing  duty  in  place  of  the  senior 
engine-man  since  October,  1901.  Under  ordinary 
circumstances,  my  duties  are  in  connection  with 
the  boilers.  Steam  is  applied  to  the  stationary 
engine  when  the  signalman  whistles  three  times 
to  show  that  he  has  received  the  message  from 
Queen  Street  that  the  messenger  chain  has  been 
properly  attached  to  the  engine  of  a  train.    The 


indicator  in  the  engine-room,  reading  up  to  100 
revolutions,  indicates  to  us  the  position  of  the 
train  on  the  incline.  We  decide  as  to  the  moment 
when  steam  shall  be  shut  off  from  the  stationary 
engine  in  accordance  with  the  number  of  revolu- 
tions necessary.  In  the  case  of  a  light  train,  we 
would  shut  off  steam  about  two  revolutions  short 
of  100.  In  the  case,  of  a  heavy  train,  we  would 
allow  the  stationary  engine  to  assist  the  train  en- 
gine as  long  as  possible,  and  give  as  many  as  104 
revolutions  as  a  maximum.  We  judge  as  to  the 
weight  of  the  train  by  the  speed  at  which  the 
stationary  engine  works.  A  light  train  will  take 
about  four  minutes  coming  up,  whilst  a  heavy  train 
will  take  from  six  to  seven  minutes.  I  remember 
the  9.10  a.m.  train  being  signalled  as  ready,  and 
applied  steam  to  the  stationary  engine.  The  train 
was  not  a  vei-y  light  one,  and  may  be  described  as 
of  average  weight.  After  applying  steam  my 
attention  was  taken  up  with  putting  oil  into  oil- 
cups.  The  first  thing  I  observed  was  the  extra 
high  speed  of  the  engine,  and  looking  at  the  indi- 
cator, I  saw  that  steam  should  have  been  shut  off 
earlier,  as  the  indicator  showed  about  107  revolu- 
tions. This  is  the  reason  why  the  messenger-rope 
did  not  disconnect  from  the  train  engine.  I  saw 
the  timber  flooring  over  the  main  pulley  flying 
after  I  shut  off  steam,  or  about  tho  same  time. 
The  train  may  have  been  about  half-way  up  the 
incline  when  I  commenced  oiling.  I  cannot 
explain  why  I  should  have  allowed  my  attention 
to  be  taken  off  by  oiling  work  which  I  could  have 
done  at  any  time. 

John  Wilson^  driver,  states :  I  was  travelling 
on  the  front  incline-brake  on  the  day  in  question. 
I  know  there  is  a  regulation  forbidding  anyone 
travelling  on  the  brakes  without  a  pass.  I  saw 
the  brakesman  slip  the  coupling.  He  then  got 
up  and  applied  the  brake-handle,  and  then  re- 
leased it  again.  I  noticed  the  passenger  train  was 
coming  to  a  stop,  and  called  out  to  the  brakes- 
man that  the  train  was  drawing  up.  He  was 
standing  at  the  time  holding  the  brake-wheel. 
He  did  not  make  any  reply,  but  applied  the  brake* 
I  should  think  there  was  an  engine's  length — 
about  48  feet — between  the  brakes  and  the  rear  of 
the  train  when  I  noticed  the  train  was  stopping. 

Jatnes  Belly  ticket  collector,  states :  I  was 
travelling  on  the  front  incline-brake  behind  the 
9.10  a.m.  train  on  the  24th  January.  I  had  not  a 
pasf.  I  saw  the  brakesman  unslip  the  coupling 
and  then  apply  his  hand-brake  to  allow  his  mate 
to  get  off  the  rear  brake.  I  noticed  the  passenger 
train  drawing  to  a  stand  when  we  were  about 
14  yards  behind  it,  and  I  began  using  the  spare 
brake-handle  to  assist  the  brakesman.  But  we 
failed  to  avert  a  collision.  I  did  not  speak  to  the 
brakesman.  He  shouted  something,  but  I  could 
not  say  what  it  was  he  said. 

Geoi*ge  Davidson^  traffic  inspector,  states :  On 
account  of  the  danger  in  either  sending  an  engine 
down  from  Cowlairs,  or  in  sending  incline  brakes 
up  from  Queen  Street,  in  the  case  of  a  train, 
owing  to  slipping  or  failure  of  the  messenger- 
rope,  coming  to  a  stand  on  the  tunnelled  portion 
of  the  incline,  I  think  it  is  nectssary  to  have 
incline-brakes  attached  to  the  rear  of  passenger 
trains  ex  Queen  Street.  It  is  so  difficult  to  see 
inside  the  tunnel  that  collisions  might  occur  if 
an  engine  were  sent  in  to  assist  a  train  that  had 
come  to  a  stand  in  the  tunnel.  The  tunnel  is 
a  little  more  than  half  the  whole  length  of  the 
inclines  which  is  about  l\  miles  in  length. 
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Conclusion. 

The  statements  made  by  Beagrie,  who  was  temporarily  in  charge  of  the  stationary 
engine  at  the  head  of  the  incline,  and  by  driver  Henderson  fully  explain  the  primary 
cause  of  this  accident. 

The  former  admits  that  he  failed  to  stop  the  stationary  engine  at  the  right  moment, 
i.e.^  when  the  train  had  been  drawn  np  to  the  top  of  the  incline.  The  speed  of  the 
incline  rope  therefore  did  not  slacken,  and  the  messenger  chain  being  thus  kept  taut  fetiled 
to  drop  off  the  drawhook  of  the  train  engine.  When  the  latter  reached*  the  boarding  in  the 
four-foot  way  which  covers  the  main  pulley,  the  messenger  chain,  being  still  attached  to 
the  incline  rope,  and  to  the  drawhook  of  the  engine,  ripped  off  the  planking,  and  thereby 
caused  the  engine  to  oscillate  from  side  to  side. 

At  this  moment  Beagrie  appears  to  have  recognised  the  state  of  affairs  and  stopped 
the  stationary  engine.  The  messenger  chain  became  unhooked,  and  the  train  was  free  to 
proceed. 

Driver  Henderson  explains  that  he  was  alarmed  at  the  severe  oscillation  of 
his  engine,  and  therefore  proceeded  to  bring  the  train  to  a  stand  at  Cowlairs  Station 
platform  with  a  view  to  ascertaining  what  damage  had  resulted. 

In  the  meantime,  as  the  train  was  not  booked  to  stop  at  Cowlairs  Station,  brakesman 
McNiven  had  uncoupled  the  two  incline  brake  vehicles  in  rear  of  the  train  at  the  usual 
point,  and  then  permitted  the  brakes  to  follow  the  train  with  the  intention  of  bringing 
them  to  a  stand  after  they  had  cleared  the  trailing  points  leading  to  the  siding.  The 
sudden  stoppage  of  the  train  in  front  of  him  appears  to  have  been  quite  unexpected,  and 
he  failed  to  prevent  the  two  brake  vehicles  colliding  with  the  brake  van  in  rear  of 
the  train. 

I  find  therefore  that  Beagrie  is  mainly  responsible  for  this  accident  in  that  he 
allowed  his  attention  to  be  diverted  from  the  position  of  the  train  and  thereby  &.iled  to 
stop  the  incline  engine  at  the  right  moment. 

I  do  not  think  that  McNiven  can  be  held  altogether  free  from  blame  in  his  conduct 
of  the  incline  brakes.  At  the  moment  when  the  train  in  front  6i  him  was  coming 
to  a  stand,  there  was,  it  appears,  an  interval  of  from  14  to  16  yards  separating  him  from 
the  train,  and  he  had  some  40  yards  only  to  run  before  clearing  the  brakes  siding  points. 
Had  his  speed  been  correspondingly  reduced  and  his  attention  fully  given  to  his  work, 
the  collision,  in  my  opinion,  might  have  at  least  been  very  much  minimised. 

The  Company's  Regulation  No.  5,  relative  to  the  working  of  the  incline,  lays  down 
that  no  person  is  allowed  to  ride  on  the  incline  brakes  without  a  printed  pass.  It 
appears  to  require  enforcement.  The  necessity  of  attaching  these  incline  vehicles  to  ascend- 
ing passenger  trains  is  open  to  doubt.  If  a  failure  of  the  incline  rope  or  messenger  chain 
occurs,  the  brake  power  on  any  such  train  will  be  suflSicient  to  hold  the  train  from 
any  risk  of  running  back.  But  in  sending  out  incline  brakes  in  such  a  case  as  might  be 
necessary  to  take  the  train  back  to  Queen  Street  Station,  a  risk  of  a  collision  if  the  &ilure 
occurred  in  the  tunnel  would  be  incurred.  Having  in  view  the  long  and  sustained 
immunity  from  accidents  on  the  incline,  I  do  not  think  there  is  cause  to  disturb  the 
existing  arrangements. 

I  (ian  only  suggest  that  where  incline  brakes  are  slipped  from  the  rear  of  trains 
at  the  head  of  the  incline,  some  more  definite  instructions  as  to  the  interval  to 
be  preserved  by,  and  the  speed  allowed  for,  the  brakes,  should  be  included  in  the 
Company's  Appendix. 

I  have,  &c., 
The  Assistant  Secretary,  J.  W.  Pbingle, 

Railway  Department,  Board  of  Trade.  Major,  R.E. 


APPENDIX. 


Particulars  of  Damage  to  Plant. 

North  British  engine,  No.  601. — Stays  of  rope-     headstock,  2  buffer  casings,  1  comer  plate,  and  1 
guard  bent.  screw  coupling  destroyed. 

North  British  composite,  No.  92. — Two  buffer 
North  British  brake,  third-class,  No.  1,137. — One     casings  broken  and^l  corner  plate  damaged. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  27th  March. 
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north-eastern  railway. 

Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W. 
Sir,  16th  April,  1902. 

I  HAVK  the  honour  to  report  for  the  information  of  the  Board  c£  Trade,  in  com- 
pliance with  the  Order  of  the  3rd  April,  the  result  of  my  inquiry  into  the  circumstances 
under  which  a  collision  occurred  at  about  3.40  p.m.  on  the  24th  March,  near  Milford 
Junction  on  the  North-Eastem  Railway,  between  a  passenger  train  and  a  light  engine. 

In  this  case,  as  the  3.5  p.m.  up  passenger  train  from  York  to  Normanton,  consisting 
of  an  engine  and  six  vehicles,  was  running  into  Milford  Junction  Station  on  the  up 
platform  line,  it  was  run  into  by  a  light  engine  which  was  backing  into  the  station  along 
the  down  Hull  line. 

The  light  engine  just  struck  the  trailing  end  of  the  engine  of  the  jmssenger  train 
without  derailing  it,  and  then  fouled  the  next  four  vehicles  of  the  train,  which  were  all 
derailed,  the  second  of  them  being  overturned  on  to  its  side  ;  the  remaining  two  vehicles 
of  the  train  were  uninjured.  The  light  engine  itself  was  somewhat  seriously  damaged, 
but  the  engine  of  the  passenger  train  was  practically  uninjured. 

Fortunately  there  were  very  few  passengers  in  the  train,  and  only  one  of  these  has 
complained  of  having  received  any  personal  injuries. 

The  engine  of  the  passenger  train  was  a  four-wheels -coupled  side  tank  engine,  fitted 
with  the  Westinghouse  automatic  brake  working  blocks  on  the  four  coupled  wheels,  and 
with  a  hand  brake  working  the  same  blocks. 

The  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  the  order 
given ; — 

Wheels. 
X  van       •••  at*  •••  •  *  *  •••  •••  •••      .    \j 


1  third  class  carriage 

2  composites 

1  third  class  carriage 
1  van 


■  •  • 


•  •  • 


•  t  • 


•  •  • 


•  1 1 


•  •  • 


•  •  • 


6 
6 
6 
6 


These  vehicles  were  all  fitted  with  the  Westinghouse  automatic  brake  working  blocks 
on  four  wheels  of  each  vehicle. 

The  light  engine  was  a  six-wheels-coupled  tender  engine,  fitted  with  a  steam  brake 
working  blocks  on  the  six  coupled  wheels  and  on  the  tender  wheels,  and  with  a  hand  brake 
work  ing  the  blocks  on  the  tender  wheels. 

All  the  brakes  are  reported  as  having  been  in  good  working  order. 

Details  of  the  damage  done  to  the  rolling  stock  are  given  in  the  Appendix  ;  that  to 
permanent  way  was  very  slight. 

Description. 

Milford  Junction,  near  which  this  collision  occurred,  is  a  station  on  the  North- 
Eastern  Railway  main  line  from  York  to  Normanton,  and  it  is  the  point  where  the  line  to 
Hull  branches  off  to  the  eastward. 

The  station  consists  of  an  island  platform  running  approximately  north  .and  south, 
and  having  an  up  platform  line  on  its  eastern  side  and  a  down  platform  line  on  its  western 
side.  The  passenger  train  to  which  this  a'^cident  occurred  was  running  into  the  station 
from  the  north  along  the  up  platform  line. 

Just  to  the  north  of  the  station  the  double  line  to  Hull  branches  off  to  the  eastward, 
and  there  is  a  connection  leading  from  the  station  down  platform  line  to  the  down  Hull 
line  ;  this  connection  crosses  the  up  platform  line  just  to  the  north  of  the  station  platform, 
and  it  was  at  this  crossing  that  the  collision  occurred. 

Just  to  the  eastward  of  this  through  crossing  is  a  slip  connection  leading  from  the 
up  platform  line  to  the  down  Hull  line,  and  a  short  distance  to  the  north  of  the  through 
crossing  is  an  engine  turntable  with  a  connection  leading  on  to  the  up  platform  line. 

The  light  engine  concerned  in  this  collision  was  running  from  the  turntable  to  the 
down  platform  line.  To  accomplish  this  object  it  had  to  run  first  on  to  the  up  platform 
line,  then  through  the  slip  connection  on  to  the  down  Hull  line,  and  then  to  back  along 
the  down  Hull  line  on  to  the  down  platform  line.  It  was  in  carrying  out  this  last  move- 
ment, which  entailed  crossing  the  up  platform  line  that  the  collision  occurred.  There 
are  signals  provided  for  all  the  above  operations,  the  backing  signal  along  the  Hull  down 
line  being  situated  about  110  yards  to  the  eastward  of  the  through  crossing. 

11964  K 


74 


Evidence 


W.  Piercey,  driver,  stated  :  I  have  been  in  the 
service  of  the  Company  18^  years,  daring  three  or 
four  of  which  I  have  been  a  diiver.  I  came  on 
dnty  on  the  24th  March  at  11.25  a.m.  to  work 
until  9.25  p  m.  I  had  not  been  on  duty  at  all  oa 
the  previous  day.  My  engine  was  a  six-wheels- 
coupled  tender  engine  fitted  with  the  steam  brake, 
working  blocks  on  the  six  coupled  wheels  and 
ihe  tender  wheels,  and  with  a  hand  brake  work- 
ing blocks  on  the  tender  wheels.  I  took  charge 
of  the  engine  at  Normanton  at  2  p.m.  and  brought 
it  to  Milford  Junction.  I  brought  a  coal  train 
from  Normanton  and  left  it  standing  on  the 
through  main  line.  From  Normanton  to  Milford 
Junction  I  had  been  running  tender  first,  and 
when  I  arrived  at  Milford  Junction  I  uncoupled 
my  engine  in  order  to  take  it  to  the  turntable  to 
reverse  it.  I  took  the  engine  to  the  turntable 
and  reversed  it.  There  is  a  ground  disc  for 
leaving  the  turntable  leading  on  to  the  up  main 
line.  This  disc  signal  was  pulled  off  for  me,  and 
accordingly  I  took  my  engine  to  the  up  platform 
line,  just  beyond  the  points  leading  to  the  down 
Hull  passenger  line.  I  then  got  the  disc  for 
going  back  over  the  points  leading  to  the  down 
passenger  line.  I  acted  in  accordance  with  this 
signal  and  took  my  engine  on  to  the  Hull  down 
pai^senger  line.  I  brought  my  engine  to  a  stand 
about  10  yards  beyond  the  points,  ue,y  just  on  the 
down  Hull  passenger  line.  There  is  on  this  line 
a  backing  signal  for  backing  along  the  Hull  down 
passenger  line.  I  cannot  distinctly  say  where  1 
was  with  reference  to  that  signal,  but  I  think  the 
funnel  of  my  engine  was  about  opposite  to  it. 
The  signal  was  not  lowered  for  me.  I  saw  the 
points  changed,  and  1  then  gave  the  engine  steam 
and  let  her  run  b;ick  along  the  Hull  down 
passenger  line.  I  got  no  signal  at  all  for  doing 
this.  My  explanation  for  doing  so  is  that  I  saw 
the  points  shifted,  and  I  forgot  all  about  the 
signal  altogether.  I  quite  admit  that  I  made  a 
mistake,  and  that  I  alone  am  responsible  for  the 
accident.  I  did  not  see  the  passenger  train 
approaching  on  the  up  platform  line  until  the 
collision  was  just  about  to  occur.  I  ai)plied  the 
steam  brake  at  once — steam  was  shut  off  at  the 
time.  My  brakes  acted  well,  and  they  were  in 
good  working  order.  The  end  of  my  tender  just 
came  in  collision  with  the  engine  of  the  passenger 
train  and  then  fouled  the  three  leading  vehicles 
of  the  train.  I  was  not  travelling  more  than 
three  or  four  miles  per  hour  at  the  time  of  the 
collision.  I  estimate  the  speed  of  the  passenger 
train  at  about  18  miles  per  hour.  Neither  my 
fireman  or  myself  was  injured  at  all.  I  cannot 
state  exactly  how  long  my  enpine  was  kept 
standing  near  the  backing  signal  on  he  down 
Hull  line  ;  it  may  have  been  two  minutes.  I  did 
not  see  the  points  actually  shifted,  but  I  looked 
and  saw  that  they  had  been  shifted,  and  so  I  then 
backed  my  engine. 

Albert  Uardg raves,  fireman,  stated  :  I  have 
been  about  six  years  in  the  service  of  the  Com- 
pany, daring  about  3i  years  of  which  I  have  been 
a  fireman.  I  came  on  dutv  on  the  24th  March  at 
4.10  a.m  to  work  until  2.10  p.m.  I  should  have 
been  relieved  at  2.1(1  p.m.,  but  my  relief  had  not 
arrived  owing  to  his  having  missed  his  train,  and 
I  had  to  remain  on  duty  in  his  place,  and  I  did 
not  actually  come  off  duty  until  7.50  p.m.  I  was 
with  driver  Piercey  on  the  engine  which  brought 
the  coal  train  from  Normanton  to  Milford  Junc- 
tion, and  I  went  with  him  on  to  the  turntable  to 
reverse  ihe  engine.     I  remember  that  we  got  the 


disc  signal  for  leaving  the  turntable,  and  we  then 
got  the  disc  for  backing  from  'the  up  platform 
line  to  the  down  Hull  line,  and  I  remember  my 
engine  being  brought  to  a  stand  on  the  latter 
line.  I  know  the  signal  which  there  is  on  the 
down  Hull  line  for  backing  along  that  line.  We 
never  passed  that  signal,  but  stopped  short  of  it 
just  over  the  points.  I  remember  the  engine 
being  backed  along  the  down  Hull  passenger  line, 
but  I  did  not  see  that  we  got  any  signal  for  doing 
so.  T  cannot  say  whether  the  regular  backing 
signal  was  lowered.  We  had  not  got  any  hand 
signal  from  the  signalman.  I  did  not  see  the 
passenger  train  until  the  collision  actually 
occurred.  Just  as  the  accident  was  occurring  I 
saw  that  the  driver  was  applying  his  brake.  I 
was  not  injured  by  the  collision. 

Walter  Eastgate,  driver,  stated  :  1  have  been 
40  years  in  the  service  of  the  Company,  during 
30  of  which  I  have  been  a  driver.  I  came  on 
duty  on  the  24th  March  at  2.5  p.m.  to  work  until 
12.35  a.m.  I  had  previously  come  off  duty  at 
2  a.m.  on  the  24th  March. .  I  was  driving  the 
3.5  p.m.  passenger  train  from  York  to  Normanton. 
My  engine  was  a  four-wheels-coupled  side  tank 
engine  fitted*  with  (he  Westinghouse  automatic 
brake  working  blocks  on  the  four  coupled  wheels, 
and  with  the  hand  brake  working  blocks  on  the 
same  wheels.  My  brakes  were  in  good  order. 
I  think  that  we  left  York  punctually,  and  we 
were  running  to  time  when  we  approached 
Milford  Junction.  The  distant  signal  from  Mil- 
ford north  box  had  been  against  us,  but  the  other 
signals  at  Milford  north  had  been  "  off  "  for  us. 
The  distant  for  the  Milford  platform  signal  l»ox 
was  '"off"  for  us,  and  the  Milford  platform 
"home"  was  also  "off"  for  us.  I  accordingly 
ran  past  that  home  signal  at  a  speed  which  I 
estimate  at  about  17  or  18  miles  per  hour. 
When  I  was  about  30  yards  from  ths  crossing 
I  saw  the  lii?ht  enarine  on  the  down  Hull 
line,  and  I  then  saw  that  it  was  on  the  move 
towards  us.  Steam  at  this  time  was  turned  off, 
so  I  at  once  applied  my  brake,  but  the  collision 
at  once  occurred.  The  tender  of  the  light  engine 
hit  the  rear  of  my  engine.  My  engine  was  not 
derailed,  but  four  of  the  vehicles  behind  my 
engine  were  derailed,  I  cannot  say  what  speed 
the  light  engine  was  going.  I  did  not  notice 
whether  the  backing  signal  on  the  down  Hull 
line  had  been  lowered  for  the  light  engine.  I 
was  not  injured  at  all  by  the  collision.  It  would 
have  been  quite  impossible  for  me  to  have  stopped 
my   train   before   crossing  the  down  Hull   line. 

1  was  keeping  a  good  look  out  at  the  time.  The 
first  time  that  the  light  engine  attracted  my 
attention  was  when  it  was  very  near  my  line. 
My  engine  was  travelling  bunker  first.  There 
was  a  coal  bunker  in  front  of  me,  but  there  \\-a8 
not  sufficient  coal  in  it  to  interfere  with  my  view  in 
front  of  me.  There  was  nothing  on  the  engine  it- 
self to  interfere  with  my  view  of  the  light  engine 

« 

T/tonias  Martin,  signalman,  stated  :  I  have 
been  24  years  in  the  service  of  the  Company, 
during  the  whole  of  which  I  have  been  a  signal- 
man. I  am  employed  in  the  Milford  platform 
signal  box,  where  I  have  been  stationed  for  about 
2^  years.     I  came  on  duty  on  the  24th  March  at 

2  p.m.  to  work  until  10  p.m.*  I  had  previously 
come  off  dutv  at  6  a.m.  on  the  24th  March.  1 
remember  the  light  engine  arriving  from  the 
Milford  north  cabin  on  the  afternoon  of  that  day. 
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and  about  one  minute  after  its  arrival  I  arranged 
for  it  to  go  on  to  the  reversing  table.     I  saw  the 
engine  turned,  and  as  soon  as  it  was  turned  I  gave 
it  the  disc  signal  to  run  from  the  reversing  table 
on  to  the  up  platform  line,  and  it  came  to  a  stand 
just  beyond  the  points  leading  to  the  Hull  down 
passenger  line.     I  then  shifted  the  points  for  it 
to  run  on  the  Hull  down  passenger  line  and  gave 
the  driver  the  disc  signal  for  doing  so.    It  ran  on  to 
the  Hull  down  passenger  line,  and  I  saw  it  come 
to  a  rest  on  that  line.     It  came  to  a  rest  with  both 
the  engine  and  tender  behind  the  backing  signal. 
I  could  see  the  signal  itself,  and  I  could  see  the 
tender,  but  I  could  not  see  the  engine  on  account 
of  the  transhipping  shed,  and  from  this  fact  I 
knew  that  the  engine  was  past  the  signal.     It  was 
at  3.34  p.m.  that  the  light  engine  came  to  a  stand 
at  this  point.     I  had  not  lowered  the  signal  for  it 
to  back  along  the  down  passenger  line.    At  that 
time  there  was  another  train  arriving  at  the  down 
platform  line,  and  on  that  account  I  could  not 
bark  the  light  engine  along  the  down  platform 
line.    At  that  time  I  had  not  accepted  the  3.5  p.m. 
train  from  York.     At  3.36  p.m.  the  north   box 
offered  me  the  3.5  p.m.  York  to  Normanton  tmin. 
I  accepted  it  at  once.     At  3.39  p.m.   I  received 
"Train    entering    section"    signal     for    it.      At 
3.36  p.m.  I  offered  the  3.5  p.m.  ti*ain  to  the  south 
box.     He  accepted  it  at  once.     The  south  box 
then  lowered  his  home  and  distant  for  it,  and  as 
soon  as  he  had  done  so  I  lowered  my  home  and 
distant  also.     I  saw  the  3.5  p.m.  train  approaching 
my  box,  but  I  was  then  engaged  at  the  other  end 
of  the  signal  box,  and  saw  nothing  of  the  collision 
until  it  was  just  on  the  point  of  occurring.     At 
that  time  the  backing  signal  along  the  down  Hull 
line  was  still  at  danger,  and  it  had  never  been 
lowered  since  the  engine  had  come  to  rest  near  it. 
It  was  at  3.40  p.m.  that  the  collision  occurred. 
The  light  engine  must  have  stood  near  the  backing 
dignal  for  about  five  minutes.     It  is  not  possible 
for  the  up  platform  home  signal  and  the  backing 
signal  along  the  down  Hnll  line  to  be  lowered 
simnltaneously.    The  down  train  from  Normanton 
arrived  at  the  down  platform  at  3.36  p.m. 

C.  Rxish^  guard,  stated  :  I  have  been  about 
16  years  in  the  sei'vice  of  the  Company,  during 
four  or  five  of  which  I  have  been  a  guard.  I 
came  on  dnty  on  the  24th  March  at  7.15  a.m.  to 
work  until  6.15  p.m.  I  came  off  duty  at  6.15  p.m. 
on  the  23rd  March.  I  was  guard  of  the  3.5  p.m. 
passenger  train  from  York  to  Normanton.     My 


train   consisted  of  six  vehicles  attached  to  the 
engine  in  the  order  given  : — 


1  van 
1  third 
1  compo. 

1      „ 
I  third 

1  van 


.  •  • 


.  * . 


Wheels 
6 
6 
6 
6 
6 
6 


All  the  vehicles  were  fitted  with  the  Westing- 
house  automatic  brake  working  blocks  on  four 
wheels  of  each  vehicle,  and  the  brakes  were  in 
good  order.  We  left  York  at  3.5  p.m.,  and  we 
were  about  one  minute  late  when  we  approached 
Milford  Junction.  I  was  standing  up  in  my  van 
at  the  time,  and  the  first  I  knew  of  the  collision 
was  being  thrown  down  by  the  shock.  I  did  not 
see  the  light  engine  before  the  collision  occurred. 
I  saw  the  Milford  platform  signal  box  home 
signal  before  the  collision  occurred,  and  I  saw 
that  it  was  off  for  us.  I  estimate  our  speed  at  the 
time  of  the  collision  at  somewhere  about  20  miles 
per  hour.  The  four  leading  vehicles  of  my  train 
were  derailed.  There  were  about  six  passengers- 
in  the  train,  but  none  complained  to  me  about 
having  received  any  injuries,  but  I  understand 
one  complaint  was  made  to  the  stationmasler. 

Oeorge  WilMam  Croft^  fireman,  stated  :  I  have 
been  about  10  years  in  the  service  of  the  Company, 
during  about  6  of  which  I  have  been  a  fireman. 
I  came  on  duty  at  2.5  p.m.  on  the  24th  March  to 
work  until  about  12.30  a.m.  I  came  off  duty 
about  12.30  a.m.  on  the  25th  March.  I  was  acting 
as  fireman  tu  driver  Eastgate,  and  1  was  with  him 
on  the  3.5  p.m.  train.  I  remember  approaching 
Milford  Junction  station.  All  the  sij^nals  were 
*'  off  "  for  us  to  run  into  Milford  Junction  except 
the  distant  at  the  Milford  north  box.  I  was  at  the 
right  hand  side  of  my  engine,  and  saw  nothing  of 
the  light  engine  until  the  collision  actually 
occurred.  I  estimate  our  speed  at  the  time  at 
between  15  and  20  miles  per  hour.  I  do  not 
think  my  driver  saw  the  light  engine  before  the 
collision  occurred.  Steam  had  been  shut  off  at 
(he  north  box,  and  had  not  been  turned  on  again. 
Just  about  the  time  the  collision  occurred  the 
driver  applied  the  brake,  but  I  cannot  say 
whether  he  applied  it  before  the  collision.  We 
were  travelling  bunker  first.  There  was  no  coal 
piled  up  in  front  of  me  which  interfered  at  all 
with  my  view  of  the  line. 


Conclusion. 


From  the  above  evidence  it  is  clear  that  this  collision  was  entirely  due  to  the  fact  of 
driver  Piercey  having  backed  his  light  en^jfino  along  the  down  Hull  line  while  the  backing 
signal  specially  provided  for  that  operation  w^as  at  danger. 

Driver  Piercey  had  brought  a  coal  train  from  Normanton  to  Milford,  and,  as  the 
engine  had  then  to  be  turned,  it  was  uncoupled  from  its  train  and  taken  to  the  turntable 
at  the  north  end  of  the  station.  When  the  turning  operation  was  completed  the  engine 
had  to  return  to  the  down  platform  line,  and  for  this  purpose  it  was  necessary  for  it  to 
run,  first,  from  the  turntable  on  to  the  up  platform  line  ;  secondly,  from  the  up  platform 
line  to  the  down  Hull  line  ;  and  finally  to  back  along  the  down  Hull  line  on  to  the  down 
platform  line.  For  each  of  these  three  o))erations  special  signals  are  provided,  and,  as 
pointed  out  above,  the  last  movement  necessitated  the  engine  running  through  a  through- 
crossing  on  the  up  platform  line. 

The  first  two  movements  were  correctly  carried  out,  and  at  3.34  p.m.  the  light 
engine  came  to  a  stand  on  the  down  Hull  line  preparatory  to  backing  along  that  line  on 
to  the  down  platform  line.  At  this  moment,  however,  signalman  Martin,  who  was  on  duty 
in  the  Milford  platform  signal  box,  and  under  whose  superintendence  these  movements 
were  being  carried  out,  was  unable  to  lower  the  signal  for  the  engine  to  back  on  to  the 
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down  platform  line,  as  there  was  a  down  train  arriving  on  that  line.  At  3.36  p.m.  this 
down  train  arrived,  but  at  that  moment  Martin  was  offered  the  3.5  p.m.  from  York  :  he 
accepted  the  latter  train,  and,  as  it  was  due  to  run  into  Milford  Junction  on  the  up  plat- 
form line,  he  was  still  unable  to  lower  the  backing  signal  for  the  light  engine.  The  light 
engine  was  therefore  still  left  standing  on  the  Hull  down  line,  and  it  is  not  disputed  that 
the  backing  signal  was  not  lowered  at  all  for  it.  Nevertheless,  as  the  3.5  p.m.  train  was 
running  into  the  station,  it  was  run  into  by  the  light  engine  which  had  backed  along  the 
down  Hull  line  without  the  signal  being  lowered,  and  without  the  driver  having  received 
any  instruclions  to  that  effect. 

Driver  Piercey  honestly  admits  that  he  is  responsible  for  this .  collision  ;  he  states 
that  after  he  had  been  kept  waiting  on  the  Hull  down  line  about  two  minutes  he  looked 
at  the  points,  and  seeing  that  they  were  lying  right  for  him  he  thought  that  it  must  be 
intended  for  him  to  run  back  at  once  ;  he  accordingly  set  his  engine  in  motion,  quite 
forgetful  that  he  had  received  no  signal  to  do  so.  He  does  not  dispute  that  the  backing 
signal,  which  should  have  been  lowered  for  him,  was  still  at  danger. 

There  is  a  discrepancy  between  his  evidence  and  that  of  the  signalman  as  to  the  exact 
position  as  to  which  the  engine  came  to  a  stand  on  the  down  Hull  line,  the  latter  stating 
that  the  engine  had  run  beyond  the  backing  signal  before  coming  to  rest,  while  the  former 
maintains  that  he  had  never  actually  passed  that  signal.  The  point  is  not  really  of  import- 
ance, as  in  neither  case  was  driver  Piercey  justified  in  backing  his  engine  williout 
receiving  instructions. 

The  responsibility  for  this  collision,  which  fortunately  had  not  more  serious  results, 
must  therefore  rest  entirely  on  driver  Piercey,  and  no  blame  attaches  to  any  other 
servant  of  the  Company. 

Driver  Piercey  had  been  on  duty  four  hours  and  a  quarter  at  the  time  of  the  accident ; 
the  Company  gives  him  a  good  character. 

I  have  &c., 

P.  G.  VON  DONOP, 

Lt'Col,  R.E. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


APPENDIX. 


Damage  to  Rolling  Stock. 


Engine  No.  2,051. — Three  tender  axle  boxes 
broken,  buflPer  beam  bent,  and  foot  step  knocked 
off. 

Brake-van  No.  176. — Off  road  with  all  wheels. 
2  end  rails,  8  step  irons,  5  axle  boxes,  and  all  steps 
broken  ;  12  step  irons,  6  axle  guards  bent ;  1  side 
extensively  damaged,  and  all  brake  work 
damaged. 

Carriage  No.  1,676. — Off  road  with  all  wheels  and 
on  broadside.  2  end  rails,  1  sole,  1  quarter  light, 
2  middle  rails,  1  short  cross  rail,  2  braces,  3  axle 
guards,  2  step  irons,  1  side  chain  hook,  5  axle 
boxes,  and  all  steps  broken  ;  side  and  end  panels. 


roof  and  all  brake  work  damaged  ;  3  axle  guardst 
2  axles,  18  step  irons,  and  2  buffer  rods  bent. 

Carriage  No.  1,006. — Off  road  with  all  wheels.  2 
end  rails,  2  middle  rail8,2  braces,  end  panel8,3  axle 
boxes,  8  steps,  6  stop  irons,  1  bearance  springy 
1  buffer  pad,  and  1  buffer  cheese  broken ;  roof, 
side,  1  door,  1  sole  plate,  and  all  brake  work 
damaged  ;  6  axle  guards,  6  step  irons,  1  buffer  rod, 
and  1  axle  bent. 

Carriage  N  o.  IW. — Off  road  with  2  pair  of  wheels. 
1  end  rail,  1  step,  and  1  step  iron  broken  ;  roof, 
side,  and  end  damaged  ;  2  axle  guards  and  1  step 
iron  bent. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  6th  May. 
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5NDIX    B, 


REPORTS  OF  THE  ASSISTANT  INSPECTING  OFFICERS  OF  RAILWAYS  ON 
ACCIDENTS  TO  RAILWAY  SERVANTS  AND  OTHER  PERSONS  EMPLOYED 
ON  RAILWAY  PREMISES. 


BARRY  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  2l8t  March,  1902, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  im 
accordance  with  your  Order  of  March  5th,  the  result  of  my  inquiry  into  the  causes  of  tHe 
accident  which  occurred  on  the  24th  January  to  brakesman  A.  Parry  at  Barry,, 
on  the  Barry  Railway. 

At   11.55  p.m.,  when  finishing  duty,   Parry  was  instructed  by  guard  Williamsi  to 
uncouple  a  brake-van  from  the  engine  for  the  purpose  of  "  fly-shunting ''  it  into  a  aiding, 
and  to  do  so  he  stood  on  top  of  the  draw-bar  hook.     When  he  was  in  thk  position  hi& 
right  foot  slipped  between  tJie  draw -bar  and  the  head-stock,  and  as  the  engine  eased  w[h 
his  foot  was  caught  and  crushed. 

The  accident  is  one  of  a  number  which  may  be  expected  when  men  are  allowed  to 
fly-shunt  vehicles.  Such  a  practice  is  evidently  countenanced  by  the  Cojnpany's  officer«y 
although  the  Company  state  that  it  is  performed  in  defiance  of  their  rules. 

Fly-shunting  is  a  most  dangerous  operation  unless  special  applumces  are  used^  aad 
as  there  should  be  no  difficulty  in  making  irrangements  whereby  the  w<Mrk.  can  be  per- 
formed by  other  means,  I  consider  the  Company  should  prohibit  the  praetioa  and  enforce* 
compliMice  with  such  profaibitioa. 

Ihave,  Ac, 

John  P.  St.  Main; 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


BELFAST  AND  NORTHERN  COUNTIES  RAILWAY. 

Riiilway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  ^  23rd  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  April  8th,  the  result  of  my  inquiry  into  thp  causes  of  the 
accident  which  occurred  on  the  4th  of  February  to  station  master  John  Fitzsimmons  at 
Kellswater,  on  the  Belfiist  and  Northern  Counties  Railway. 

Three  waggons  had  been  uncoupled  from  a  down  goods  train  and  placed  in  the  up 
siding  by  means  of  a  tow  rope.  After  the  operation  had  been  completed,  but  before  the 
tow  rope  was  detache<i  from  the  engine,  Fitzsimmons  caught  hold  of  the  rope  t\  ith  the 
intention  of  attaching  it  to  the  waggons  standing  in  the  siding,  so  that  they  might  be 
drawn  ahead  and  placed  opposite  the  crane,  but  as  the  driver  had  not  been  advised  of 
what  was  proposed  to  be  done,  he  moved  the  engine  ahead  to  return  to  the  train,  and 
Fitzsimbaons  who  was  holding  the  trailing  hook  of  the  rope  was  drawn  forward,  and 
falling,  sustained  slight  injury. 

The  accident  appears  to  have  been  due  to  a  misunderstanding  amongst  the  men, 
and. failure  to  obtain  a  proper  signal  by  fireman  Boone  before  informing  driver  Hill  that 
aU  was  right. 
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As  the  accommodation  at  tlie  station  is  limited,  there  being  only  one  siding  on  the 
up  side  of  the  main  lines,  it  is  necessary  to  tow-rope  waggons  worked  forward  by  down 
trains  itito  the  siding.  The  traffic  is  very  light,  but  to  avoid  such  a  practice  which  is 
attended  with  considerable  danger  the  Company  might  consider  the  advisability  of 
working  the  trucks  ^orward  to  a  station  in  advance  so  that  they  might  be  attached  to  up 
trains  and  returned  to  Kellswater  on  the  up  line,  so  that  the  use  of  such  an  appliance  would 
be  unnecessary.  Failing  this  another  cross-over  road  between  the  main  lines  is  desirable 
should  the  traffic  continue. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


BELFAST   AND   NORTHERN   COUNTIES    RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  6th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  April  8th,  the  result  of  my  inquiry  into  the  causes  of  the 
fetal  accident  which  occurred  on  the  10th  March  to  lamp-lad  Joseph  Agnew  at  Greenis- 
land,  on  the  Belfast  and  Northern  (bounties  Railway. 

About  5,45  a.m.  Agnew  went  to  the  signal-box  to  obtain  the  key  of  the  lamp-room, 
and,  when  leaving,  signalman  Beggs  requested  him  to  examine  the  labels  of  three  waggons 
which  were  standing  in  the  "  short "  siding  opposite  the  box.  Agnew  accordingly  went 
over  to  the  waggons  and  supplied  Beggs  with  the  information  he  desired. 

Meanwhile  the  .^.30  a.m.  goods  train  from  Belfast  had  arrived,  and  after  the  engine 
had  been  run  round  the  train  Beggs  informed  the  driver  that  two  of  the  waggons  had  to 
be  attached.  The  engine  was  then  run  into  the  "  short "  siding  for  the  purpose  of 
shunting  them,  as  the  middle  waggon  of  the  three  had  to  be  left  behind,  and  Agnew 
commenced  to  couple  the  waggons  together  with  the  concurrence  and  by  the  direction  of 
Beggs.  When  the  engine  had  been  attached  Agnew  gave  the  driver  a  signal  to  draw 
ah^id,  but  was  not  again  seen  alive.  His  body  was  found  on  the  points  leading  from  the 
"  short "  siding,  and  it  is  supposed  that  after  following  the  trucks  he  failed  to  get  clear 
and  was  knocked  down  and  run  over  as  the  waggons  were  being  propelled  through  the 
cross-over  road  after  the  points  had  been  reversed  and  the  signal  pulled  off. 

Agnew,  who  was  16  years  of  age  and  had  only  been  in  the  service  about  two  months, 
was  employed  as  a  lamp-lad,  and  it  was  no  part  oi  his  duty  to  perform  any  work  in  con- 
nection with  shunting  operations,  nor  had  he  any  experience  in  such  work. 

Beggs  was  not  in  charge  of  Agnew,  but  knowing  that  he  was  inexperienced  he 
should  not  have  allowed  any  movement  to  take  place  until  the  regular  shunter  was  in 
attendance.  Further,  Beggs  did  not  obtain  a  signal  from  Agnew  that  the  waggons  were 
clear  of  the  points  before  setting  the  road,  in  accordance  with  Rule  247  of  the  Company's 
Regulations.  Had  he  done  so  it  is  possible  that  the  mishap  would  not  have  occurred.  For 
these  reasons,  although  the  accident  may  have  been  due  to  want  of  caution  on  the  part  of 
the  deceased,  I  consider  Beggs  displayed  contributary  negligence. 

I  have,  &c.. 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN   RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  7th  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  January  23rd,  I  have  held  an  inquiry  into  the  circum- 
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stances  attending  the  accident  which  occurred  on  January  7th  at  the  Hamilton  engine 
sheds,  on  the  Caledonian  Railway,  whereby  cleaner  Alexander  Fleming  was  injured. 

About  12.15  a.m.  Fleming  was  engaged  with  a  gang  in  cleaning  a  tank  engine  which 
was  standing  in  No.  5  road.  This  engine  was  coupled  to  another  tank  engine  which 
stood  nearer  to.  the  shed  entrance.  While  Fleming  was  standing  with  his  right  arm 
between  the  buffers  two  other  engines  were  brought  into  No.  5  road  in  accordance  with 
instructions  given  by  the  turner,  Joseph  Wemyss.  The  buffers  of  the  engines  were 
closed  up,  and  Fleming's  arm  was  crushed,  his  elbow  joint  being  dislocated.  Wemyss 
was  aware  that  the  cleaners  had  been  working  in  No.  5  road,  but  failed  to  see  that  they 
were  clear  before  the  engines  were  brought  into  the  road,  and  he  must  be  held  responsible 
for  the  accident. 

According  to  instructions  issued  by  the  locomotive  superintendent  on  June  59th, 
1901,  a  "  Not  to  be  moved  "  board  should  have  been  placed  on  the  tank  engine  nearest  to 
the  shed  entrance.  Foreman  cleaner  Thomas  Donaghy,  who  was  in  charge  of  the  gang, 
had  initialled  these  instructions,  but  admitted  that  he  did  not  understand  them,  and  in 
this  case,  as  in  all  others,  he  did  not  put  the  boards  on  any  engine  other  than  the  one  on 
which  the  men  were  working.  He  admitted  that  he  had  frequently  neglected  to  put  the 
boards  even  on  engines  which  were  being  cleaned.  He  is  much  to  blame  for  this  neglect, 
which  might  have  had  most  serious  results.  The  fact  that  it  was  permitted  points  to  a 
lack  of  supervision  on  the  part  of  Mr.  Hamilton,  the  locomotive  foreman. 

The  various  instructions  respecting  the  steps  to  be  taken  for  the  prote^:tion  of  cleaners 
are  not,  in  my  opinion,  properly  exhibited  on  the  shed  notice  boards  or  properly  under- 
stood by  the  staff.  It  is  to  be  hoped  that  the  Company  will  take  such  steps  as  will 
prevent  a  recurrence  of  similar  accidents  in  future. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  10th  February,  1901. 

I  HAVK  the  honour  to  report,  for  the  inforiiiation  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  January  20th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  January  10th  at  Shawfield,  near 
Rutherglen,  on  the  Caledonian  Railway,  whereby  brakesman  William  French  was  fatally 
injured. 

French  was  head  guard  on  a  mineral  train  consisting  of  36  loaded  waggons 
which  travelled  on  the  down  slow  goods  line,  and  reached  Shawfield  down  •  loop  home 
signal  about  11.50  a.m.  It  was  intended  to  "fly-shunt"  the  train  into  the  "back-loop" 
road  in  Polmadie  Yard,  the  entrance  to  which,  at  the  east  end,  is  controlled  from  the 
Shawfield  signal  box.  Accordingly  French  rode  on  the  right  hand  buffer  of  the  leading 
wag<i;on,  and  uncoupled  from  the  engine  with  his  hand  when  the  engine  was  about  100 
yards  from  the  box  and  was  travelling  at  about  eight  miles  an  hour.  The  engine  ran  ahead 
into  No.  1  loop,  and  after  the  points  had  been  reversed  the  train  ran  into  the  "  back-loop  "" 
road.  Just  before  the  leading  wnggon  reached  the  points  French  apparently  attempted 
to  cross  over  to  the  left  hand  side  of  the  waggon  by  stepping  on  the  drawbar  hook,  but 
he  fell  from  the  waggon  into  the  four-footway.  His  legs  lay  across  the  right  hand  rail, 
and  the  whole  of  the  train  passed  over  him,  causing  fatal  injuries. 

When  the  Polmadie  Yard  was  made  it  was  intended  that  all  trains  should  be  set 
back  into  the  yard  at  the  west  end,  but  about  nine  years  ago  it  was  found  that  the 
accouimodation  was  insufficient  to  deal  with  all  the  traffic  in  that  manner.  At  the  present 
time  about  20  trains  are  put  into  the  yard  at  the  east  end  daily,  and  with  about  six  of 
these  trains  the  above  system,  of  '*  fly-^ihunting "  is  adopted.  The  remainder  are 
propelled  by  the  engines  of  other  trains  standing  behind  them  on  the  slow  line. 

"  Fly-shunting"  is  at  all  times  a  dangerous  operation,  and  I  am  of  opinion  that  the 
Company  should  take  steps  to  abolish  it  entirely  at  this  place.  The  removal  of  the  exist- 
ing cross-over  road  from  the  down  slow  goods  line  to  the  down  main  line  to  a  point  about 
240  yards  east  of  the  Shawfield  signal  box  would  enable  all  train  engines  to  be  run  round 
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iheir  trains  in  order  to  propel  them  into  the  yard,  and  failing  any  better  means  I  think 
the  Company  would  do  well  to  consider  this  method  of  abolishing  the  dangerous  practice 

adopted  at  present. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN   RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  February  2()th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  January  31st  near  Beattock,  on  the  Caledonian 
Railway,  whereby  driver  Thomas  Johnston  was  injured. 

Johnston  was  driver  of  the  2,20  p.m.  stopping  passenger  train  from  Carlisle  to  Car- 
stairs.  His  engine  had  been  recently  repaired,  and  had  not  since  been  worked  with  a 
train.  He  exa:r.ined  the  engine  at  several  stations  on  the  road,  and  found  that  the  big- 
end  was  rather  warm.  The  train  stood  at  Beattock  for  four  minutes,  dining  which  time 
Johnston  was  attending  to  the  big-end.  He  started  the  train  as  soon  as  he  received  a 
rignal  to  do  so,  and  then  went  out  on  to  the  framing  to  examine  the  rest  of  the  motion. 
While  in  a  stooping  position  he  put  some  oil  in  the  piston  and  gland  cups.  When  about 
to  stand  upright  and  catch  hold  of  the  hand-rail  his  foot,  which  he  had  inadvertently  placed 
on  the  bottom  of  his  coat,  slipped.  Johnston  jumped  from  the  engine  to  the  ballast  and 
lighted  on  his  feet,  but  sprained  his  ankle.  The  fireman  and  the  guard  saw  him  and 
stopped  the  train,  which  was  travelling  at  about  seven  miles  an  hour  and  was  about 
500  yards  from  Beattock  Station. 

Johnston  was  well  aware  that  he  was  acting  contrary  to  instructions  by  walking 
along  the  framing  while  his  engine  was  in  motion,  and  he  must  be  held  responsible 
for  the  accident.  If  it  was  necessary  to  examine  the  engine  before  reaching  the  next 
Btation  he  should  have  done  so  before  leaving  Beattock. 

I  have,  &c., 

J.  H.  Armytage. 
The  Awistant  Secretary, 

Baihvay  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  28th  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  xvith  your  Order  of  February  20th,  I  have  held  an  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  January  31st  at  G-ermiston 
Junction,  near  St.  Rollox,  on  the  Caledonian  Railway,  whereby  brakesman  Charles  Purvis 
was  injured. 

Purvis  had  been  working  with  a  special  mineral  train,  and  was  returning  with 
efngine  and  brake-van  only  to  St  Rollox  top  yard.  The  engine  and  brake-van  were 
travelling  on  a  goods  line  known  as  the  "  third  road  "  which  runs  parallel  to  the  down 
main  line.  The  third  road  is  connected  with  the  "  shed  "  road  by  means  of  facing  points, 
whi'jh  are  situated  about  lOi)  yards  in  front  of  the  down  advance  signal  post.  This  post 
IB  placed  between  the  down  main  line  and  the  third  roa^d.  The  points  were  set  for  the 
engine  and  brake-van  to  go  into  the  shed  road,  but  Purvis  wanted  his  brake-van  to  go 
down  the  "third  road,"  and  in  order  to  attract  the  driver's  attention  by  whistling  he  stood 
on  the  BtJBp  of  the  brake-van  and  leant  out  at  the  full  extent  of  his  left  arm.  His  neck 
canio  in  contact  with  the  stay  wire  of  the  down  advance  signal  post  and  he  was  thrown 
to  the  ground.     The  accident  occurred  about  1.10  a. m. 


81 

The  stay  wire  at  the  time  of  the  accident  was  4  feet  1  inch  from  the  nearest  rail 
of  the  third  road,  and  has  since  been  moved  to  a  point  5  feet  distant  therefrom.  There 
was  no  need  for  Purvis,  to  place  himself  in  such  a  dangerous  position,  and  the  accident 
must  be  attributed  to  his  own  want  of  caution. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


I  have,  &c., 

J.  H.  Armytage. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  .  4th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  February  20th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  February  1st  at  Stirling,  on  the 
Caledonian  Railway,  whereby  yardsman  William  Morris  was  injured. 

Morris  was  acting  as  second  yardsman  and  was  working  with  the  yard  pilot  engine. 
Six  waggons  were  standing  on  the  loop  line  near  Stirling  south  box,  and  at  about 
11  a.m.  the  engine,  with  two  other  waggons  attached,  was  setting  back  on  to  them. 
Yardsman  Robert  Thornton  was  waiting  to  couple  the  waggons  together,  while  Morris 
was  climbing  on  to  one  of  the  six  waggons,  in  order  to  protect  the  train  when  travelling 
back  to  the  "  Middle  "  box.  Morris  placed  his  coupling  pole  over  the  buffer  and  under  the 
draw-bar  hook  of  the  waggon,  and  attempted  to  climb  on  to  the  waggon  by  that  means, 
but  when  the  engine  moved  all  the  waggons  forward,  his  pole  slipped  and  he  fell  to  the 
ground,  breaking  his  right  leg.  Morris  was  aware  that  the  engine  was  setting  back,  and 
the  accident  must  be  attributed  to  his  want  of  caution  in  attempting  to  get  on  to  the 
waggon  at  that  moment. 

Although  the  Company  have  issued  no  written  or  printed  instructions  that  men 
must  ride  on  waggons  while  they  are  travelling  on  the  loop  line  between  the  *'  South  " 
and  "  Middle  "  signal  boxes  (a  distance  of  a  quarter  of  a  mile),  the  practice  is  authorised 
by  the  responsible  officials.  So  many  serious  accidents  have  occurred  to  men  riding 
on  waggons  in  this  manner  that  I  consider  that  the  Company  should  take  steps  to 
abolish  the  practice  entirely.  If  it  is  necessary  that  a  man  should  ride  at  the  end  of 
the  train,  a  brake-van,  or  other  vehicle  in  which  he  can  ride  without  danger,  should  be 
provided. 

I  have,  &c., 

J.  H.  AUMYTAGE. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
liiR,  4th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  February  20th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  February  3rd  in  the  private  sidings  of 
the  British  Tube  Works  at  Langloan,  whereby  l)rakesnian  Thomas  Walsh  was  injured. 

Walsh,  who  is  in  the  service  of  the  Caledonian  Railway,  was  working  as  second 
brakesman  with  a  pilot  engine.  About  8.o0  a.m.  the  engine  was  drawing  20  waggons 
up  a  slight  incline  out  of  a  siding  known  as  the  ''  strip  road."  It  was  necessary  to  make 
a  shunt  with  one  of  the  waggons  in  the  middle  of  the  lift,  and  the  waggons  in  the  rear 
were  uncoupled  by  Lowthian  Scott,  the  first  brakesman.  Scott  told  Walsh  to  watch  these 
waggons  as  they  would  have  fouled  a  cart  road  if  they  had  run  back  down  the  siding. 
Walsh  applied  one  brake,  but  it  was  not  in  good  order,  and  the  waggons  commenced  to 
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run  back,  so  he  picked  up  a  sprag  and  attempted  to  throw  it  into  one  of  the  wheels. 
The  sprag  rebounded  and  struck  him  knocking  him  down  and  bruising  his  left  leg. 
I  consider  that  the  mishap  mav  be  described  as  accidental. 

So  many  accidents,  however,  hive  occurred  from  the  use  of  s;)rags,  that  I  am  or 
opinion  that  the  Company  should  take  steps  to  restrict  the  use  of  them  as  far  as  possible. 
The  application  of  an  effective  brake  would  have  been  sufficient  to  prevent  the  waggons 
from  running  back  in  this  case. 

The  sidings  at  the  British  Tube  Works,  which  are  the  property  of  Messrs  A.  J. 
Stewart  and  Menzies,  Limited,  are  not  in  my  opinion  sufficiently  well  maintained  for 
men  to  work  therein  in  safety.  The  ballast  is  uneven  and  there  is  a  considerable  amount 
of  scrap  metal,  &c.,  at  the  side  of  the  lines. 

The  sidings  are  used  by  both  the  Caledonian  and  the  North  British  Railways,  and 
I  consider  that  both  Companies  should,  in  the  interests  of  the  safety  of  their  men,  press 
the  owners  to  have  these  defects  remedied  without  delay. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CHESHIRE  LINES. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  '  .  '        25th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that^ 
in  accordance  with  the  Order  of  March  5th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  Sunday,  February  23rd,  at  Liverpool 
Central  Station,  on  the  Cheshire  Lines  Railway,  whereby  platelayer  Benjamin  Bushell 
was  seriously  injured  and  platelayer  John  William  Jones  was  fatally  injured. 

Bushell  and  Jones  were  working  with  a  gang  consisting  of  3G  men  in  charge  ot 
James  Lythgoe,  chief  inspector  of  permanent  way.  About  11.50  a.m.  the  engine  of 
the  ballast  train,  which  consisted  of  21  waggons  and  two  brake-vans,  was  standing  on  the 
middle  road  in  the  tunnel  between  St.  James  Station  and  the  Central  Station  at  the  down 
home  signal  (for  the  Central  Station),  w^hich  is  about  230  yards  from  the  north  end  of  the 
tunnel.  The  down  main  line  home  signal  is  13  yards  nearer  to  the  station,  and  35  yards- 
beyond  that  is  a  *'  stop  "  signal,  which  is  interlocked  with  the  down  main  shunt  signal. 

The  ballast  gang  were  engaged  on  the  down  main  line  loading  spent  ballast  and 
rubbish  into  the  ballast  train.  At  the  same  time  foreman  shunter  Henry  Morgan  and 
signalman  Thomas  Bryden,  who  was  on  duty  in  the  Central  Station  signal-box,  arranged 
to  "  loose-shunt "  a  train  of  empty  coaches  standing  in  No.  1  platform  up  the  down  main 
line  in  order  that  they  might  be  run  by  gravity  into  another  platform  road.  The  gradient 
from  the  station  to  the  down  main  shunting  "stop"  signal  is  a  rising  one  of  1  in  112, 
but  beyond  the  "  stop "  signal  the  gradient  increases  to  1  in  90,  and  in  order  to  take 
advantage  of  the  increased  gradient  it  appears  to  have  been  a  regular  practice  to  "  loose- 
shunt"  coaches  past  the  "  stop"  signal,  and  also  past  the  down  main  home  signal.  The 
brake  at  the  north  end  of  the  coaches  is  stopped  op}.osite  to  the  latter  signal,  which  is 
lowered  by  the  signalman  to  j.ermit  the  coaches  to  run  back  into  the  station.  As  a 
general  rule  trains  are  shunted  on  the  up  main  or  the  middle  roads,  but  the  use  of  the 
down  main  line  in  the  above  manner  is  stated  to  have  been  almost  a  daily  occurrence, 
although  in  this  case  the  down  main  line  was  used  owing  to  a  certain  pair  of  points  being 
temporarily  out  of  use.  Chief  inspector  Lythgoe  denies  that  he  had  any  knowledge  of 
the  practice,  and  states  that  he  considered  that  the  "  stop"  signal  on  the  down  main  line 
was  a  sufficient  protection  for  his  gang  in  the  direction  of  the  Central  Station. 
Consequently  the  gang  received  no  adequate  warning  of  the  approach  of  the  empty 
coaches,  and  Bushell  and  Jones  were  knocked  down,  with  the  unfortunate  results  stated 
above.  Two  other  platelayers  were  knocked  down,  but  were  not  seriously  injured. 
There  was  no  lighted  lamp  on  tlie  empty  coaches,  and  the  shunter  in  charge  was  riding 
as  usual  in  the  brake  at  the  north  end  of  the  train.  Bushell  and  Jones  were  working  at 
a  point  about  72  yards  south  of  the  ''  stop  "  signal. 

Although  no  definite  authority  has  ever  been  given  for  the  "  stop "  signal  to  be 
passed  at  danger,  there  is  no  doubt  that  the  practice  has  received  the  sanction  of  the 
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rerponsible  officials  of  the  Company,  and  the  accident  must  be  attributed  mainly  to  the 
fact  that  such  a  lax  method  of  working  has  been  permitted. 

Chief  inspector  Lythgoe  had  had  considerable  experience  of  the  working  at  the 
Central  Station,  and,  even  assuming  that  he  had  no  knowledge  of  the  method  employed 
in  "  loose- shunting  "  coaches  on  the  down  line,  I  am  of  opinion  that  he  should  not  have 
relied  entirely  on  the  "  stop  "  signal  to  protect  his  gang,  especially  as  that  signal  is  in  the 
middle  of  a  tunnel  and  might  be  obscured  by  smoke.  I  consider  that  he  should  have 
employed  a  "  look-out "  man  as  an  additional  precaution.  I  also  consider  that  foreman 
shunter  Morgan  and  signalman  Bryden  exhibited  a  want  of  discretion  in  ''loose-shunting" 
the  coaches  under  the  circumstances,  as  they  were  both  aware  of  the  position  of  the 
ballast  train. 

It  is  to  be  hoped  that  the  Company  will  take  steps  to  prohibit  such  a  lax  method  of 
working  in  future,  and  prevent  the  recurrence  of  accidents  similar  to  this,  which  might 
have  been  attended  with  even  more  serious  results. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CHESHIRE  LINES. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  23rd  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  April  9th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  March  22nd  at  Manchester  Central 
Station,  on  the  Cheshire  Lines,  whereby  Charles  Elliott,  a  driver  in  the  service  of  the 
Midland  Railway,  was  injured. 

About  11.0  a.m.  Elliott's  engine  was  standing  on  the  turntable  road,  nearly  opposite 
to  "  R  "  signal  cabin.  Between  the  turntable  road  and  the  cabin  is  No.  8  platform  road. 
Elliott  was  waiting  to  take  his  engine  on  to  the  turntable,  and  had  been  oiling  that  side 
of  his  engine  nearest  to  the  cabin.  As  he  was  walking  to  the  end  of  the  tender  to  go 
round  to  the  other  side  he  was  struck  on  the  shoulder  and  knocked  down  by  the  van  of 
an  empty  coach  train,  which  was  being  propelled  out  of  No.  8  platform.  His  head  was 
cut  against  the  tender  of  his  engine  and  his  right  foot  was  bruised  by  the  wheels  of 
the  van. 

Owing  to  the  curvature  of  No.  8  road  and  the  position  of  the  signal  cabin,  Elliott 
would  not  have  been  able  to  see  the  coaches  approaching  for  any  great  distance.  The 
•distance  between  No.  8  road  and  the  turntable  road  at  the  point  where  the  accident 
occurred  is  only  5  feet  9  inches,  and  I  am  of  opinion  that  such  a  clearance  is  not 
sufficient  to  permit  enginemen  to  attend  to  their  engines  in  safety.  Elliott  had  a  clear 
^ew  of  the  signal  controlling  the  exit  from  No.  8  road,  but  as  it  is  a  very  exceptional 
occurrence  for  trains  to  be  propelled  out  of  this  road,  I  hardly  think  that  he  can  be  blamed 
for  failing  to  notice  the  position  of  this  signal. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


FURNESS   RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
:Sir;  14th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  10th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  February  24th  at  Whitehaven,  on  the  Furness 
Railway,  whereby  goods  porter  James  McCourt  was  injured. 

About  11.0  a.m.  McCourt  and  another  porter  named  Joseph  Grlaister  were  engaged  in 
.tying  the  sheet  strings  on  a  low-side  waggon  standing  in  the  "  back  side  "  road  in  the 
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goods  yard.  At  the  same  time  yardsman  Thomas  Birkett  was  marshalling  a  goods  train, 
and  it  was  necessary  to  shunt  another  waggon  on  to  the  one  at  which  McComt  wa& 
working.  Birkett  was  aware  of  the  position  of  the  porters,  and  before  turning  the 
waggon  into  the  "  back  side "  road  he  whistled  to  warn  them.  Both  men  heard  the 
whistle  but  thought  that  it  referred  to  a  waggon  which  had  been  shunted  immediately 
before,  and  was  then  running  into  another  road.  They  did  not  notice  the  waggon  coming' 
into  the  "  back  side  "  road  until  it  struck  the  waggon  at  which  they  were  working.  The 
latter  was  pushed  towards  the  next  waggon  in  the  road  and  McCourt's  wrist  was  bruised 
between  the  buflFers. 

The  mishap  was  due  to  the  fact  that  Birkett's  signal  was  misunderstood  by  McCourt 
and  Glaister.  Birkett  was  standing  about  60  yards  from  them,  and  I  consider  that  he 
should  have  satisfied  himself  that  his  warning  had  been  properly  understood  before 
turning  the  waggon  into  the  road. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


FURNESS   RAILWAY". 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  14th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  2oth,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  March  6th  at  Barrow,  on  the  Fumess  Railway, 
whereby  shunter  Frederick  Watts  was  injured. 

About  12.45  p.m.  Watts,  who  was  working  with  a  shunting  engine,  was  riding  in 
the  last  waggon  of  a  rake  of  thirteen,  which  were  being  brought  into  the  yard  at  the 
Ironworks  Koad  entrance.  This  waggon  was  partly  loaded  with  barrels  of  oil,  and  the 
brake  was  jinned  down.  When  passing  over  the  double  crossing  opposite  Hindpool 
South  signal-box  this  waggon  became  derailed  and  Watts'  left  leg  was  crushed  against 
the  side  of  the  waggon  by  one  of  the  barrels.  I  was  unable  to  ascertain  definitely 
why  the  waggon  left  the  road,  and  I  consider  that  the  accident  may  be  attributed  to 
misadventure. 

I  have,  &c., 

J.    H.    AKMriAGE. 

The  x\ssistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GLASGOW   AND   SOUTH-WESTERN   RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  27th  May,  1902. 

1  HAVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  March  24th,  the  result  of  my  inquiry  into  the  causes  of 
the  fatal  accident  which  occurred  on  the  8th  March  to  assistant  goods  guard  Alexander 
Beck  at  Milliken  Park,  on  the  Glasgow  and  South-Western  Railway. 

Beck  was  working  with  a  goods  train  which  arrived  at  Milliken  Park  at  12.41  a.m., 
and  during  shunting  operations  an  empty  waggon  was  run  into  the  coal  siding,  but 
owing  to  the  distance  having  been  misjudged  it  struck  the  waggons  which  were  standing 
in  the  siding  with  so  much  force  that  it  was  derailed. 

Steps  were  then  taken  to  re-rail  the  waggon,  and  to  draw  it  from  the  angular  position 
in  which  it  was  standing  it  was  necessary  to  use  a  long  coupling  which  was  placed  on  the 
leading  truck  of  the  waogons  attached  to  the  engine. 

To  effect  the  coupling  with  the  derailed  truck  the  waggons  were  brought  back 
gently,  and  Beck  was  instructed  by  guard  Hogarth  to  stand  by  the  truck  and  show  a  I'ed 
light  as  soon  as  the  waggons  came  together.  A  red  light  was  received  from  Beck  and 
the  waggons  were  brought  to  rest,  but  when  Hogarth  shouted  to  learn  if  all  was  right  he 
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received  no  reply,  and  it  was  then  discovered  that  Beck  was  crushed  between  the  waggon* 
and  the  corner  of  the  derailed  truck,  having  evidently  attempted  to  pass  between  them 
for  the  purpose  of  coupling  before  they  had  come  to  a  stand.  He  was  so  injured  that  be 
died  shortly  afterwards. 

Hogarth  assures  me  that,  realising  the  danger,  he  specially  warned  Beck  against 
coupling  up  before  the  waggons  had  come  to  rest,  and,  therefore,  the  accident  appears  to 
have  been  due  to  want  of  caution  on  the  part  of  the  deceased  man. 

It  may,  hovrever,  be  pointed  out  that,  owing  to  the  absence  of  any  fixed  lights  in  the 
yard,  it  was  very  dark  at  the  spot,  and  the  mishap  may  have  been  partly  due  to  the 
difficulty  Beck  would  experience  in  clearly  seeing  the  dangerous  position  in  which  he 
placed  himself. 

As  there  is  a  considerable  amount  of  shunting  performed  in  this  yard  after  da^k,  I 
would  recommend  that  the  Company  should  adequately  light  the  sidings  without  delay. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GLASGOW  AND  SOUTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  29th  April,  1902. 

I  HAVE  the  lionour  to  report,  for  the  information  of  the  Board  of  Trade,  thut,  in 
accordance  with  the  Order  of  April  16th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  March  26th  at  Kilwinning,  on  the  Glasgow  and 
South-Western  Railway,  whereby  yardsman  Samuel  Henderson  was  injured. 

About  4.25  a.m.  two  waggons  of  an  up  train  were  fly-shunted  into  the  yard  by 
means  of  the  train  engine.  The  waggons  did  not  run  far  enouf^h  to  clear  the  ])oinr?i.  and 
in  order  to  release  the  engine,  the  tow  rope  was  brought  from  the  other  end  of  the  yard. 
After  the  waggons  had  been  towed  clear  of  the  points  the  tow  rope  hooks  were  placed  on 
the  horizontal  hand  rail  at  the  front  of  the  tender.  The  rope  was  laid  on  the  side  framing 
of  the  tender,  which  was  about  four  inches  in  width.  W^hile  the  engine  was  setting  back' 
to  pick  up  some  waggons  the  rope  fell  oflF  the  tender  framing  and  caught  against  the 
guard  rail  of  a  crossing.  Henderson  was  riding  on  the  step  of  the  tender  and  was  thrown 
to  the  ground  as  the  rope  became  taut.  The  rope  wa-  broken  and  the  top  joints  of  two 
fingers  on  Henderson's  left  hand  were  cut  off.  They  were  apparently  caught  between  the 
rope,  which  was  made  of  wire,  and  the  sharp  edge  of  the  tender  framing.  John  Hannah, 
the  second  iruard  of  the  train,  placed  the  rope  on  the  tender  framing,  but  Henderson,  who 
was  in  charge  of  the  shunting  operations,  was  aware  of  its  position,  and  he  should  not 
have  attempted  to  carry  it  down  the  yard  in  such  a  careless  manner.  If  the  yard  had 
been  properly  lighted  it  is  possible  that  Henderson  might  have  seen  the  rope  falling  in 
time  to  prevent  the  accident,  and  the  Company's  attention  should  be  drawn  to  the 
absence  of  lamps  in  this  yard,  in  which  no  less  than  ten  trains  are  dealt  with  nightly. 

Owing  to  the  construction  of  the  yard,  the  operations  of  fly -shunting  and  tow-roping 
are  very  frequently  performed.  Both  these  operations  are  attended  with  considerable  risk 
to  the  men  employed  therein,  and  I  consider  that  the  Company  should  take  steps,  by  the 
provision  of  an  additional  cross-over  road,  or  other  suitable  means,  to  remove  the  necessity 
for  their  adoption. 

I  have,  &c., 
.  J.  H.  Akmytagbu 

The  Assistant  Secretary. 

Railway  Department,  Board  of  Trade. 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitohall,  London,  S.W., 
Sir,  10th  March,  1902. 

I   HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  January  24th.  I  have  held  an  inquiry  into  the.circum- 
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stences  attending  the  accident  which  occurred  on  January  13th  at  Barnsley,  on  the  Great 
Central  Railway,  whereby  goods  guard  Henry  Ibbeson  was  injured. 

Tbbeson  was  guard  of  the  6.0  p.m.  goods  train  from  Barnsley  to  Oulton  Main. 
When  walking  between  the  goods  lines  in  Pindar  Oaks  Yard,  he  was  talking  to  a  shunter 
standing  behind  him  and  was  looking 'back  over  his  shoulder.  The  weather  was  frosty, 
and  he  slipped  in  a  slight  depression  in  the  ballast  (\^hich  had  been  caused  by  the  removal 
of  snow  from  a  crossing)  spraininir  his  right  ankle.     The  mishap  was  purely  accidental. 

The  Pindar  Oaks  Yard  is  not  provided  with  any  fixed  lamps,  although  a  consider- 
able amount  of  shimting  is  carried  on  at  night.  I  understand  that  the  Company  are  at 
jpresent  considering  the  question  of  lighting  this  and  other  similar  yards  on  the  system, 
and  it  is  to  be  hoped  that  the  work  will  be  carried  out  as  soon  as  possible. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Seci-etary, 

Railway  Department,  Board  of  Trade. 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  2l8t  March,  1902. 

I  HAV£  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  ip^ith  your  Order  of  March  4th,  the  result  of  my  inquiry  into  the  causes  of  the 
fiital  accident  which  occurred  on  the  19th  of  February  to  engine  driver  J.  Parkin  at  Linby 
Bridge,  near  Nottingham,  on  the  Great  Central  Railway. 

Parkin  was  working  an  empty  coal  train  from  Woodford  to  Iccles  with  engine 
No.  791,  and  during  the  journey  the  leading  axle  box  on  the  left  side  of  the  tender 
became  heated.  Every  attention  j-eems  to  have  been  given  to  the  box  by  Parkin,  so  much 
BO  that  he  had  on  many  occasions  stood  on  the  bottom  footstep  of  the  tender  to  lubricate 
the  box  while  the  engine  was  running.  On  approaching  Linby  overbridge  he  crossed 
the  footplate  evidently  for  the  same  purpose,  although  the  fireman  did  not  actually  see 
him  get  upon  the  footstep,  and  it  is  assumed  that  while  Parkin  was  in  this  position  he 
^ame  in  contact  with  the  girder  of  the  bridge,  where  there  is  only  a  clearance  of  five  inches, 
and  was  thrown  from  the  tender  and  run  over,  with  subsequent  fatal  results. 

The  primar}'  cause  of  the  mishap  appears  to  have  been  the  heating  of  the  tender  box, 
which  I  understand  had  given  trouble  in  a  similar  manner  before,  but  I  am  assured  that 
the  offieer  in  charge  of  the  shed  to  which  the  engine  is  attached  had  personally  examined 
the  box  and  had  it  attended  to  prior  to  Parkin  taking  charge.  However,  it  was  most 
unwise  for  Parkin  to  expose  himself  in  such  a  dangerous  manner,  which  no  doubt  was 
due  to  his  anxiety  to  avoid  failure,  but  the  better  course  would  have  been  to  obtain  an 
exchange  of  engines  at  one  of  the  locomotive  sheds  on  the  route. 

To  avoid  accidents  of  a  similar  nature  the  Company  might  again  draw  the  attention 
of  their  engineraen  to  the  danger  of  leaving  the  footplate  while  the  engine  is  in  motion. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Rpilway  Department,  Board  of  Trade. 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  7th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  iu 
accordance  with  the  Order  of  March  12th,  the  result  of  my  inquiry  into  the  causes  of 
the  accident  which  occurred  on  the  2Sth  February,  whereby  platelayer  E.  Walsh  was 
killed  tmd  platelayer  J.  Pheasant  was  injured,  at  Wadsley  Bridge,  on  the  Great  Central 
Railway. 

In  this  case  a  temporary  connection  had  been  made  with  the  down  main  line  a  short 
distance  beyond  Wadsley  l^)ridge  Station,  and^  a  number  of  platelayers  had  been  engaged 
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at  the  work  under  the  charge  of  ganger  Stennett.  During  the  morning,  when  the  switch 
was  being  placed  in  position,  a  flagman  was  appointed,  but  afterwards  his  services  were 
dispensed  with,  although  the  siding  rails  had  not  been  properly  coupled  up  and  two  men 
were  still  working  foul  of  the  main  line,  for  the  reason  that  Stennett  did  not  consider  such 
a  precaution  necessary  as  he  intended  to  keep  a  general  look-out  himself,  and  moreoNcr 
there  was  an  uninterrupted  view  of  approaching  trains  for  about  500  yards. 

About  2.0  p.m.  Stennett  instructed  Walsh  to  get  some  washers  to  make  up  a  fish- 
plate joint  between  the  siding  rails  and  the  connection  to  the  main  line  and  then  left  the 
work.  During  Stennett's  absence  Walsh  requested  Pheasant  to  give  him  some  assistance, 
and  while  the  two  men  were  busy  at  the  joint,  and  working  foul  of  the  down  main  line, 
they  Ikiled  to  notice  the  approach  of  a  passenger  train  and  were  knocked  down,  both  men 
receiving  severe  injuries,  which  in  Walsh's  case  ultimatelj^  proved  fatal. 

The  accident  appears  to  have  been  due  to  want  of  caution  on  the  p^rt  of  the  iniured 
men,  as  knowing  Stennett  had  left,  they  should  have  exercised  more  care  in  keeping  a 
better  look-out  for  their  own  safety  during  his  absence  ;  but  at  the  same  time,  I  consider 
Stennett  should  have  advised  the  assistant  ganger  before  going  away  so  that  he  might 
have  taken  up  his  duties  and  acted  as  look-out  man  while  the  men  were  left  unprotected. 

I  have,  &c.. 
The  Assistant  Secretary,  John  P.  S.  Main. 

Railway  Department,  Board  of  Trade. 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  .  14th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  o£  the  Board  of  Trade,  in  accord- 
ance with  the  Order  of  April  3rd,  the  result  of  my  inquiry  into  the  causes  of  the  accident 
which  occurred  on  the  6th  March  to  Ernest  Pole,  an  employe  of  a  private  firm,  at 
Leicester,  on  the  Great  Central  Railway. 

Some  machinery  was  being  loaded  by  means  of  an  overhead  traversing  crane  into  a 
waggon  standing  in  the  (^rane  siding,  a  number  of  men  in  the  employment  of  a  private 
firm  being  engaged  at  the  work.  At  7.30  p.m.,  when  the  loading  was  nearly  completed, 
but  before  the  machine  had  finally  been  lowered  to  the  floor  of  the  waggon,  a  shunting 
engine  was  brought  back  against  a  number  of  waggons  standing  iu  front  of  the  truck  in 
question,  with  the  result  that  it  was  moved  about  two  feet,  and  Pole,  who  was  in  the 
waggon,  had  his  foot  crushed  below  the  machine  as  it  swung  with  the  movement. 

No  Avarning  was  given  by  shunter  Adcock,  w^ho  was  responsible  for  signalling  the 
engine  back,  as  he  came  to  the  conclusion  that  no  men  could  be  working  in  or  about  the 
trucks  owing  to  the  fact  that  the  electric  lamps  were  not  lit  near  the  siding,  nor  was 
there  any  light  in  the  crane  driver's  cabin. 

There  is  no  doubt  that  the  absence  of  light  at  the  place  was  misleading,  especially 
as  it  is  a  very  unusual  occurrence  to  load  goods  of  such  a  description  after  dark.  Stilly 
as  this  road  is  used  for  loading  and  unloading  purposes,  I  cannot  free  Adcock  from  blame 
for  failing  to  assure  himself  that  all  was  clear  before  allowing  any  movement  of  the 
waggons  to  take  place. 

It  is  stated  that  l^e  failure  to  have  the  lamps  lit  was  due  in  the  first  instance  to  the 
fact  that  the  craneman,  who,  by  the  way,  was  the  only  servant  of  the  Railway  Company 
assisting  at  the  work,  did  not  know  which  switch  to  apply.  However,  when  the  electric 
lighting  inspector  appeared  on  the  scene  and  suggested  switching  on  the  lights  the  men 
replied  that  it  was  unnecessary  as  the  work  was  nearly  completed.  I  understand  that 
goods  checker  Willoughby  was  in  charge  of  the  loading,  but  I  rind  he  left  the  w^ork 
about  an  hour  and  a  half  before  the  accident  occurred  to  take  up  duty  in  the  goods  shed, 
and  there  seems  to  have  been  no  one  left  in  authority  during  his  absence.  Therefore,  I 
am  inclined  to  think  the  work  was  being  performed  in  a  rather  lax  manner.  No  doubt 
the  Company  will  take  steps  to  see  that  more  care  is  taken  in  future  when  such  work  has 
to  be  performed  after  dark. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  18th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  your  Order  of  March  4th,  the  result  of  my  inquiry  into  the  causes  of  the 
^   accident  which  occurred  on  the  13th  February  to  driver  John  Shepherd  between  Three 
Horse  Shoes  and  Whittlesea,  on  the  Great  Eastern  Railway. 

Shepherd  was  in  charge  of  an  engine  which  was  running  a  trial  trip  between  Peter- 
borough and  Three  Horse  Shoes,  and  during  the  journey  he  endeavoured  to  apply  the 
exhau^^t  steam  injector,  which  is  placed  on  the  front  of  the  engine,  but  without  eflEect. 
On  the  return  trip,  as  the  injector  still  failed  to  act,  Shepherd  left  the  footplate  to 
examine  it  and  see  where  the  defect  lay,  but  as  he  was  walking  along  the  side  framing  he 
slipped  on  some  ice,  and  in  falling  his  hand  was  caught  by  the  slide  block  and  crushed. 

The  mishap  appears  to  have  been  accidental,  but  at  the  same  time  Shepherd  should 
not  have  biken  up  such  a  dangerous  position  while  the  engine  was  in  motion.  However, 
he  can  hardly  be  blamed  for  doing  so,  as  it  appears  to  be  a  common  practice,  and 
although  the  Company's  representatives  state  that  Rule  24  (A  and  B)  applies  generally 
to  such  an  action  on  the  part  of  an  engineman,  yet,  until  the  men  understand  that  by 
leaving  the  footplates  of  engines  in  motion  they  are  contravening  the  rule,  1  am  afraid 
the  dangerous  practice  will  still  continue. 

It  would,  therefore,  appear  necessary  for  the  men  to  be  cautioned  and  informed 
that  by  exposing  themselves  to  danger  in  such  a  manner  they  are  breaking  the  rule 
mentioned. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary,* 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railway  Department,*  Board  of  Trade 

1,  Whitehall,  London,  S.W., 
Sib,  -  21st  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  March  4th,  the  result  of  my  inquiry  into  the  causes  of 
the  acciflent  which  occurred  on  the  19th  Febniary  to  goods  porter  T.  Morgan  at  Spital- 
fields,  on  the  Great  Eastern  Railway. 

Morgan  was  employed  unloading  malt  from  waggoijs  standing  in  No.  7  siding,  and 
to  do  so  it  was  necessary  to  place  each  waggon  opposite  a  shoot  situated  in  the  six-foot 
space.  Immediately  prior  to  the  accident  Morgan  was  instructed  by  checker  Mason  to 
lever  a  waggon,  which  was  standing  with  eight  others  a  short  distance  away,  forward  to 
the  shoot,  and  while  engaged  at  this  work  two  waggons  were  shunted  into  the  siding, 
and  colliding  with  eight  waggons  pushed  them  forward  against  the  truck  Morgan  was 
levering,  and  he  was  struck  on  the  head  by  the  buffer  of  the  foremost  waggon  and 
severely  injured. 

Tne  two  waggons  were  shunted  into  the  siding  by  shunter  Berry,  who  looked  down 
the  road  before  doing  so,  and  seeing  no  one  working  at  the  shoot  assumed  that  all  was 
clear.  As  he  knew  that  it  was  customary  for  the  men  to  lever  the  waggons  into  position, 
and  that  in  doing  so  they  might  possibly  stand  foul  of  the  four-foot  way,  he  should  have 
exercised  more  care  to  see  that  no  one  was  working  about  the  trucks  before  performing 
the  shunt,  and,  therefore^  I  consider  Berry  is  responsible  for  the  accident  in  failing  to 
strictly  comply  with  Rule  112a. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


89 

GREAT  EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
SiK,  14th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accordance 
with  the  Order  of  March  25th,  the  result  of  my  inquiry  into  the  causes  of  the  accident 
which  occurred  on  the  3rd  March  to  assistant  ballast  guard  W.  Smith  at  Coltishall,  on 
the  Great  Eastern  Railway. 

Coltishall  is  situated  on  the  single  line  brvnch  between  Wroxham  and  Keepham,  and 
as  it  is  not  a  staff  station  with  a  crossing  loop,  the  siding  accommodation  is  limited.  A 
ballaj»t  pit  has  been  opened  out  on  the  east  side  of  the  station,  and  to  work  the 
waggons  into  the  ballast  sidings  it  is  necessary  to  tow-rope  them  over  the  points  of  a 
short  loop,  which  will  only  hold  nine  waggons,  so  that  the  engine  may  get  to  the  rear  of 
tlie  train.  A  22-ft.  chain  has  been  used  for  this  purpose,  and  on  the  occasion  in 
question  Smith  was  in  the  act  of  detaching  it  from  one  of  the  waggons  after  the  engine 
had  eased  up  wlien  the  "  sag  "  of  the  chain  caught  in  some  point  boxing,  and,  tearing  it 
up.  Smith  fell  over  the  timber  and  was  somewhat  injured. 

With  the  existing  arrangements  there  appears  to  be  no  other  way  by  which  the 
work  can  be  performed,  and  as  there  is  a  large  amount  of  tow-roping  done  at  this  place 
daily  in  connection  with  the  ballast  working,  I  would  recommend,  should  the  work 
continue,  that  the  accommodation  be  increased  so  that  the  use  of  the  tow  chain  may  be 
avoided. 

I  have,  &c., 

John  P.  S.  Main. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  7th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  March  25th,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  6th  March  to  F.  Gillingwater  at  Breydon  Junction,  on 
the  Great  Eastern  Railway. 

Breydon  Junction  is  the  junction  of  the  two  single  lines  from  Acle  and  Reedham 
which  at  this  point  converge  to  form  a  double  line  into  Yarmouth,  and  it  is  necessary 
when  trains  are  coming  off  either  branch  to  give  up  the  staff  or  ticket,  as  the  case  may 
be,  to  the  signalman.  On  the  morning  in  question,  when  the  9.15  a.m.  passenger  train 
from  Norwich  to  Yarmouth  was  passing  through  the  junction,  fireman  John  Carr  held 
out  the  staff  in  the  usual  manner,  but  signalman  Gillingwater  failed  to  catch  it  properly 
and  a  finger  of  his  right  hand  was  injured.  Gillingwater  asserts  that  the  train  was 
travelling  at  from  20  to  25  miles  per  hour,  and  it  was  difficult  if  not  impossible  to  take 
the  staff  with  safety.  Against  this  statement,  however,  the  enginemen  assure  me  that 
the  speed  was  not  beyond  15  miles  per  hour,  and  that  the  failure  to  catch  the  staff  by 
Gillingwater  was  due  to  the  fact  that  he  was  not  ready  to  receive  it,  owing  to  his  being 
late  in  leaving  the  box. 

It  is  difficult  to  decide  which  statement  is  correct,  but  in  any  case  I  consider  the^ 
speed  was  too  high  for  the  safe  delivery  of  a  staff,  and  I  would  suggest  that  a  restriction 
of  seven  miles  per  hour  should  be  enforced  when  such  an  operation  has  to  be  performed. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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GREAT  EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  5th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  26th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  March  1 2th  at  Waltham  Cross,  on  the  Great 
Eastern  Kail  way,  whereby  John  Ford  was  fatally  injured. 

About  12.30  p.m.  Ford,  who  was  employed  by  the  Waltham  Gas  Company,  brought 
some  crates  to  the  station.  Instead  of  going  to  the  goods  office  to  obtain  a  signature  for 
them,  he  walked  across  the  Imes  to  the  up  side,  where  the  note  was  signed  by  yardman 
George  Bryant.  Bryant  and  horse-lad  Albert  Roots  were  about  to  push  an  empty  horse- 
box towards  the  buffer  stops  at  the  west  end  of  the  siding,  known  as  the  "  straight  road." 
There  were  13  waggons  in  the  siding  at  the  east  end  of  the  horse-box  which  was  standing 
about  a  yard  from  the  other  waggons.  Ford  volunteered  to  assist  Bryant  to  push  the 
horse-box,  and  attempted  to  pass  between  the  vehicles  in  order  to  push  at  the  opposite 
side.  The  waggons,  however,  were  moved  by  an  engine  which  was  being  attached  to 
the  first  waggon  in  the  road,  and  Ford  was  caught  between  th^  buffers  and  fatally 
injured.  Shunter  George  Staff,  who  was  in  charge  of  the  shunting  operations,  was  on  the 
far  side  of  the  straight  road,  and  was  conse  juently  unable  to  see  Ford.  Ford's  assistance 
was  not  really  required  to  move  the  truck,  and  no  doubt  Bryant  would  have  acted  more 
wisely  if  he  had  declined  the  offer  of  it,  but  the  accident  must  be  mainly  attributed  to  the 
fact  that  Ford  needlessly  placed  himself  in  a  position  of  danger. 

[  have,  &c.. 
The  Assistant  Secretary,  J.  H.  Armytage. 

Railway  Department,  Board  of  Trade. 


GREAT    NORTHERN    RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  7th  April,  1 902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  March  12th,  the  result  of  my  inquiry  into  the  causes 
of  the  accident  which  occurred  on  the  13th  February  to  fireman  W.  H.  Freeman  at 
Lincoln,  on  the  Great  Northern  Railway. 

On  the  arrival  of  the  7.11  p.m.  passenger  train  at  Lincoln  it  was  necessary  for  the 
engine  to  obtain  a  supply  of  water  while  the  train  was  standing  at  the  platform,  and  to 
hold  the  gib  of  the  water  crane  Freeman  stood  on  the  top  of  the  tender.  After  the  tank 
Ixad  been  filled  and  the  jib  swung  clear  the  engine  was  started  by  driver  Andrews  before 
Freeman  had  time  to  reach  the  footplate,  and  in  stepping  down  from  the  tender  his  head 
came   in   contact   with  an   overhead  bridge  and  he   was   knocked  down  and  somewhat 

injured. 

Driver  Andrews  was  solely  responsible  for  the  accident,  as  he  should  have  assured 
himself  that  his  fireman  was  on  the  footplate,  or  in  a  position  of  safety,  before  starting  the 

engine. 

The  water  column  at  this  place  is  situated  between  the  platform  line  and  the  down 
loop,  and  is  only  16  feet  distant  from  the  overbridge  in  question. 

As  the  space  is  so  limited  drivers  should  be  particularly  careful,  after  taking  water,  to 
see  that  the  firemen  are  clear  before  making  any  movement  with  the  engine,  and  I  suggest 
that  they  be  warned  to  this  effect. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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GREAT  NORTHERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  18th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  26th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  March  13th  at  Manchester,  on  the  Great 
Northern  Railway,  whereby  foreman  porter  Joseph  Symons  was  injured. 

About  7.20  a.m.  Symons  was  moving  a  fruit  van  on  No.  3  road  in  the  Deansgate 
goods  warehouse  by  means  of  a  hydraulic  capstan.  The  capstan,  which  is  one  of 
Armstrong's  three-cylinder  pattern,  is  put  into  motion  by  the  depression  of  a  treadle. 
When  the  van  was  approaching  the  capstan  Symons  took  his  foot  off  the  treadle,  but  the 
treadle  did  not  immediately  resume  its  normal  position,  and  the  capstan  continued 
working  for  a  few  revolutions.  It  was  checked  sufficiently  to  allow  the  hook  to  become 
released  from  the  van,  and  the  hook  swung  against  Symons'  right  ankle  and  bruised  it. 

The  capstan  \^as  examined  shortly  after  the  accident  and  was  found  to  be  in  good 
working  order.  The  failure  was  probably  due  to  some  slight  obstruction  which 
temporarily  prevented  the  balance  weight  from  closing  the  admission  valve. 

I  consider  that  the  accident  mav  be  attributed  to  misadventure. 

I  have.  &c., 

J.  H.  Armytagk. 

The  Assistant  Secretarv. 

Railway  Department,  Board  of  Trade. 


GREAT  NORTHERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W'., 
Sir,  29th  April,  1902. 

I  HAVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  April  17th,  the  result  ot  my  inquiry  into  the  Ciiuses  of 
the  accident  which  occurred  on  March  22nd  to  porter  F.  Masters  at  Cambridge,  on  the 
Great  Northern  Railway. 

After  the  arrival  of  the  6.17  p.m.  passenger  train  Masters  commenced  to  clean  the 
carriages  while  they  were  standing  at  the  platform,  and  as  part  of  his  duty  was  to 
extinguish  the  lamps  after  the  cleaning  was  finished,  he  climbed  to  the  roof  for  this 
purpose.  While  he  was  in  this  position  the  carriages  were  shunted  out  of  the  platform 
road  to  be  stabled  in  the  locomotive  sidings,  and  as  Masters  had  not  finished  the  work  he 
remained  on  the  roof  of  one  of  the  carriages,  and  in  passing  below  an  overbridge  his  head 
came  into  contact  with  the  girders  and  he  was  somewhat  injured. 

Masters  was  well  aware  that  the  carriages  were  about  to  be  shunted,  and  therefore 
I  consider  that  the  accidei^it  was  due  to  his  own  want  of  caution  in  placing  himself  in 
such  a  dangerous  position  when  there  was  a  likelihood  of  the  coaches  being  moved. 

The  Company's  representative  who  attended  my  inquiry  has  agreed  to  instruct  the 
men  that  carriage  lights  must  not  be  put  out  while  the  train  is  standing  at  the  platform  in 
future,  but  left  until  the  coaches  have  been  shunted  into  the  locomotive  sidings  and 
brought  to  rest  for  the  night. 

I  have,  &c.. 
The  Assistant  Secretary,  John  P.  S.  Main. 

Railway  Department,  Board  of  Trade. 


GREAT    NORTHERN    RAILWAY. 


Railway  Department,  Board  of  Trade, 
^  1,  Whitehall,  London,  S.W., 

Sir,  16th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  th6  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  May  6th,  I  have  held  an  inquiry  into  the  circumstances 
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attending  the  accident  which  occurred  on  March  29th  at  Doncaster,  on  the  Great 
Northern  Railway,  whereby  fireman  George  Rowley  was  injured. 

Rowley  was  fireman  on  a  passenger  engine  which  was  running  tender  first  fi-ora 
the  engine  shed  to  the  passenger  station.  While  the  engine  was  standing  at  the 
Red  Bank  signals  Rowley  went  on  to  the  top  of  the  tender  to  break  the  coal,  and  remained 
in  that  position  after  the  engine  had  started. 

In  order  to  avoid  the  overhead  bridge  north  of  the  Red  Bank  signal-box  he  attempted 
to  sit  on  the  side  of  the  tank,  but  he  missed  the  coal -rail  and  overbalanced  as  the  engine 
was  go'ng  over  a  pair  of  points.     He  fell  to  the  ground  and  his  collar-bone  was  broken. 

There  was  no  necessity  for  Rowley  to  be  in  such  a  dangerous  position  while  the 
engine  was  in  motion,  and  the  accident  must  be  attributed  to  his  want  of  caution.  His 
driver,  Thomas  Comthwaite,  is  also  to  blame  for  starting  the  engine  while  Rowley  was 
on  the  tender.  Both  Cornthwaite  and  Rowley  admitted  that  the  practice  had  been 
fi^equently  adopted  on  previous  occasions,  and  I  am  of  opinion  that  the  issue  of  an 
instruction  definitely  forbidding  tlie  practice  would  have  a  good  effect. 

I  have,  &c.. 
The  Assistant  Secretary,  J.  H.  Aumytage. 

Railway  Department,  Board  of  Trade. 


GREAT  NORTHERN  AND   LONDON  AND  NORTH-WESTERN  JOINT 

RAILWAYS. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  15th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  April  3rd,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  11th  March  to  horse-shunter  J.  J.  Tazzyman  at  Melton 
Mowbray,  on  the  Great  Northern  and  London  and  North- Western  Joint  Railways. 

At  12.15  p.m.  two  cattle  waggons  had  to  be  horse-shunted  trom  the  down  sidings 
across  the  main  lines  to  the  up  sidings,  and  Tazzyman,  who  was  performing  the  work, 
attached  the  horse-chain  to  the  draw-bar  hook  of  the  leading  truck,  and  the  waggons 
were  drawn  by  the  horse  walking  along  the  four-foot  way.  On  approaching  the  cross- 
over road  the  horse  came  to  a  stand  for  some  reason  unknown,  and  as  Tazzyman  was  also 
walking  in  the  four-foot  way  behind  the  horse  he  was  overtaken  by  the  trucks  before  he 
-could  get  clear  and  was  crushed  between  the  waggons  and  the  horse,  sustaining  slight 
injury. 

It  is  necessary  to  attach  the  horse-chain  to  the  draw-bar  hooks  of  waggons  which 
have  to  be  drawn  from  these  sidings  when  they  have  to  be  taken  across  the  main  lines,  for 
the  reason  that  there  is  hardly  sufficient  clearance  between  the  rails  and  the  parapet  of  an 
overbridge  to  allow  the  horse  to  pass  when  the  chain  is  attached  to  the  side  loops,  and, 
therefore,  [  consider  in  this  case  the  mishap  was  accidental.  It  is  desirable,  however,  that 
horse-chains  should  be  attached  to  the  side  loops  provided  for  this  purpose  on  the  sole 
bars  of  waggons  rather  than  to  the  draw-bar  hooks,  and  as  there  is  a  great  risk  of  accident 
with  the  latter  method  of  working,  the  Joint  Companies  will,  no  doubt,  see  that  the  former 
system  is  adopte^l  whenever  possible. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT   SOUTHERN  AND  WESTERN   RAILWAY    (IRELAND). 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
jiiR,  16th  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  January  31st,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  January  1st  at  Cork  Goods  Station,  on  the 
Great  Southern  and  Western  Railway  (Ireland),  whe»'eby  capstanman  Patrick  O'Brien 
was  injured. 
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About  3.30  p.m.  O'Brien  was  engaged  in  drawing  seven  empty  waggons  fi-om  the 
timber  yard  to  the  quay  by  means  o£  a  capstan.  The  capstan  was  worked  by  hydraulic 
power  and  operated  by  a  treadle.  When  the  last  waggon  to  which  the  rope  was  attached 
was  nearly  opposite  the  capstan  0'  Brien  removed  his  foot  from  the  treadle  but  the  capst'in 
continued  to  revolve.  The  rope  became  released  from  the  waggon  and  the  hook  struck 
0'15rien  on  the  right  leg  knocking  him  down.  He  got  entangled  in  the  rope  and  was 
taken  round  by  the  capstan.  After  getting  free  he  was  struck  in  the  back  by  the  hook 
and  chain  at  the  end  of  the  rope. 

The  failure  of  the  operating  mechanism  of  the  capstan  was  found  to  be  due  to  the 
presence  of  a  small  piece  of  spring  which  was  jammed  in  the  port  and  prevented  the  valve 
from  closing.  Tt  was  afterwards  ascertained  that  the  broken  piece  of  spring  had  come 
through  the  hydraulic  main  from  the  foot-valve  of  the  hydraulic  pump,  which  is  about 
200  yards  from  the  capstan.     I  consider  that  the  mishap  was  purely  accidental. 

I  have,  &c., 

J.  H.  Abmytagk, 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT   WESTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W. 
Sib,  1st  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  th6  Board  of  Trade,  in  accordance 
with  the  Order  of  March  1 2th,  the  result  of  my  inquiry  into  the  causes  of  the  accident 
which .  occurred  on  the  22nd  February  to  driver  John  Clements  at  Newport,  on  the 
Great  Western  Railway.  . 

Clements,  who  is  in  the  service  of  the  Brecon  and  Merthyr  Railway  Company,  had 
worked  the  10.15  a.m.  passenger  train  into  Newport,  and  after  disposing  of  the  carriages 
he  took  the  engine  into  the  locomotive  sidings  where  he  prepared  it  for  the  return  journey. 
After  completing  this  work  Clements  left  the  engine  kt  12  o'clock  to  go  home,  but  did 
not  inform  his  fireman  where  he  was  going  or  when  he  would  be  back.  On  his  return  to 
the  station  at  about  1.0  p.m.  he  saw  that  the  engine  had  been  brought  out  of  the  shed 
siding  and  attached  to  some  coaches  standing  in  the  "  up  bay,"  which  had  to  be  shunted 
across  the  "  up "  main  line  into  the  middle  road,  and  seeing  his  fireman  Jobbins  was 
workihg  the  engine  Clements  signalled  to  him  to  go  on  with  the  shunt.  After  the  coaches 
had  been  drawn  out  of  the  "  bay  "  and  while  they  were  being  propelled  across  the  main 
line  Clements  attempted  to  get  on  the  engine,  but  in  doing  so  he  slipped  and  fell  and  his 
foot  was  run  over  rendering  partial  amputation  necessary.  * 

The  accident  appears  to  have  been  due  to  Clements'  own  want  of  caution  in 
attempting  to  join  the  engine  while  it  was  in  motion. 

Jobbins  should  have  waited  until  his  driver's  return  before  taking  the  engine  out  of 
the  locomotive  shed  siding,  but  he  did  so  with  the  intention  of  fiswsilitating  the  work,  and 
therefore  his  action,  although  unwise,  must  be  attributed  to  excess  of  zeal. 

It  is  very  necessary  for  both  the  driver  and  fireman  to  be  on  the  engine  while 
shunting  operations  are  being  performed,  and  the  Company  might  with  advantage  instruct 
their  enginemen  to  this  effect. 

I  have,  &c., 

John  P.  S.  Main, 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT   WESTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W.. 
Sib,  29th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
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accordance  with  the  Order  of  March  18th,  the  result  of  my  mquiry  into  the  causes  of 
the  accident  which  occurre*!  on  the  5th  March  to  labourer  H.  Whiddett  at  Paddington, 
on  the  Great  Western  Railway. 

Whiddett  and  a  man  nimed  Howard  were  acting  as  labouring  assistants  to 
bricklayer  H,  Hill  who  was  building  a  manhole  below  No.  6  platform.  Howard  was 
bringing  materials  to  a  breach  made  in  the  platform  wall  and  Whiddett  was  in  turn 
conveying  them  below  the  platform  to  Hill.  During  the  time  that  Howard  was 
disengaged  it  was  understood  that  he  should  keep  a  look-out  opposite  the  breach,  but 
beyond  this  no  other  protection  was  provided. 

At  2.15  p.m.  Hill  instructed  Howard,  in  the  presence  of  Whiddett,  to  go  to 
Westbourne  Park,  and  during  Howard's  absence  Whiddett,  without  the  knowledge  of 
Hill,  went  to  the  breach  in  the  platform  wall  for  some  purpose,  and  &iling  to  notice  the 
approach  of  an  engine  and  coach  as  he  left  the  hole  he  was  caught  by  the  foot-board  of 
the  carriage  and  injured. 

I  was  unable  to  obtain  evidence  from  the  injured  man  as  he  did  not  attend  my 
inquiry,  but  I  am  satisfied  that  Whiddett  must  have  been  aware  that  it  was  necessary  to 
exercise  the  greatest  care  when  leaving  the  breach  during  Howard's  absence,  and  I  therefore 
consider  the  accident  was  partly  attributable  to  his  own  want  of  caution. 

It  is  customary  to  provide  a  flagman  for  the  protection  of  men  working  in  similar 
positions,  but  foreman  Harbour,  who  was  in  charge  of  the  men,  considered  that  as  two 
men  were  in  attendance  on  Hill  one  would  naturally  look  out  for  the  other.  Seeing  that 
it  was  necessary  for  one  of  the  men  to  convey  materials  from  a  place  some  distance  away 
the  look-out  could  only  be  intermittent,  and  as  the  traffic  is  fairly  continuous  I  think 
Harbour  was  remiss  in  failing  to  appoint  a  man  specially  for  this  duty. 

I  also  consider  Hill  was  to  blame  for  failing  to  draw  Harbour's  attention  to  the 
danger  of  the  work,  especially  as  he  had  heard  complaints  from  the  men  and  was  himself 
of  opinion  that  a  flagman  was  necessary. 

The  Company  will,  no  doubt,  impress  their  foremen  and  leading  men  with  the 
necessity  for  providing  efficient  protection  for  men  working  in  similar  positionsjm 
^ture. 

I  have,  &c., 

John  P,  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


HIGHLAND    RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  23rd  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  April  3rd,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  14th  of  March  to  brakesman  Robert  Mackenzie  at  Muir-of- 
Ord,  on  the  Highland  Railway. 

Three  waggons  had  to  be  detached  from  a  goods  train  and  placed  in  the  down 
sidings  at  Muir-of-Ord,  and  as  there  was  no  other  way  to  perform  the  shunt  without 
causing  great  delay,  Mackenzie,  who  was  working  as  brakesman  with  the  train,  used  a 
tow  rope.  The  rope  was  attached  in  the  usual  manner  to  the  tender  draw-bar  and  the  tailing- 
hook  on  the  leading  waggon,  and  Mackenzie  stood  in  front  of  the  rope  with  the  object  of 
keeping  it  clear  of  the  points.  As  the  strain  was  applied  the  second  time  the  tailing- 
hook  broke,  owing  to  a  flaw  in  the  material,  and  the  rope  in  springing  struck  Mackenzie 
and  he  was  somewhat  injured. 

The  mishap  was  primarily  due  to  a  defect  in  the  tailing-hook,  which  could  not  be 
seen,  but  I  consider  it  was  very  unwise  for  Mackenzie  to  stand  in  fix^nt  of  the  rope  while 
such  an  operation  was  being  executed. 

Shunting  waggons  by  means  of  a  tail-rope  is  attended  with  considerable  danger,  and 
where  the  traffic  to  be  dealt  with  in  this  manner  is  great  a  cross-over  road  and  running- 
round  loop  should  be  provided,  so  that  such  a  method  of  performing  the  shunting  may  be 
avoided. 
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I  find  that  a  feirly  large  number  of  waggons  are  tail -roped  into  the  down  sidings  at 
this  station  daily,  and  I  therefore  consider  that  arrangements  should  be  made  to  discontinue 
the  use  of  such  an  appliance. 

I  have,  &c., 
The  Assistant  Secretary.  John  P.  S.  Main. 

Railway  Department,  Board  of  Trade. 


HIGHLAND  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  22nd  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  the  Order  of  April  3rd,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  20th  March  to  fireman  Colin  Munroe  near  Muir-of-Ord, 
on  the  Highland  Ralway. 

Munroe  was  working  as  fireman  with  the  8.40  a.m  passenger  train  Wick  to 
Inverness,  and  on  approaching  Muir-of-Ord  he  leaned  against  the  side  door  between  the 
engine  and  tender  to  effect  an  exchange  of  tablets  with  the  signalman  before  reaching  the 
station.  While  standing  in  .this  position  the  door,  which  is  hinged  to  open  outwards, 
became  unfastened,  and  Munroe,  losinc^  its  support,  fell  fi'om  the  engine  and  was  badly 
injured. 

The  mishap  appears  to  have  been  accidental,  but  at  the  same  time  I  would  recommend 
that  a  more  secure  method  of  fastening  be  substituted  for  the  one  at  present  in  use. 

I  understand  that  Muir-of-Ord  is  the  only  place  on  the  system  where  tablets  have  to 
be  exchanged  by  hand  before  trains  enter  the  station,  and  tbat  the  Company  propose  to 
erect  a  mechanical  apparatus  for  this  purpose.  ^  This  is  very  desirable,  and  no  doubt  the 
occurrence  in  question  will  expedite  the  alteration. 

r  have,  &c., 

John  P    S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1 ,  Whitehall,  London,  S. W., 
Sir,  21st  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  March  5th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  February  4th  at  Halifax,  on  the  Lancashire  and 
Yorkshire  Railway,  whereby  shunt-horse-boy  Herbert  Crawshaw  was  injured. 

About  1.0  a.m.  Crawshaw  and  shunt-horse-driver  Wilfred  Fen  wick  were  engaged  in 
drawing  a  covered  truck  down  the  warehouse  road  in  Shaw  Syke  goods  yard.  CIrawshaw 
attached  the  horse-chain  to  the  truck,  and  then  went  to  the  other  side  to  release  the 
brake.  The  brake  lever  was  somewhat  strained,  and  Crawshaw  was  unable  to  fix  it  in 
the  rack.  He  was  endeavouring  to  do  so  while  walking  backwards  by  the  side  of  the 
truck,  which  was  being  drawn  by  the  horse,  when  he  was  caught  between  the^truck  and 
a  waggon  standing  in  a  converging  siding  known  as  the  "  Limerick  "  siding.  Crawshaw's 
ribs  were  bruised. 

The  accident  was  due  to  the  waggon  in  the  "  Limerick  "  siding  having  been  left  too 
near  to  the  warehouse  road.  Fenwick,  who  was  in  charge  of  the  shunting,  was 
responsible  for  leaving  the  waggon  in  such  a  position.  Crawshaw,  however,  was  working 
with  him  and  must  share  the  responsibility  in  a  minor  degree. 

1  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

« 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  2l8t  March,  190^. 

I  HAVE  the  honour  to  report,  fcJr  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  oth,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  February  loth  at  Bradford,  on  the  Lancashire 
and  Yorkshire  Railway,  whereby  carriage  cleaner  Harry  Long  was  injured. 

About  2.15  p.m.  Long  was  ens^aged  in  cleaning  the  end  of  a  coach  standing  ia  No.  5 
road  in  the  Broomfield  carriage  sidings.  While  his  left  arm  was  between  the  buffers  the 
coaches  in  the  road  were  closed  up  by  an  engine  working  under  the  instructions  of  shunter 
Walter  Squires.  Squires  did  not  see  Long  and  was  unaware  that  the  cleaners  were 
working  at  the  coaches  in  that  road. 

The  accident  must  be  attributed  to  the  lack  of  a  proper  system  for  the  protection  of 
carriage  cleaners.  Since  the  accident  instructions  have  been  issued  for  the  protection  of 
men  working  in  places  where  danger  is  likely  to  arise,  and  if  these  instructions  are  properly 
carried  out  similar  accidents  should  be  prevented  in  future. 

I  have,  &c., 

J.  H.  Armvtage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 

],  Whitehall,  London,  S.W., 
Sir,  24th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  10th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  February  18th  at  Newton  Heath,  on  the 
Lancashire  and  Yorkshire  Railway,  whereby  engine  boy  Henry  C.  Read  was  injured. 

Read  was  in  charge  of  the  boiler  for  the  engines  working  the  cranes  at  the  new  coal  stage 
at  the  locomotive  shed.  About  5.0  a.m.  he  was  wheeling  a  barrow  filled  with  ashes  to  the 
ash-pit.  In  order  to  reach  the  ash-pit  he  had  to  wheel  the  barrow  foul  of  the  coal  stage  road. 
A  pilot  engine  was  standing  at  the  coal  stage,  but  before  Read  had  got  the  barrow  clear 
of  the  lines  the  engine  was  brought  down  the  road.  The  driver  did  not  see  Read  till  the 
engine  was  nearly  opposite  the  ash-pit,  and  was  unable  to  stop  in  time  to  avert  the  acci- 
dent. The  step  of  the  engine  struck  the  handle  of  the  barrow  and  the  first  finger  of 
Read's  left  hand  was  injured. 

I  consider  that  the  practice  of  wheeling  barrows  along  the  side  of  tlie  coal  stage  road 
is  dangerous,  and  the  Company  have  agreed  to  issue  instructions  which  will  render  the 
practice  unnecessary  in  future. 

I  have,  &c., 

J.  H.  Armytagk. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 

Ij  Whitehall,  l^ondon,  S.W., 
Sir,  ...  "'^  2l8t  March,  1902. 

1  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  5th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  February  19th  at  Salford,  on  the  Lancashire 
and  Yorkshire  Railway,  whereby  goods  porter  Thomas  Hughes  was  fatally  injured. 
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About  3.20  a.m.  Hughes  and  another  porter  named  Hugh  Meehan  were  engaged  in 
untying  the  sheet  strings  and  removing  ropes  from  the  waggons  in  the  road  under  the 
traversing  cranes  in  Salford  Top  goods  yard.  Hughes  was  also  engaged  in  uncoupling 
the  waggons  from  one  another  where  necessary.  There  were  nine  waggons  standing 
beneath  the  crane  way,  and  a  short  distance  beyond  were  two  waggons  loaded  with  "  flat- 
bottoms  "  of  cloth.  Meehan  was  working  between  the  two  roads  which  run  under  the 
crane  way,  and  Hughes  was  on  the  outside,  on  the  cart  road  on  which  the  lurries  are 
drawn  after  being  loaded  from  the  waggons.  While  attempting  to  release  the  rope  on 
the  second  of  the  two  waggons  beyond  the  crane  way,  Meehan  called  to  Hughes  but 
received  no  answer.  He  consequently  walked  round  the  waggon,  and  found  Hughes 
lying  on  the  ground  at  the  comer  of  the  waggon  furthest  from  the  crane  way.  His  head 
was  in  the  cart  road,  and  his  feet  were  just  inside  the  four-foot  way.  He  was  unconscious 
and  died  before  reaching  tlie  hospital.  From  the  medical  report,  it  appears  that  the 
majority  of  his  ribs  were  broken,  also  his  breast  bone  and  collar  bone.  There  was  also  a 
small  fracture  of  the  skull  on  the  left  side. 

From  the  evidence,  it  appears  that  the  waggons  were  not  moved  at  all  while  Hughes 
was  working  at  them,  and  it  was  assumed  by  the  Company's  officials  that  Hughes  had 
been  crushed  against  the  waggon  by  a  passing  lurry  loaded  with  a  "  flat-bc»ttom  "  of  cloth. 
However,  according  to  the  evidence  which  I  obtained,  no  lurry  passed  the  waggon  during 
the  time  at  which  Hughes  was  working  at  it,  and  I  regret  that  I  am  unable  to  form  any 
conclusion  as  to  how  the  accident  occurred.  I  had  considerable  difficulty  in  obtaining 
any  reliable  evidence  as  to  the  circumstances  attending  the  accident,  and  it  is  to  be 
regretted  that  a  thorough  and  decisive  inquiry  was  not  made  by  the  Company's  officials 
immediately  after  the  accident,  when  the  circumstances  would  have  been  fresh  in  the 
minds  of  all  the  men  working  in  the  immediate  neighbourhood. 

I  have,  &c., 

J.  H.  Armytagb, 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  23rd  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,^ 
in  accordance  with  the  Order  of  March  25th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  February  21st  at  Hindley  Junction,  on 
the  Lancashire  and  Yorkshire  Railway,  whereby  extra  fireman  William  Halliwell  was 
injured. 

Halliwell  is  in  the  service  of  the  London  and  North- Western  Railway  Company,  and 
was  firing  on  a  coal  engine  which  had  been  acting  as  bank  engine  in  rear  of  a  Lancashire 
and  Yorkshire  Company's  coal  train  from  De  TrafFord  sidings  to  Hindley  Junction.  The 
bank  engine  was  detached  at  a  point  about  200  yards  beyond  the  junction,  and  had  then 
to  return  light  to  De  Trafford.  The  driver,  Thomas  Sedgwick,  intended  to  bring  his 
engine  to  a  stand  as  soon  as  he  was  clear  of  the  junction  points,  in  order  to  change  the 
h^  and  tail  lamps,  and  he  informed  Halliwell  of  his  intention.  Halliwell,  however, 
went  on  to  the  top  of  the  tender  before  the  engine  came  to  a  stand,  and  his  head  came  in 
contact  with  a  signal  gantry  and  was  cut.  i  attribute  the  accident  solely  to  want  or 
caution  on  the  part  of  the  injured  man. 

I  have,  &c. 
■^  -      J.  H.  Armytage. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
.Sib,  14th  April,  1902. 

1  HAVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  March  25th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  February  27th  at  Preston,  on  the 
Lancashire  and  Yorkshire  Railway,  whereby  extra  goods  porter  James  Delaney  was 
injured^ 

About  9  p.m.  checker  James  Crangle  and  porter  Delaney  were  instructed  by  shed 
foreman  William  Moss  to  take  some  cases  from  the  warehouse  to  the  yard  and  load  them 
into  the  "  Longridge  "  waggon,  which  had  been  sheeted  and  was  standing  in  the  right- 
hand  coal  siding.  While  Delaney  was  standuig  in  the  waggon  removing  the  sheet  the 
,  waggons  in  the  road  were  drawn  down  by  the  pilot  engine,  and  Delaney  fell  to  the 
gn)und,  bruising  his  back.  Inspector  Joseph  Charnley,  who  was  in  charge  of  the 
shunting,  had  previously  been  down  the  road,  and  had  seen  that  all  the  waggons  were 
sheeted  and  labelled  and  apparently  ready  to  be  shunted.  It  is  only  under  exceptional 
circumstances  that  small  consignments  are  loaded  into  waggons  already  sheeted,  and  it  is 
usual  for  the  shed  foreman  to  advise  the  shunting  staff  when  such  work  is  to  be  done. 
In  this  case  foreman  Moss  did  not  advise  the  shunters,  as  he  was  under  the  impression 
that  the  pilot  would  not  have  commenced  work.  However,  as  the  pilot  was  booked  to 
start  working  at  8.10  p.m.,  I  do  not  consider  that  he  was  justified  in  his  assumption,  and 
the  responsibility  for  the  accident  must  rest  with  him. 

The  practice  of  loading  goods  into  waggons  which  have  been  practically  handed  over 
to  the  shunting  staff  is  an  undesirable  one,  and  should  be  discouraged  as  much  as 
possible,  but  the  Company  have  promised  to  issue  definite  instructions  for  the  protection 
of  the  loaders  in  such  cases,  which  should  prevent  similar  accidents  in  future. 

1  have,  &c., 

J.  H.  Armytage. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE,  DERBYSHIRE  AND  EAST  COAST  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  2nd  April,  1902. 

I   HAVE   the   honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
'accordance  with  the  Order  of  March  20th,  the  result  of  my  inquiry  into  the  causes  of 
the  accident  which   occurred  on   the  5th  March  to  driver  Joseph  Widdison  at  Atter- 
cliflfe,  on  the  Lancashire,  Derbyshire  and  East  Coast  Railway. 

'  At  7  a.m.  Widdison  was  shunting  in  Attercliffe  goods  yard,  and  when   drawing  a 

load  of  waggons  out  of  the  coal  road  his  engine  commenced  to  slip  owing  to  the  greasy 

•state  of  the  rails.     On  applying  the  sand  he  found  it  would  not  flow  from  the  pipes,  as 

they  were  clogged  with  mud,  and  to  free  one  side  he  got  on  the  footstep  for  the  purpose 

of  tapping  the  pipe. 

While  Widdison  was  in-  this  position  he  fiiiled  to  notice  a  ground  disc  frame  owing 
to  fog,  and  coming  in  contact  with  it  he  was  thrown  to  the  ground  and  somewhat 
injured. 

There  was  no  necessity  for  Widdison  to  take  up  such  a  position  while  the  engine  was 
in  motion,  and  as  he  fully  realises  that  by  doing  so  he  was  exposing  himself  to  danger 
unnecessarily,  and  thereby  breaking  Rule  24a,  he  must  bear  the  responsibility  for  the 
accident,  which  appears  to  have  been  entirely  due  to  his  own  want  of  caution. 

I  have,  &c., 

John  P.  S.  Main, 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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LONDON  AND  NORTH-WESTERN  RAILWAY. 
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Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  4th  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Bc^rd  of  T^ade; '  iu 
accordance  with  your  Order  of  January  1 8th,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  fatal  accident  which  ^curred  on  the  4  th  Janliary  to  shunter 
E.  Blunt  and  fireman  C.  W.  Brown  at  Nuneaton,  oiT  the  I^ondon  and  North- Western 
Railway. 

About  7  p.m.  Blunt  was  engaged  signing  the  shunting  engine  driver's  ticket,  which 
had  been  brought  to  him  for  this  purpose  by  fireman  Brown,  and  when  they  were 
standing  in  the  four-foot  way  of  the  line  leading  to  B.  sidings,  three  waggons  were 
shunted  into  the  sidings,  and  the  men  failing  to  notice  their  approach  were  knocked 
down  and  run  over,  Brown  being  killed  instantly  and  Blunt  sustaining  injuries  which 
proved  fatal  shortly  afterwards. 

A  large  two-burner  gas  lamp  was  alight  about  27  feet  distant  from  the  place  where 
the  accident  occurred,  and  as  there  was  certainly  no  necessity  for  the  men  to  stand  in 
such  a  dangerous  position,  especially  as  they  must  have  been  aware  that  waggons  were 
about  to  be  shunted  into  the  sidings,  I  am  of  opinion  that  the  mishap  can  only  be 
attributed  to  their  own  want  of  caution. 

The  north  sidings  at  this  station  were  enlarged  in  1901,  and  there  appears  to  be 
ample  space  for  the  men  to  perform  the  work  without  undue  risk  of  injury.  The  sidings 
are  reasonably  well  lighted,  especially  the  area  where  most  of  the  work  is  carried  on. 

The  practice  of  enginemen  leaving  their  eni^ines  in  shunting  yards  for  the  purpose 
of  obtaining  signatures  to  their  tickets  is,  [  consider,  objectionable.  However,  this  has 
now  been  prohibited  by  the  issue  of  the  following  notice  :— 

Weekly  Notice  No.  12. 

For  week  ending  Friday,  January  Slst,  1902. 

Enginemen  must  not  leave  their  engines  to  obtain  signatures  to  their  ticketB,  but  shuntei^ 
must  go  to  the  driver  before  he  leaves  duty,  and  give  the  necessary  signature. 

I  have,  &c., 

John  P.  S.  Main*    ^ 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON   AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  18th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  February  25th,  the  result  of  my  inquiry  into  the  causes 
of  the  fatal  accident  which  occurred  on  the  11th  February  to  porter  Harry  Griffiths 
between  Heath  Lane  crossing  and  Whitchurch,  on  the  London  and  North- Western 
Railway. 

About  9.30  p.m.  a  dense  fog  came  on,  and  it  was  necessary  to  call  a  certain 
number  of  platelayers  to  act  as  fog  signalmen,  and  Griffiths  was  instructed  by  foreman 
Evans  to  call  platelayer  Stubbs,  who  resided  at  Tilstock,  some  considerable  distance  from 
the  station,  for  the  purpose  of  signalling  at  Heath  Lane  crossing. 

Griffiths  went  by  road  to  Tilstock,  and,  after  calling  Stubbs,  accompanied  him  to 
Heath  Lane  crossing,  as  he  had  to  satisfy  himself  that  the  fog  signalman  had  taken  up 
his  duties,  and  Griffiths  then  proceeded  to  return  to  the  station  by  the  line,  but  as  he  did 
not  arrive  search  was  made,  and  his  body  was  found  a  short  distance  from  the  crossing, 
on  the  Whitchurch  side  of  Heath  Lane  bridge,  where  he  had  evidently  been  struck  by 
the  engine  of  a  goods  train  travelling  on  the  up  line,  and  killed. 

Griffiths  could  have  returned  by  road  equally  as  well  as  by  the  railway,  and  as  I 
understand  that  he  had  been  v\'^arned  by  the  stationmast^er  against  walking  on  the  line  when 
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returning  from  a  similar  eiTand  only  a  month  before  the  mishap  occurred,  it  \rouH 
appear  that  the  deceased  is  alone  responsible  for  the  accident  in  unnecessarily  exposing 
himself  to  danger  by  taking  such  a  path. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  24th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  12th,  T  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  February  17th  at  Poynton,  on  the  London  and 
North- Western  Railway,  whereby  stationmaster  Thomas  Beeston  was  injured. 

The  goods  siding  at  Poynton  is  connected  with  the  down  line  only.  It  was 
necessary  to  detach  three  waggons  for  this  siding  from  the  12.55  p.m.  goods  train  from 
Longsight  to  Macclesfield.  These  waggons  were  separated  from  the  engine  by  two  other 
waggons.  The  train  was  shunted  across  to  the  down  line  in  order  to  allow  an  up  express 
to  pass.  After  the  express  had  passed,  Beeston  released  the  couplings  on  either  side  of 
the  Poynton  waggons,  and  the  engine  and  the  two  waggons  were  taken  on  to  the  up  line. 
Beeston  then  attached  one  end  of  a  tow-rope  to  the  second  waggon  on  the  engine,  and 
the  other  end  to  the  axle-guard  of  the  last  of  the  Poynton  waggons.  The  Poynton 
waggons  were  drawn  towards  the  sidings,  and  just  as  they  reached  the  points,  Beeston 
endeavoured  to  release  the  tow-rope  from  them  by  means  of  a  sheet  string  which  was 
fastened  to  the  tow-rope  hook.  The  string  broke,  and  in  hurrying  forward  to  release 
the  hook  with  his  hand,  Beeston  slipped  on  some  frozen  snow  and  fell.  His  right  foot 
was  run  over  by  one  wheel  of  the  last  waggon,  and  two  of  his  toes  were  cut  off.  The 
mishap  was  due  to  misadventure. 

The  operation  of  tow-roping,  however,  is  always  attended  with  considerable  risk, 
and  I  am  of  opinion  that  the  Company  should  take  steps  to  abolish  the  practice  at  this 
station.  No  doubt  the  provision  of  a  second  cross-over  road  would  be  the  bfst  method. 
If  this  is  found  to  be  impracticable,  the  object  can  be  attained  by  lengthening  the  short 
'*  dead-end  "  spur  at  the  entrance  to  the  siding. 

I  have,  &c., 

J.  H.  Abmytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1.  WhitehaU,  London,  S.W., 
«IR,  21st  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  1st,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  February  18th  at  Whaley  Bridge,  on  the 
London  and  North- Western  Railway,  whereby  lad  porter  Albert  Chapman  was  fatally 
injured. 

Chapman  was  only  seventeen  years  of  age,  but  in  consequence  of  being  exceptionally 
strong  for  his  age,  he  had  been  acting  as  goods  porter  at  Whaley  Bridge  for  about  10 
months.  About  10  minutes  before  the  arrival  of  the  9..  a.m.  up  passenger  train  from 
Stockport  to  Whaley  Bridge,  Chapman  went  to  the  stationmaster's  office  on  the  up 
platform  in  order  to  fetch  the  waggon  books.  On  leaving  the  office  he  had  a  short 
conversation  with  a  mason's  labourer,  who  was  working  on  the  up  platform,  after  which 
he  walked  down  the  platform  presumably  with  the  intention  of  taking  the  waggon  books 
to  the  goods  shed,  which  is  on  the  down  side  of  the  line. 
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He  was  not  seen  again  until  the  up  passenger  train  was  entering  the  station,  when 
his  body  was  seen  in  front  of  the  lifeguard  of  the  tender  as  the  engine  was  running 
tender  first.  A  man  standing  on  the  coal  stage  shouted  to  the  driver,  who  at  once 
brought  the  train  to  a  stand,  when  it  was  found  that  Chapman  had  received  fivtal  injuries. 
A  down  passenger  train  was  leaving  the  station  just  as  the  up  train  was  entering  it, 
and  I  think  it  is  probable  that  Chapman  was  waiting  to  cross  the  lines  behind  the  down 
train,  and,  failing  to  observe  the  approach  of  the  up  train,  stepped  directly  in  front  of  it. 
However,  in  the  absence  of  any  direct  evidence  on  this  point,  I  consider  that  the  un- 
fortunate mishap  may  be  ascribed  to  misadventure. 

I  have,  &c., 

J.  H.  Armytaos. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  23rd  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  26th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  March  5th  at  Warrington,  on  the  London  and 
North- Western  Railway,  whereby  cleaner  James  W.  Hatton  was  injured. 

About  6.45  p.m.  Hatton,  wno  was  acting  as  assistant  to  fitter  Richmond  Lee,  was 
engaged  in  screwing  up  the  mud  hole  cover  of  a  six-wheels-coupled  tank  engine  which 
was  standing  in  steam  in  the  engine  shed.  John  Jones,  the  shed  turner,  wished  to  move 
this  engine,  and  states  that  before  doing  so  he  looked  round  the  engine  and  both  shouted 
and  whistled  to  warn  anyone  who  might  be  working  at  it.  He  failed  to  see  Hatton,  who 
was  sitting  on  the  connecting  rod,  and  Hatton  failed  to  hear  the  warning.  When  the 
engine  was  moved,  Hatton  was  squeezed  between  the  connecting  rod  and  the  boiler,  but 
fortunately  was  only  bruised.  Although  there  are  no  written  or  printed  instructions  on 
the  subject,  Lee  admitted  that  it  was  his  duty  to  have  placed  a  target  or  red  lamp  on  the 
engine  before  allowing  Hatton  to  work  at  it,  and  the  accident  must  be  attributed  to  his 
neglect  in  this  respect.  Owing  to  Hatton's  position,  it  is  not  surprising  that  Jones  failed 
to  see  him,  and  there  is  no  evidence  to  show  whether  Hatton's  failure  to  hear  the 
warning  was  owing  to  his  own  inattention  or  to  carelessness  on  the  part  of  Jones. 

Although  in  this  case  Lee  fi*ankly  admitted  that  he  ought  to  have  taken  steps  to 
protect  Hatton,  I  would  suggest  that  the  regulations  for  the  protection  of  fitters  be 
printed  and  properly  issued  to  all  concerned  instead  of  being  verbally  communicated  as  at 
present. 

I  have,  &c., 

J.  H.  Abmytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  14th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  26th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  March  6th  at  Kendal,  on  the  London  and 
North- Western  Railway,  whereby  shunt-horse  driver  Edward  Todd  was  injured. 

About  10.50  a.m.  Todd  was  engaged  in  drawing  a  loaded  waggon  from  the  goods 
shed  towards  some  other  waggons  standing  in  the  same  road.  The  horse  chain  was 
attached  to  the  centre  link  of  the  waggon  coupling,  and  Todd  was  walking  in  the  six-foot 
way  on  the  left  side.     When  the  waggon  was  about  ten  yards  fi'om  the  others  in  the  road 
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tbe  horse,  which  had  just  turned  out  of  the  four-foot  on  the  right-hand  side,  shied  fur 
some  unknown  reason,  and  turned  back  towards  the  shed.  Todd  went  into  the  four-foot 
and  released  the  chain  with  his  hand.  The  horse  gave  a  sharp  jerk  on  the  chain,  and 
Todd  was  pulled  between  die  buffers  just  as  the  waggon  reached  the  others  in  tlie  rood. 
Todd  was  squeezed  between  the  buffers,  and  one  of  his  ribs  was  broken. 

1  consider  that  in  this  case  the  mishap  was  due  to  misadventure.  Tne  practice, 
however,  of  attaching  the  horse  chain  to  the  draw-bar  hook  or  coupling  of  a  waggon  is 
one  that  is  attended  with  considerable  risk  to  the  shunt-horse  driver  when  the  latter  has 
to  go  into  the  four-foot  to  release  the  chain  while  the  waggon  is  being  brought  up  to 
other  waggons  in  the  same  road.  It  was  stated  at  my  inquiry  that  verbal  instructions 
had'*b^^A'ssned'that  the  chain  was  not  to  be  released  from  the  waggon  while  the  latter 
was  in  motion,  but  Todd  admitted  that  he  had  disregarded  these  instructions  as  a  general 
rule.  It  is  to  be  hoped  that  the  Company  will  issue  and  enforce  definite  instructions  on 
the  point,  or  take  some  other  ste])s  to  prevent  what  is  practically  "  fly-shunting  "  with 
shunt  horses. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  24th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  the  Order  of  March  26th,  the  result  of  my  inquiry  into  the  causes  of  the 
fetal  accident  which  occurred  on  the  8th  March  to  brakesman  Robert  Lindsay  at  IngletoD, 
on  the  London  and  North -Western  Railway. 

Lindsay  was  performing  some  shunting  operations  in  connection  with  the  formation 
of  a  mineral  train,  and  at  3.30  p.m.  he  brought  the  engine  and  brake-van  to  the  entrance 
of  the  middle  road  for  the  purpose  of  picking  up  a  North-Eastem  waggon  which  was 
standing  in  this  siding. 

When  the  brake-van  had  passed  over  the  points  leading  to  the  aiding  Lindsay 
uncoupled  it  from  the  engine,  and  the  van  ran  forward  towards  the  waggon,  and  Lindsay, 
with  the  intention  of  releasing  the  coupling  from  a  hook  on  the  end  of  a  waggon,  went 
between  the  two  vehicles  before  the  van  liad  reached  the  waggon,  and  when  attempting  to 
regain  the  six-foot  way  Lindsay  was  caught  between  the  buffers  and  crushed,  with  fatal 
results. 

I  can  come  to  no  other  conclusion  than  that  the  accident  was  entirely  due  to  the 
deceased  man's  own  want  of  caution,  as  although  it  was  necessary  to  go  between  the 
vehicles  to  release  the  coupling  there  was  no  need  for  Lindsay  to  do  so  until  they  had 
come  to  rest. 

The  hooks  mentioned  are  placed  on  the  ends  of  waggons  having  long  couplings,  tor 
the  purpose  of  hanging  up  the  couplings  when  not  in  use,  so  that  they  will  clear  point  con- 
nections and  locking  gear  placed  in  the  four-foot  way.  They  are  attached  to  an  old  class  of 
solid  buffer  waggon  stock  to  which  spring  buffers  have  been  added,  and  I  understand  that 
short  couplings  are  being  substituted  as  the  stock  is  rebuilt.  As  it  is  impossible  in  many 
cases  to  unhook  the  links  by  means  of  a  coupling  pole  when  they  are  hung  in  this 
manner,  it  is  desirable  that  the  change  should  be  effected  with  as  little  delay  as  possible, 
and  the  attention  of  the  North -iSstern  Railway  Company  might  be  drawn  to  the 
matter. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  27th  May,  1902. 

I  HAVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  May  13th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  March  17th  at  Coventry,  on  the  London  and 
North- Western  Railway,  whereby  goods  porter  William  Manning  was  injured. 

About  8  p.m.  Manning  was  engaj^^ed  in  tying  the  sheet-strings  on  a  waggon  standing 
in  No.  3  road  outside  the  goods  shed.  He  had  to  go  into  the  four-foot  way  in  order  to 
perform  part  of  the  operation,  and  as  he  was  stepping  out  between  the  waggon  and  the 
next,  which  was  about  a  foot  distant,  his  body  was  crushed  between  the  buffers  owing  to 
the  waggons  being  closed  up.  Horse  driver  Thomas  Haddon,  who  moved  the  waggon 
by  bringing  two  other  waggons  into  the  road,  was  unable  to  see  Manning,  but  in 
accordance  with  the  usual  practice  blew  his  whistle  while  the  waggons  were  being  drawn 
down  the  road.     Manning,  however,  apparently  failed  to  hear  the  warning. 

In  such  sidings  as  these,  where  it  is  necessary  for  men  to  go  between  waggons  in  the 
performance  of  their  duties,  I  consider  that  shunters  and  others  should  not  be  allowed  to 
rely  entirely  on  the  present  system  of  warning,  but  should  be  instructed  to  ascertain  that 
all  is  clear  before  moving  any  waggons  in  the  sidings. 


I  have,  &c., 

J.  H.  Armytage. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON   AND   NORTH-WESTERN    RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  3rd  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  April  24th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  March  19th  at  Priors  Lee  sidings,  near  Oaken- 
gates,  on  the  London  and  North- Western  Railway,  whereby  brakesman  Thomas  Barber 
was  injured. 

Barber  was  in  charge  of  the  2.25  p.m.  goods  train  from  Coalport  to  Hadley  Junction. 
In  order  to  attach  some  waggons  to  the  train  at  Priors  Lee  sidings  the  tow-rope  had  to 
be  used.  While  the  waggons  were  being  drawn  down  a  siding  by  means  of  the  rope 
Barber  dropped  his  shunting  pole  between  the  waggons.  In  attempting  to  pick  it  up  he 
placed  one  hand  on  the  rope  just  as  it  became  taut,  with  the  result  that  one  of  his  fingers 
was  crushed  between  the  rope  and  the  brake-guard  of  a  waggon. 

In  this  case  the  accident  was  due  to  want  of  caution  on  the  part  of  Barber,  but  the 
practice  of  tow-roping  is  always  attended  with  a  certain  amount  of  danger,  and  I  consider 
that  the  Company  should  take  steps  to  abolish  the  practice  entirely  at  these  sidings.  The 
sidings  are  used  for  traffic  to  and  from  the  Lilleshall  Company's  Ironworks,  and  the 
abolition  of  tow-roping  could  be  eflEected  either  by  extension  of  the  sidings  or  a  more 
frequent  clearance  of  them  by  the  Lilleshall  Company's  engines. 

I  have,  &c., 

J.  H.  Abmytag£. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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LONDON  AND  SOUTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  SW., 
Sir,  14th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  m 
accordance  with  the  Order  of  March  24th,  the  result  of  my  inquiry  into  the  causes  of 
the  fatal  accident  which  occurred  on  the  7th  February  to  carriage  cleaner  Maurice  P. 
Masterman  at  Southampton,  on  the  London  and  South-Western  Railway. 

During  the  night  Masterman,  with  several  other  cleaners,  had  been  engaged 
cleaning  the  carriages  of  three  trains  standing  in  No.  3  up  platform  road.  At  6.45  a.m., 
after  the  work  had  been  completed,  he  was  instructed  by  foreman  Bulpett  to  call  a 
number  of  men  for  duty,  and  Masterman  evidently  left  for  this  purpose.  A  few  minutes 
later,  however,  he  was  found  crushed  between  the  brake-van  buflEers  of  the  second  and 
third  train,  his  death  having,  apparently,  been  instantaneous. 

Shortly  after  5.45  a.m.  an  engine  was  coupled  to  the  first  train,  and  there  can  be  no 
doubt  that  Masterman  was  killed  when  attempting  to  pass  between  the  buflEers  of  the  two 
vans  just  as  the  carriages  were  closed  up  by  the  engine  coming  against  them.  It  is 
assumed  that  the  deceased  crossed  between  the  carriages  with  the  object  of  joining  a  train 
which  was  standing  at  the  down  platform,  so  that  he  might  ride  with  it  to  a  siding  near 
the  place  where  he  had  to  call  one  of  the  men. 

There  was  no  need  for  Masterman  to  take  such  a  course,  and,  as  I  am  assured  that 
he  had  been  warned  a^nst  passing  between  vehicles  standing  in  close  proximity,  I  can 
come  to  no  other  conclusion  than  that  the  accident  was  solely  attributable  to  the  deceased 
man's  own  want  of  caution. 

I  find  that  there  are  no  instructions  in  regard  to  the  protection  of  men  while 
engaged  cleaning  carriages  on  this  system,  and  for  the  safety  of  the  men  so  employed 
I  suggest  the  advisability  of  issuing  regulations  to  this  effect,  and  I  understand  that 
the  Company  are  willing  to  take  the  matter  in  hand  at  once. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Kailwav  Department,  Board  of  Trade. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir, 

1  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  February  12th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  January  23rd,  at  Victoria  station,  on  the 
London,  Brighton,  and  South  Coast  Railway,  whereby  platelayer  Cox  was  Eitally 
injured. 

About  4.15  p.m.  Cox  and  another  platelayer  named  Benjamin  Matthews  were 
engaged  in  lifting  a  timber  of  a  crossing  on  what  is  known  as  the  "  out "  line.  Adjacent 
to  this  line  is  No.  6  inwards  line.  Matthews,  who  was  facing  the  station,  was  supporting 
the  timber  with  a  bar,  while  Cox,  whose  tack  was  towards  the  station,  was  packing  it  up. 
A  passenger  train  was  running  into  the  station  on  No.  6  road,  and  at  the  same  time  a 
light  engine  was  leaving  the  station  on  the  "  out "  road.  As  soon  as  Matthews  noticed 
the  light  engine  approaching  he  called  out  "  Look-up,"  and  lay  down  in  the  six-foot 
space,  but  Cox  endeavoured  to  cross  the  "  out "  road  in  front  of  the  engine.  He  was 
run  over  by  the  engine  and  fatally  injured.  William  Elliott,  the  driver  of  the  light 
engine,  which  was  running  tender  first,  states  that  he  did  not  see  Cox  at  work  as  his 
attention  was  confined  to  the  advance  repeater  signal,  which  was  against  him.  It  has 
never  been  the  practice  to  employ  "  look-out "  men  while  ordinary  maintenance  opera- 
tions are  in  progress  in  Victoria  Yard,  and,  as  the  men  were  well  aware  that  their  safety 
depended  entirely  on  their  own  vigilance,  I  am  of  opinion  that  this  accident  must  be 
attributed  to  an  error  of  judgment  on  the  part  of  Cox.     I  consider,  however,  that  having 
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Porters  and  others  are  warned  against  crossing  the  rails  in  front  of  trains  and 
engines,  and  as  Purchase  had  over  1 8  years'  experience  of  station  work,  I  consider  it  was 
very  unwise  on  his  part  to  attempt  to  take  the  barrow  across  the  rails  in  front  of  an 
engine  which  was  so  close  at  hand.  Purchase  must  therefore  bear  the  responsibility  for 
the  accident,  which  was  due  to  his  own  want  of  caution. 

I  must  say,  however,  that  I  think  driver  Mockford  and  fireman  Coughtry  cannot 
have  been  keeping  a  careful  look-out,  otherwise  they  might  have  seen  the  position  of  the 
barrow  and  the  accident  would  have  been  avoided. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretarj', 

Railway  Department,  Board  of  Trade. 


LONDON  BRIGHTON  AND  SOUTFI  COAST  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  21st  March,  1902. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in  accord - 
-ance  with  your  Order  of  March  18th,  the  result  of  my  inquiry  into  the  causes  of  the  fatal 
.  accident  which  occurred  on  the  5th  March,  to  carriao;e-cleaner  Gr.  H.  Paddini^ton  at  New 
*Cros8,  on  the  London  Brighton  and  South  Coast  Railway. 

At  4.45  p.m.  F'addington,  who  had  been  engaged  cleaning  carriages  standing  in 
No.  9  road  in  the  down  goods  sidings,  stepped  into  the  four-foot  way  between  some 
stationary  trucks  in  No.  10  road  for  the  purpose  of  conversing  with  cleaner  Spurling  who 
was  engaged  inside  one  of  the  carriages.  While  he  was  in  this  position,  Spurling  saw  that 
the  trucks  were  being  closed  up,  and  warned  Paddington  of  his  danger,  but  he  apparently 
became  confused,  and  in  attempting  to  get  cledr  was  caught  between  the  buffers  and 
<5rushed  with  fatal  results. 

There  was  no  need  for  Paddington  to  stand  in  such  a  place,  nor  had  he  any  right  to 
be  there,  and  as  I  find  he  had  been  repeatedly  warned  against  placing  himself  in  such 
positions  of  danger  I  consider  the  accident  was  entirely  due  to  the  deceased  lad's  own 
want  of  caution. 

I  have,  &c., 
John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


METROPOLITAN  AND  METROPOLITAN  DISTRICT  JOINT  RAILWAYS. 

-Railway  Dopttrtmont,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  10th  February,  1902. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  January  2oth,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  14th  January  to  carriage-cleaner 
George  Heam  at  South  Kensington  Station,  on  the  Metropolitan  and  Metropolitan  District 

Joint  Railways. 

In  this  case  Hearn  was  engaged  lighting  the  lamps  of  a  train  of  empty  coaches 
standing  in  No.  6  siding,  and  when  he  was  on  the  roof  of  one  of  the  carriages  the  train 
was  drawn  out  of  the  siding  by  direction  of  shunter  Salter,  who  asserts  that  he  asked 
Heam  if  he  was  all  right,  and,  on  receipt  of  a  reply  in  the  affirmative,  immediately 
signalled  the  driver  w  go  ahead.  Hearn,  however,  states  that  he  received  no  warning  of 
what  was  to  be  done,  except  that  some  one  shouted  "  Hang  on "  when  the  train  was 
moved,  and  he  accordingly  knelt  down,  but  not  sufficiently  clear  to  pass  with  safety  below 
the  girders  of  an  overbridge  at  the  east  end  of  the  station  with  which  his  head  came  in 
contact,  and  he  was  somewhat  injured. 
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The  8tatement8  of  the  two  men  are  contradictory  as  regards  the  wmiing  given  and 
received  :  however,  this  is  of  little  consequence,  as  shunter  Salter  admits  that  he  was 
aware  of  Heam's  position  when  signalling  to  the  driver  to  move  the  train,  and  for  doin^ 
so  T  consider  he  is  to  blame.  I  am  inclined  to  think  that  Heam  must  have  known  that 
the  carriages  were  going  to  be  shunted,  and  elected  to  remain  on  the  roof  of  the  coach 
until  he  had  completed  the  lighting.  If  this  supposition  be  correct,  Hearn  was  equally  to 
blame  for  unnecessarily  exposing  himself  to  danger. 

It  would  ap}>ear  that  carriage  cleaners  have  not  been  in  the  habit  of  informing  the 
person  responsible  for  the  movement  of  the  coaches  before  commencing  their  work, 
and  I  would  recommend  that  they  be  instructed  to  do  so  in  future,  and  also  warned 
against  the  dangerous  practice  of  remaining  on  the  roofs  of  carriages  while  they  are  being 
shunted. 

I  have,  &c., 

John  P.  S.  Main, 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


METROPOLITAN  DISTRICT  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  24th  April,  1902. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade, 
in  accordance  with  the  Order  of  April  9th,  the  rg^ult  of  my  inquiry  into  the 
causes  of  the  accident  which  occurred  on  the  3 1  st  March  to  cleaner  Joseph  bheppard  at 
Lillie  Bridge  locomotive  sidings,  on  the  Metropolitan  District  Railway. 

At  12.50  a.m.  Sheppard  was  engaged  in  cleaning  the  bogie  wheels  of  an  engine 
which  was  standing  outside  the  running  shed  on  No.  1  road,  and  while  he  was  so 
employed,  with  his  right  foot  resting  on  one  of  the  rails,  another  engine  was  brought 
back  on  the  same  road  by  driver  Shaw,  and  coming  against  the  standing  engine  moved  it 
slightly,  with  the  result  that  Sheppard's  toe  was  crushed  by  one  of  the  bogie  wheels. 

Driver  Shaw  assures  me  that  he  gave  the  usual  whistle  when  entering  the  siding 
to  warn  the  cleaners  working  at  the  standing  engine,  but  Sheppard  failed  to  hear  the 
warning.  t 

The  following  clause  is  embodied  in  the  general  instructions  to  engine  men  with 
regard  to  the  movement  of  locomotive  engines  : — 

"  4.  As  a  precaution  against  mishap,  all  authorised  persons  moving  an  Engine  with  steam,  or 
those  coupled  to  it,  or  likely  to  be  moved  by  it,  must,  before  setting  such  engine  in  motion 
SOUND  THE  WHISTLE  LONG  AND  DISTINCTLY  as  a  warning  to  all  persons  to  get 
clear."  ] 

And  as  Shaw  apparently  complied  with  it  he  cannot  be  held  responsible  for  failing 
to  give  sufficient  warning.  It  therefore  appears  that  the  system  in  force  at  present  is 
hardly  satis&ctory,  and  I  would  suggest  that  in  fiiture  personal  warning  should  be  given 
to  cleaners  and  others  engaged  at  engines  likely  to  he  moved^  and  an  acknowledgment 
obtained  from  them  by  the  person  responsible  for  the  movement. 

It  is  also  desirable  that  an  instruction  of  this  description  should  be  posted  in  a 
conspicuous  position  for  the  information  and  guidance  of  the  men  concerned. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  11th  February,  1902. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  your  Order  of  January  23rd,  the  result  of  my  inquiry  into  the  circumstances 
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attending  the  accident  which  occurred  on  the  2nd  January,  whereby  coalman  W.  Ford 
was  killed,  and  fireman  J.  F.  Fox  and  coalman  C.  Blower  were  injured,  at  Burton 
locomotive  shed,  on  the  Midland  Railway. 

In  this  case  four  waggons  were  standing  at  the  coal  stage,  which  is  approached  from 
either  direction  by  a  considerable  rising  gradient.  As  it  was  necessary  to  draw  two  of 
the  waggons  away  they  were  uncoupled,  and  Ford,  after  withdrawing  a  sprag  from  the 
wheel  of  the  leading  waggon,  returned  to  the  coal  stage.  When  the  engine  was  coming 
against  the  trucks  Ford  apparently  realised  that  the  brakes  were  not  pinned  down  on  the 
two  waggons  in  which  Fox  and  Blower  were  working,  and  in  trying  to  pass  between 
the  trucks,  (it  may  be  assumed  to  secure  them)  he  was  knocked  down  and  run  over,  with 
fatal  results. 

The  impact  when  the  engine  came  against  the  waggons  caused  the  two  trucks, 
which  were  uncoupled  and  not  secured  in  any  way,  to  move,  and  running  down  the 
incline  they  collided  with  a  stop  block,  and  Fox  and  Blower,  who  were  inside  the 
waggons,  were  somewhat  injured. 

Coalmen  are  instructed  that  "  loaded  waggons  must  be  spragged  and  the  brakes  put 
down  of  all  waggons  standing  at  the  coal  stage."  This  was  not  done  by  Ford,  who  was  in 
charge,  and  as  he  had  over  eight  years'  experience  of  the  work,  and  the  instructions  were 
posted  up  for  his  guidance,  the  accident  can  only  be  attributed  to  the  deceased  man's 
disregard  of  orders,  and  want  of  caution. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  4th  March,  1902. 

I  HAVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  your  Order  of  February  12th,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  17th  January  to  fireman  J.  Taylor  at  Appleby,  on  the 
Midland  Railway. 

Taylor  was  acting  as  fireman  on  the  engine  of  a  goods  train  which  was  booked  to 
stop  at  Appleby  for  the  purpose  of  taking  water.  When  approaching  the  station  he 
■evidently  went  to  the  back  of  the  tender  (although  he  has  no  recollection  of  the  circum- 
stances), to  be  in  readiness  to  receive  the  water  column  hose  so  soon  as  the  engine  came 
to  a  stand.  While  he  was  in  this  position  his  head  came  in  contact  with  an  overhead 
footbridge,  and  he  was  thrown  down  and  severely  injured. 

Taylor  went  to  the  back  of  the  tender  without  his  driver's  knowledge  or  sanction, 
and  as  there  was  no  necessity  for  his  doing  so  until  the  engine  had  come  to  rest,  he  alone 
is  to  blame  for  the  mishap.  His  want  of  caution  in  this  instance  is  particularly  emphasised 
l)y  the  fact  that  he  had  signed  for,  and  was  in  possession  of,  a  notice  warning  engine-men 
against  such  a  practice. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  10th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that 
in  accordance  with  the  Order  of  February  2oth  T  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  February  5th  at  Peterborough,  on  the 
Midland  Railway,  whereby  fireman  William ^Hales  was  injured. 
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About  8.45  a.m.  guard  Walter  Stafford,  who  was  working  with  the  yard  pilot 
engine,  wished  to  place  a  loaded  coal  waofgon  in  the  locomotive  siding.  There  were 
17  waggons  attached  to  the  engine,  the  coal  waggon  being  at  the  end.  The  waggons 
were  on  the  shed  road,  which  leads  both  to  the  locomotive  siding  and  the  ash  pit  road, 
the  points  being  normally  set  for  the  latter.  Three  engines  were  standing  close  together 
on  the  ash  pit  road,  one  of  them  being  foul  of  the  locomotive  siding.  Stafford  shouted  to 
wharf-forenaan  William  Bond,  who  happened  to  be  passing,  and  requested  him  to  hold 
over  the  points  for  the  locomotive  siding.  Bond  did  so,  and  Stafford  uncoupled  the  coal 
waggon  and  instructed  the  pilot  driver  to  set  back,  with  the  result  that  the  waggon 
collided  with  the  engines.  Hales,  who  was  engaged  in  remo\dng  ashes  from  the  smoke- 
box  of  the  third  engine,  was  thrown  against  the  tender  of  the  second  engine  and  sustained 
injuries  to  his  back. 

It  was  no  part  of  Bond's  duties  to  hold  the  points,  and  he  did  so  merely  to  oblige 
Stafford.  No  doubt  Bond  would  have  acted  more  wisely  if  he  had  ascertained  whether 
the  road  was  clear  before  moving  the  points,  but  the  responsibility  for  the  accident  must 
rest  with  Stafford,  who  should  not  have  signalled  to  the  driver  to  set  back  until  he  was 
satisfied  that  the  road  was  clear. 

I  have,  &c., 

J.  H.  Arm  VT AGE. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  12th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  April  29th,  the  result  of  my  inquiry  into  the  causes  of 
the  accident  which  occurred  on  the  14th  March  to  engine  driver  W.  C.  Mitchell  at 
Swansea,  on  the  Midland  Railway. 

Mitchell  had  worked  a  train  into  Swansea,  and  after  arrival,  when  moving  the 
engine,  he  found  it  was  necessary  to  supply  one  of  the  cylinder  lubricators  with  oil.  He 
accordingly  went  to  the  front  of  the  engine,  by  way  of  the  top  framing,  for  this  purpose, 
and  while  he  was  engaged  at  the  work  a  signal  was  received  from  the  signalman  that  the 
engine  could  be  moved  ahead,  and  Mitchell  instructed  his  fireman  to  do  so.  After 
completing  the  work  Mitchell  endeavoured  to  return  to  the  footplate,  but  slipped  on  the 
top  framing,  and  falling  to  the  ballast  was  considerably  injured. 

It  was  not  necessary  to  fill  the  lubricator  while  the  engine  was  in  motion,  nor  was  it 
necessary  to  stand  on  the  framing  to  perform  the  work,  and  therefore  Mitchell  must 
accept  the  consequences  of  lus  uncalled  for  and  unnecessarily  dangerous  action. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  10th  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  January  20th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  January  7th  at  Clovenfords,  on  the  North 
British  Railway,  whereby  goods  guard  Thomas  Black  was  fatally  injured. 

Black  was  acting  as  second  guard  with  the  8.15  a.m.  goods  train  from  Hardengreen 
to  Galashiels,  which  arrived  at  Clovenfords  at  12.32  p.m.  During  shunting  operations 
an  empty  coal  waggon  became  derailed,  owing  to  a  pair  of  points  having  been  reversed 
by  the  signalman  without  the  knowledge  of  the  guard  who  was  in  charge  of  the  work. 
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One  pair  of  wheels  was  off  the  road,  and  at  the  first  attempt  to  re-rail  the  waggon,  these 
wheels  were  brought  on  to  the  road,  but  the  other  pair  became  derailed.  The  waggon  was 
standing  near  the  loading  bank,  and  the  engine  was  run  round  and  attached  to  the  other 
end  of  the  waggon.  Black  put  some  packing,  consisting  of  a  sleeper  and  a  sprag,  in 
front  of  the  wheel  nearest  to  the  loading  bank,  and  the  head  guard,  George  Campbell, 
placed  similar  packing  for  the  other  wheel.  Black  told  Campbell  that  he  was  ready,  and 
the  driver  was  told  to  go  ahead.  When  the  wheels  had  mounted  the  packing  they 
passed  over  the  rails,  and  the  rear  end  of  the  wajrgon  swung  sharply  towards  the  loading 
bank.  Black  was  caught  between  the  waggon  and  the  loading  bank,  and  received 
injuries  which  proved  fetal. 

The  swinging  of  the  waggon  was  probably  due  to  the  curvature  of  the  line  at  this 
point.  No  doubt  Black,  who  had  been  a  goods  guard  for  seven  years,  would  have  acted 
more  wisely  if  hef  had  stood  further  away  from  the  waggon  while  it  was  being  drawn 
forward,  but  he  evidently  did  not  realise  the  danger  of  his  position,  and  I  am  of  opinion 
that  the  accident  may  be  attributed  to  misadventure. 

I  have,  &c., 

J.  H.  Armytagk. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  11th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  your  Order  of  February  12th,  the  result  of  my  inquiry  into  the  causes  of  the 
fatal  accident  which  occurred  on  the  31st  January  to  guard  James  Lumsden  at  Portobello, 
on  the  North  British  Railway. 

Lumsden,  who  was  working  as  guard  with  the  9  p.m.  goods  train  Granton  to 
Portobello,  arrived  with  his  train  at  the  West  box  of  the  latter  station  at  11.27  p.m.,  and 
proceeded  to  walk  down  the  sidings  for  the  purpose  of  ascertaining  the  number  of 
waggons  which  had  to  be  picked  up  tor  the  return  journey.  At  11.40  p.m.  head  shunter 
Cunningham,  while  walking  towards  the  east  end  of  the  sidings,  found  Lumsden  lying  in 
the  four-foot  way  <^f  the  Granton  siding,  with  both  his  legs  run  over,  his  injuries  being 
of  such  a  severe  nature  that  he  died  shortly  afterwards. 

The  train  which  Lumsden  had  to  work  was  being  mad(i  up  in  the  Granton  siding, 
and  it  was  necessary  for  him  to  couple  the  waggons  together,  see  that  they  were  fit  to 
travel,  and  also  to  examine  the  destination  labels. 

Seven  waggons  had  been  loose  shunted  into  the  Granton  siding  to  form  part  ot  the 
train,  and  it  would  appear  that  Lumsden,  when  crossing  the  rails  from  the  south  to  the 
north  side  in  front  of  these  waggons,  failed  to  notice  their  approach,  and  was  knocked 
down  and  run  over 

I  am  unable  to  obtain  reliable  information  as  to  whether  the  waggons  were  labelled 
on  both  sides,  but  as  I  am  assured  that  they  were  all  labelled  on  the  south  side,  and  as 
Lumsden  was  ])roceeding  from  this  side  to  the  north  side,  it  is  improbable  that  he  crossed 
the  rails  for  the  purpose  of  examining  the  labels,  but  rather  to  couple  the  waggons 
together. 

Although  in  this  case  the  accident  cannot  directly  be  attributed  to  the  fact  that  the 
waggons  were  not  labelled  on  both  sides,  yet  the  necessity  for  doing  so  is  very  great, 
with  a  view  to  prevent  accidents  to  the  staff  engaged  in  shunting  operations  ;  and  is  I 
find  it  is  not  a  miversal  practice  to  so  label  waggons  or  enforce  compliance  with  such  a 
custom  before  receiving  them  from  private  owners  by  this  Company,  it  would  appear  that 
the  operation  of  Rule  II.  of  the  Prevention  of  Accidents  Rules,  1902,  will  have  a 
good  effect. 

I  have,  &c., 

John  P.  S.  Makj. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W.. 
Sir,  4th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  yom*  Order  of  February  12th,  the  result  of  my  inquiry  into  the 
causes  of  the  accident  which  occurred  on  the  20th  January  to  guard  W.  J.  Webb  at 
Dairy coates  engine  sheds,  on  the  North-Eastern  hallway. 

In  this  case  it  was  necessary  to  release  a  tender  which  was  standing  behind  two 
"  dead  ''  engines  on  the  outside  road.  To  do  this  the  shunting  engine  was  attached  to  the 
two  '•  dead  '  engines  and  tender  which  were  coupled  together  by  Webb,  and  they  were 
drawn  clear  of  the  points,  where  the  tender  was  uncoupled  and  placed  on  one  of  the  inner 
roads,  the  two  "  dead  "  engines  being  replaced  on  the  outer  road.  Webb,  however,  was 
not  satisfied  with  the  three-link  coupling  held  in  the  tender  drag  box  by  the  draw-bar 
pin,  but  desired  to  substitute  a  longer  five-link  coupling,  and  so  informed  driver 
Armstrong,  who  was  working  the  shunting  engine.  After  Webb  had  signalled  the 
driver  ahead  over  the  points  le  iding  to  the  inner  road  on  which  the  tender  was  standing, 
he  ran  back  with  the  object  of  changing  the  couplings,  but  when  he  was  in  the  act  of 
doing  so  the  engine  came  back  and  he  was  crushed  between  the  buffer  plates. 

Driver  Armstrong  received  a  signal  from  his  fireman  to  the  effect  that  he  had  to 
conne  back  steadily,  and  fireman  Jenkins  asserts  that  Webb  in  running  back  to  the 
tender  waved  his  arm.  Thi&ift-^)Og8ible,-ABd -no  doubt  Jenkins  mistook  this  action  as 
indicating  that  the  engine  had  to  come  back.  However,  I  think  that  had  a  better  look- 
out been  kept  the  position  in  which  Webb  was  standing  might  have  been  seen  and  the 
accident  avoided. 

Webb  rather  unwisely  omitted  to  inform  Armstrong  where  and  when  he  proposed 
changing  the  coupling,  and  had  he  done  so  no  doubt  more  care  would  have  been 
exercised. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  4th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in! 
accordance  with  your  Order  of  February  12th,  the  result  of  my  inquiry  into  the  causes  of 
the  accident  which  occurred  on  the  28th  January  to  permanent-way  labourer  J.  G.  Sheen, 
near  Withernsea,  on  the  North-Eastern  Railway. 

In  this  case  Sheen,  in  company  with  four  other  men,  was  riding  on  a  truck  forming 
part  of  a  ballast  train  loaded  with  spoil,  which  was  being  propelled  from  a  cutting  to  a 
point  some  SuO  yards  distant,  where  it  had  to  be  unloaded.  After  the  engine  had  been 
brought  to  a  stand,  but  before  the  waggons  had  come  to  rest,  owing  to  the  stretch  of  the 
couplings.  Sheen  attempted  to  release  the  catch,  retaining  the  side  door,  and  in  doing  so 
lost  his  balance  and  fell  to  the  ground,  sustaining  sUght  injury. 
The  mishap  appears  to  have  been  of  an  accidental  nature. 

'  I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  10th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  your  Order  of  February  25th,  I  have  held  an  inquiry  into  the  circum- 


112 

stances  attending  the  accident  which  cxicurred  on  February  5th  at  Milford,  on  the  North- 
Eastern  Railway,  whereby  goods  porter  Joseph  Rhodes  was  injured. 

Rhodes  is  one  of  the  tranship-men  at  the  Milford  Junction  tranship-stage.  About 
1.45  p.m.,  with  the  assistance  of  porter  John  Bradley,  he  was  unloading  a  large  case 
from  a  waggon  standing  at  the  stage  in  No.  6  road.  At  the  same  time  guard  John 
Blesby,  who  was  in  charge  of  the  12.20  p.m.  pick-up  goods  train  from  Knottingley 
to  Marsh  Lane,  shunted  two  empty  horse  boxes  into  No.  6  road,  causing  the  other 
waggons  in  tlie  road  to  be  moved.  No  warning  was  given  to  the  tranship-men,  and  the 
case  fell  against  Rhodes,  bruising  his  instep.  Guard  Blesby  admits  that  he  failed  to 
carry  out  Rule  112a  of  the  Railway  Clearing  House  Rule  book,  and  he  must  be  held 
responsible  for  the  accident. 

From  the  evidence  it  appears  that  Rule  112a  had  been  frequently  violated  at  this 
tranship-stage,  but  Rhodes  had  neglected  to  report  the  fact.  The  other  tranship-man, 
porter  Bradley,  was  not  in  possession  of  a  Rule  book,  and  was  not  aware  of  the  rule.  Tt 
is  to  be  hoped  that  the  Company  will  supply  Bradley  with  a  Rule  book  and  also  take 
steps  to  ensure  that  the  rule  referred  to  is  strictly  enforced  in  future. 

I  have,  &c., 

J.  H.  Abmvtage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  10th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  your  Order  of  February  2oth,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  February  6th  at  Selby,  on  the  North- 
Eastern  Railway,  whereby  fireman  Alfred  Singleton  was  injured. 

Singleton  was  fireman  on  the  Hull  district  ballast  train,  which  was  standing  at  the 
north  end  of  the  Doncaster  down  independent  line.  Singleton  whistled  for  the  signal  to 
allow  the  train  to  come  out  on  to  the  main  line,  and  then,  without  informing  his  driver 
(Geo.  Metcalfe)  of  his  intention,  got  oiF  the  foot-plate  in  order  to  insert  a  wooden  wedge 
in  the  front  damper  of  the  engine.  While  Singleton  was  adjusting  the  wedge,  the  signal 
was  lowered  and  Metcalfe  started  the  train  Singleton's  left  arm  was  between  the  spokes 
of  the  middle  driving  wheel,  and  was  cut  off  by  the  outside  rod.  There*  does  not  appear 
to  have  been  any  real  necessity  for  the  wedge  to  be  used,  but  even  if  Singleton  considered 
that  it  was  necessary  to  use  it,  he  should  have  informed  his  driver  before  placing  himself 
in  such  a  dangerous  position.  The  accident  must  be  attributed  to  want  of  caution  on  the 
part  of  the  injured  man. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  25th  March,  1902. 

I  HAVE  the  honour  to  report^  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  March  3'Oth,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  March  1st  at  York,  on  the  North-Eastern 
Railway,  whereby  waggon -repairer  Arthur  J,  Baker  was  fatally  injured. 

Nine  waggons,  which  required  repairing,  were  standing  in  the  "  Old  Weigh  "  road 
outside  the  waggon  shops,  and  Mr.  Benson,  the  foreman  in  charge,  instructed  assistant 
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foreman  Mark  Theakston  to  set  some  men  to  work  at  them.  The  men  commenced  to 
work  about  7  a.m.,  and  a  red  flag  was  placed  on  the  end  waggon  as  a  protection.  This 
waggon  was  about  66  yards  from  the  points  leading  into  the  siding.  Theakston  left  the 
siding  about  7.30  a.m.,  and  did  not  return  until  after  the  accident.  The  weather  appears 
to  have  been  slightly  misty  from  6  a.m.,  but  after  7.30  a.m.  it  was  decidedly  fogffy. 
About  8  a.m.  shunter  William  Jowsey  \^Tished  to  place  two  waggons  in  the  "  Old 
Weigh  "  road,  and  they  were  "  loose  shunted  "  into  the  road,  after  Jowsey  had  been 
informed  by  his  assistant,  George  Glew,  that  the  points  were  set  for  the  siding.  The  twp 
waggons  came  into  contact  with  the  first  waggon  in  the  siding  on  which  the  red  flag  had 
been  fixed.  Baker  was  at  the  back  of  this  waggon,  drilling  some  holes  in  the  end  plank 
with  a  brace.  He  was  apparently  forced  against  the  huffier  of  the  next  waggon,  and  the 
handle  of  the  brace  was  driven  against  his  chest  causing  fatal  injuries. 

Owing  to  the  fog,  Glew,  who  was  standing  near  the  points,  was  unable  to  see  the 
red  flag  on  the  waggon,  and  neither  he  nor  shunter  Jowsey  were  aware  that  any  men 
were  working  at  the  waggons.  It  is  not  usual  for  any  repairs  to  be  done  in  this  road 
before  breakfast  during  the  winter  months.  This  was  the  second  occasion  this  year  on 
which  the  waggon  repairers  had  worked  in  this  road  before  breakfast,  but  in  neither  case 
had  the  shunters  received  any  notice  of  the  feet.  If  there  had  been  no  fog  the  flag  could 
have  been  seen  plainly  from  the  points  leading  to  the  "  Old  Weigh  "  road.  At  the  same 
time  I  am  of  opinion  that  the  shunters  should,  as  an  extra  precaution,  have  been  advised 
that  the  repairers  would  be  working  before  breakfast. 

The  evidence  as  to  the  density  of  the  fog  at  7.30  a.m.,  when  assistant  foreman 
Theakston  left  the  men,  varies  considerably,  but  I  am  not  satisfied  tliat  the  weather  was 
sufficiently  clear  for  him  to  have  been  justified  in  relying  on  the  red  flag  as  a  protection, 
especially  as  the  shunters  had  not  been  advised  of  the  commencement  of  the  repairing 
operations.  There  is  no  doubt  that  the  fog  became  considerably  more  dense  after  7.30 
a.m.,  and  the  men  working  at  the  waggons  should  have  realised  the  fact  that  the  red  flag  was 
not  a  reliable  protection  for  them.  There  were  16  men  working  at  the  waggons  in  the 
road,  including  Baker,  and  the  responsibility  of  securing  their  own  safety  rested  equally 

with  all  of  them. 

I  have,  &c., 

J.  H.  Arm YT AGE. 

The  Assistant  Secretary, 

Rail  way  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W, 

SlK, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  April  9th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  March  28th  at  York,  on  the  North-Eastem 
Railway,  whereby  porter  Alfred  Fawcett  was  injured. 

It  was  part  of  Fawcett's  duty  to  unload  tranship  fish  from  a  van  attached  to  the 
Great  Northern  passenger  train  due  at  York  at  1.6  a.m.  He.was  waiting  at  the  south  end 
of  No.  5  platform  as  he  expected  the  van  to  be  near  the  rear  end  of  the  train.  When 
the  train  was  running  into  the  platform  he  noticed  that  the  van  was  at  the  front  end,  and 
he  attempted  to  ride  up  the.platform  on  the  front  brake  van.  He  failed,  however,  to  catch 
the  hand  rail,  and  fell  with  his  legs  between  the  footboard  and  the  edge  of  the 
platform.  The  train  was  stopped  by  the  guard,  and  Fawcett  fortunately  escaped  with  a 
few  bruises. 

The  accident  was  due  to  a  breach  of  Rule  23  of  the  Railway  Clearing  House  Rule 
book  on  the  part  of  Fawcett. 

I  have,  &c.. 

J.  H.  Armytage. 

The  Assistant  Secretarv, 

Railway  Department,  Board  of  Trade. 
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SOUTH-EASTERN  AND  CHATHAM  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sbr,  4th  March,  1902. 

I  HAVE  the  'honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  February  4th,  the  result  of  my  inquiry  into  the 
circumstances  attending-  the  fatal  accident  which  occurred  on  the  13th  January  to 
assistant  ga.s  iittings  examiner  Everitt  Robinson  at  Rotherhithe  Road,  on  the  South- 
Eastem  and  Chatham  Railway. 

In  this  case  Robinson  joined  a  train,  which  was  running  from  Rotherhithe  Road  to 
North  Kent  West  Junction,  and  climbed  to  the  roof  of  one  ol  the  carriages  for  the  purpose 
•of  cleaning  the  lamp  glas^^es.  While  Robinson  was  engaged  at  this  work  he  raised 
himself,  and  his  body  coming  in  contact  with  a  signal  bridge  he  was  thrown  from  the 
train  and  run  over,  sustaining  injuries  which  shortly  afterwards  proved  fatal. 

The  following  instruction  is  laid  down  in  the  Company's  Appendix  to  the  Working 
Time  Table  : — 

"  LAMPING  TRAINS. — The  staff  engaged  in  this  duty  are  specially  cautioned  not  to  pass 
**  along  the  roofs  of  carriages  while  they  are  in  motion.  Station-masters  and  Inspectors  must 
**  doily  report  any  instance  of  the  regulation  being  disregarded." 

I  Imd,  however,  that  no  attempt  has  been  made  to  comply  with,  or  enforce,  the  order  at 
this  place  ;  and  I  therefore  consider  the  primary  cause  of  the  accident  was  due  to  the 
lax  manner  in  which  the  work  ha«  been  conducted. 

The  Company  should  immediately  take  steps  to  enforce  compliance  with  the 
regulation  by  the  staff  at  Rotherhithe  Road,  and  moreover  the  instructions  should  be 
conspicuously  exposed  for  the  information  and  guidance  of  the  men. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


SOUTH-EASTERJi  AND  CHATHAM  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sn?,  4th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  March  25th,  1902,  I  have  held  an  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  January  17th  near  Charing  Cross, 
on  the  South-Eastern  and  Chatham  Railway,  whereby  driver  John  Jameson  Heugh  was 
fetally  injured. 

Shortly  before  midnight  Heugh  had  turned  his  engine  on  the  turntable  at  Belvedere 
Road,  and  was  waitino'  to  return  to  Charing  Cross.  Owing,  apparently,  to  a  temporary 
failure  in  the  turntable  locking  gear,  the  signalman  was  unable  to  lock  the  table  in  the 
position  in  which  Heugh  had  left  it,  and  he  requested  Heugh  to  turn  the  table  "  end  for 
end."  Heugh  left  the  engine  for  this  purpose  and  returned  in  a  few  minutes.  He  stood 
on  the  ground  in  the  space  between  the  turntable  road  and  the  up  main  line  and  told  his 
firernan,  Alfred  Kent,  to  whistle  for  the  signal.  Just  after  the  whistle  had  been  sounded 
an  up  passenger  train  passed  on  the  main  line.  The  signal  was  then  lowered  for  the 
turntable  line,  and  Kent  called  to  Heugh  to  inform  him  of  the  fact.  Heugh  replied  that 
he  could  not  move,,  and  he  was  found  lying  opposite  his  engine.  His  legs  had  been  run 
over  by  the  passenger  train,  and  his  body  was  lying  between  the  main  line  and  the 
turntable  line.  The  space  between  these  lines  is  about  seven  feet,  and  there  was  a  heap 
of  cinders  just  opposite  the  engine.  As  there  is  no  evidence  to  show  whether  Heugh 
stumbled  over  these  ashes  and  fell  in  front  of  the  passenger  train,  or  whether  he  was 
standing  foul  of  the  up  main  line  and  failed  to  detect  the  approach  of  the  train,  I  consider 
that  the  accident  may  be  attributed  to  misadventure. 

It  is  occasionally  necessary  for  engines  to  be  oiled,  &c.,  when  they  are  standing  at 
this  spot,  and  it  is  important  that  no  unnecessary  obstruction  should  be  allowed  to  remain 
in  a  path  so  close  to  the  main  line.     Owing  to  extensive  permanent  way  alterations  at 


present  in  progress  the  road  is  not  Ballasted  up  to  the  proper  level,  and  it  ie  to  be  hoped 
that  this  will  be  eflEected  as  soon  as  possible.  I  understand  that  the  Company  are  about 
to  provide  a  proper  pit  for  the  reception  of  the  ashes  from  the  engines,  and  this  shouW 
prevent  the  present  practice  of  depositing  the  ashes  in  the  space  between  the  lines. 

I  have,  Ac, 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


SOUTH. EASTERN  AND  CHATHAM  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  21st  February,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  February  12th,  I  have  held  an  inquiry  into  the  circum- 
Btances  attending  the  accident  which  occurred  on  January  30th  at  Manetone  level 
crossing  near  St.  Lawrence,  on  the  South-Eastern  and  Chatham  Railway,  whereby 
gateman  William  Larkins  was  &tally  injured. 

About  2.35  p.m.  a  special  goods  train  from  Minster  to  Margate  was  approaching 
the  crossing.  The  engine  was  running  tender  first,  but  both  the  driver  and  fireman  had 
a  good  view  of  the  crossing  for  more  than  a  quarter  of  a  mile.  When  aboat  350  yards 
from  the  crossing,  the  driver  sounded  his  whistle  as  usual.  The  crossing  was  apparently 
quite  clear  till  the  engine  was  within  about  90  yards  of  it,  when  the  driver  noticed  that 
the  gate  on  the  down  side  was  just  foul  of  the  down  Une.  He  shut  oflF  steam,  sounded 
the  vehistle,  and  applied  the  brake.  At  that  moment  Larkins,  who  had  been  standing  on 
the  up  side  of  the  crossing,  crossed  over  in  front  of  the  train.  The  engine  struck  the 
gate,  and  Larkins  was  knocked  down  and  received  injuries  which  subsequently  proved 
fatal.     The  weather  was  stormy  and  a  high  wind  was  blowing  down  the  road, 

I  am  of  opinion  that  Larkins  had  fiiiled  to  properly  fasten  the  gate  when  previously 
closing  it  across  the  road,  and  that  the  force  of  the  wind  brought  the  gate  just  foul  <rf  the 
down  line.  Larkins  apparently  did  not  notice  the  position  of  the  g^te  until  the  driver 
whistled  for  the  second  time.  He  evidently  considered  that  he  would  be  able  to  push  tbe 
gate  clear  before  the  train  reached  it,  and  the  accident  must  be  attributed  to  his  want  of 
judgment  in  this  respect. 

I  have,  &c., 

J.  H.  Abmytags. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


SOUTH-EASTERN  AND  CHATHAM  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  10th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  February  25th,  the  result  of  my  inquiry  into  the  causes 
of  the  accident  which  occurred  on  the  31st  January  to  cleaner  Alfred  W.  Gibson  at 
Battersea  engine  sheds,  on  the  South-Eastern  and  Chatham  Railway. 

Gibson  was  cleaning  part  of  the  motion  of  an  engine  standing  on  No.  10  road,  with 
his  body  between  the  crank  axle  and  fire-box,  when  the  engine  was  moved  slightly  owing 
to  another  engine,  which  was  standing  on  the  same  road,  being  closed  up  against  the 
engine  at  which  Gibson  was  working,  and  he  was  crushed  between  the  connecting  rod 
and  the  fire-box. 

The  accident  was  primarily  due  to  failure  on  the  part  of  shed  shunter  Gibson,  who 
was  responsible  for  the  movement  of  the  engines,  to  give  warning  in  compliance  with 
instructions  of  which  he  was  aware. 
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It  is  to  be  hoped  that  the  accident,  which  was  fortunately  not  attended  with  very 
serious  results,  will  have  the  effect  of  ensuring  more  care  being  taken  in  future  by  the 
shed  shunters  at  this  place  to  strictly  carry  out  the  regulations  laid  down  in  connection 
with  the  movement  of  engines. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


SOUTH-EASTERN  AND  CHATHAM  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  18th  March,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  your  Order  of  February  25th,  the  result  of  my  inquiry  into  the  causes 
of  the  fatal  accident  which  occurred  on  the  12th  February  to  carriage-cleaner  Thomas 
Gilham  at  Rotherhithe  Road,  on  the  South-Eastern  and  Chatham  Railway. 

Gilham  was  engaged  cleaning  the  brasses  on  a  bogie  coach  standing  in  No.  5  road  at 
4.15  p.m.,  and,  after  having  completed  one  side,  was  in  the  act  of  passing  between  the  end 
of  the  coach  and  another  standing  about  three  feet  distant  when  the  carriages  were 
closed  together  by  the  shunting  engine,  and  Gilham  was  crushed  between  the  buffers, 
sustaining  fetal  injuries. 

No  warning  was  given  by  shunter  Rimell,  who  was  in  charge  of  the  shimting 
engine,  nor  had  he  assured  himself  that  any  men  who  might  be  working  at  the  carriages 
were  clear  before  bringing  the  engine  back,  and  for  failing  to  do  this  1  consider  he  was 
somewhat  remiss,  as  he  *  was  aware  that  it  is  usual  for  cleaners  to  be  emploj-ed  at  any  of 
the  carriages  standing  in  the  yard.  The  deceased  man  was  also  to  blame  for  attempting 
to  pass  between  cjxrriages  which  were  standing  so  close  together,  as  he  had  been  warned 
against  doing  so  only  a  few  days  before  ;  but  as  he  had  only  been  in  the  service  about 
17  days  his  lack  of  experience  must  be  taken  into  consideration. 

I  find  there  is  no  system  in  force  at  this  place  for  the  protection  of  men  when 
engaged  in  cleaniug  carriages,  the  work  being  performed  in  many  cases  while  the  coaehes 
are  in  motion.  This  is  most  undesirable,  as  the  work  is  of  such  a  nature  that  every  care 
should  be  taken  to  prevent  the  movement  of  the  carriages  while  the  men  are  at  work  in 
them,  and  I  consider  that  the  Company  should  adopt  measures  for  the  protection  of  carriage 
cleaners  similar  to  those  in  force  on  other  railways  without  delay. 

I  have,  &c., 

eToHN    P.  S.  MxVIN. 

The  Assistant  Secretary, 

Railwjiy  Department,  Board  of  Trade. 


117 


APPENDIX    C. 


REPORTS  OP  SUB-INSPEOTORS  A.  PORD  AND  J.  J.  HORNBY  ON  AOOIDENTS 
TO  RAILWAY  SERVANTS  AND  OTHER  PERSONS  EMPLOYED  ON 
RAILWAY   PREMISES. 


Railway. 


Galsdokiah 


Particulars  of  Aoddent,  ko. 


Oonclusions  of  the  Sub- 

InBpeotor  as  to  the  oauses 

of  the  Aooident. 


ReoommendatioxiA. 


Date  of  Aooident  —  4th  February, 
1902.  Place  at  which  Accident 
happened  —  Hartwood.  Name  of 
Person  killed— Andrew  McQuire. 
A  ge  of  Person  killed— -22.  \  apaci  ty 
in  which  employed— Labourer  with 
ballast  train.  Number  of  booked 
workin^^  hours  per  diem —  Id  How 
lon^  on  duty  at  time  of  Accident- 
s' hours. 

Description  of  Accident  — On  the 
afternoon  in  question  the  deceased 
formed  one  of  a  gt^ng  of  men  who' 
were  filling*  some  ballast  into  the 
waggons  of  a  ballast  train  at  the 
west  end  of  Hartwood  Station,  after 
which  the  men  were  instructed  by 
ganger  Edward  McGettigan  to  get 
inside  the  waggons  to  ride  to  the 
east  end  of  the  station.  While  the 
train  was  being  propelled  there 
McGettigan  rode  on  the  step  of  the 
brake-van.  When  the  vehicles 
forming  the  train  were  opposite  to 
the  ballast  to  be  lifted  he  signalled 
the  driver  to  stop,  and  when  the 
engine  brakes  were  applied  for  that 
purpose  McGuire  was  thrown  over 
the  end  of  the  waggon  he  was 
riding  in,  falling  with  his  head  on 
the  rail,  where  it  was  caught  and 
run  over  by  one  of  the  waggon 
wheels,  causing  instantaneous 
death. 


Date  of  Accident  —  6th  February, 
1902.  Place  at  which  Accident 
happened— Denny.  Name  of  Per- 
son injured — Daniel  Cameron.  Age 
of  Person  inj  ured — 50.  Capacity  in 
which  employed — Goods  Porter. 
Number  of  booked  working  hours 
per  diem— 12.  How  long  on  duty 
at  time  of  Accident — 8  hours. 
Nature  of  injury— Head  and  back 
injured. 

Description  of  Aooident  —  On  the 
afternoon  in  question  Cameron  was 
with  a  passenger  engine  making  a 
few  shunts  in  the  goods  yard.  He 
shunted  one  waggon  into  the 
Craue  Road,  and  then  tobk  the 
engine  into  the  adjoining  siding  to 
place  seven  other  vehicles  in  posi- 
tion, after  which,  while  the  engine 
was  coming  out  of  this  siding  with 
one  waggon  attached,  he  rode  upon 
the  axle-box  of  that  vehicle,  and 
when  approaching  the  fouling  point 
between  the  two  sidings  he  ob- 
served that  the  vehicle  he  had 
placed  in  the  Crane  Roid  siding 
was  too  close  to  admit  of  his  body 
passing  between  it  and  the  one  he 
was  riding  upon,  and  he  attempted 
to  get  inside  the  latter,  and  while 
doing  so  his  legs  caught  the 
waggon  standing  in  the  Crane  Real 
siding  and  he  was  thrown  to  the 
ground,  with  the  result  stated 
above. 


The  deceased  had  only  been 
in  the  service  nine  days. 
He  had  not  been  supplied 
with  a  copy  of  the  rules, 
nor  had  them  read  and  ex- 
plained to  him  by  ganger 
McGettigan,  in  accordance 
with  Rules  17(fl)  and  241 
respectively.  Further, 

McGettigan  is  to  blame 
for  allowing  the  men  to 
get  inside  the  waggons 
(which  were  nearly  full) 
insteai  of  the  brake-van. 

Engine-driver  John  Stewart 
is  to  blame  for  neglecting 
to  sound  his  engine  whistle 
before  reducing  speed  pre- 
paratory to  stopping  as 
directed  in  rule  274.  In 
addition,  Rule  216  appears 
to  have  been  regularly 
ignored  by  ballast-guard 
Robert  Gordon,  who  has 
been  in  the  habit  of  per- 
mitting McGettigan  to 
give  the  starting  and  stop- 
ping signals  to  engine- 
driver  John  Stewart,  who 
has  worked  to  McGetti- 
gan^s  signals  instead  of 
Gordon's. 

In  my  opinion  the  mishap 
was  chiefly  due  to  the 
men  having  been  per- 
mitted to  drift  into  an 
irregular  method  of  work- 
ing, contrary  to  the  rules 
and  regulations  of  the 
Company. 


In  this  case  Cameron  left  the 
vehicle  standing  in  the 
Crane  Road  siding  *'  foul " 
of  the  adjoining  siding 
contrary  to  Rule  184  (0), 
and  he  admits  that  he  is 
alone  to  blame  for  the 
accident.  At  the  same 
time  he  thought  that  by 
leaving  the  waggon  in 
that  position  he  was 
currying  out  the  rule  men- 
tioned. 


For  future  safety  it  is  de- 
sirable that  the  Company 
should  take  stepe  to 
strictly  enforce  compliance 
by  all  concerned  with  their 
own  rules  and  regulations. 

J.  J.  H. 


The  aoddents  from  similar 
oauses  are  so  numerons 
that,  for  future  safety,  it  is 
desirable  that  the  Company 
should  consider  the  ad- 
visability of  giving  definite 
instructions  to  all  oon- 
oemed  as  to  what  the 
minimum  clearance  must 
be  between  vehicles  at  the 
fouling  points. 

J.  J.  H. 
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REPORTS  OF  SUB-INSPECTORS  OP  RAILWAYS  ON   ACCIDENTS — continued. 


Railway. 


OALEDOKIAH'i^MI^. 


Particalars  of  Accident,  &c. 


CoBohiflionB  of  the  Sub- 
Inspector  as  to  the  causee 
of  the  Accident. 


Reootn  iTift'^d  ^tr*^?***i 


Date  of  Accident — 25th  February, 
1902.  Place  at  which  Accident 
happened — St.  Rollox.  Name  of 
Person  injured — William  MoAvoy. 
Age  of  Person  in  j  nred — 1 8.  Capacity 
in  which  employed — Surfaceman. 
Number  of  booked  working  hours 
per  diem — 11.  How  long  on  duty 
at  time  of  Accident — 10  minutes. 
Nature  of  Injury — Right  1^  frac- 
tured and  severely  lao^ted  in  two 
places. 

Description  of  Accident — McAvoy 
and  ganger  James  McGuiuess  were 
engaged  opening  out  the  permanent 
way  at  a  ^et  of  points  leading  from 
No.  12  to  16  siding,  when  McAvoy 
was  knocked  down  by  two  waggons 
which  were  being  shunted  along 
the  former  siding,  and  had  his 
right  leg  so  severely  injured  that 
he  was  still  off  duty  at  the  time  of 
my  inquiry. 


Date  of  Accident— 10th  March  1902. 
Place  at  which  Accident  happened 
— Mother  well  North  Colliery.  Name 
of  Person  injured  —  George 
Urquhart.  Age  of  Person  injured 
— 26.  Capacity  in  which  em- 
ployed— I'rakesman.  Number  of 
booked  working  hours  per  diem — 
11.  How  long  on  duty  at  time  of 
Accident — 2^  hours.  Nature  of 
Injury — Right  ankle  sprained. 

Description  of  Accident — Urqubart 
was  working  in  charge  of  a 
Motherwell  pilot  engine  which, 
on  the  morning  in  question,  was 
employed  for  working  traffic  to  and 
from  Messrs.  Merry  and  Cunning- 
ham's North  Motherwell  Colliery. 
The  colliery  is  situated  on  a  branch 
line,  the  property  of  the  North 
Motherwell  Colliery  Company, 
which  is  about  a  mile  in  length, 
and  connects  with  the  Cidedonian 
Railway  Company's  Sidings  at 
Mothecwell. 

At  about  1 1 .30  a.m.,  during  shunt- 
ing operations  at  the  colliery,  it  was 
necessary  for  eleven  empty  and  six 
loaded  coal  waggons  to  be  drawn 
from  the  "curve'*  and  propelled 
into  the  *' straight"  siding.  As 
the  waggons  were  being  propelled 
Urquharu  rode  on  the  l^iding  wag- 
gon, but  whilst  doing  bo  he  notioMl 
that  the  third  and  several  follow- 
ing waggons  had  left  the  raUs,  and 
fearing  the  waggon  on  which  he 
was  riding  might  be  pulled  over 
he  jumped  off,  and  in  doing  so  he 
alighted  on  one  of  the  rails  of  the 
adjoining  siding. 


OHnUlBB  LlKBEl      .. 


Date  of  Accident — 31st  January,  1902. 
Place  at  which  Accident  happened 
— Heaton  Mersey  sidings,  near 
Stockport.  Name  of  Person  in- 
jured—Robert Fish.  Age  of  Person 
injured— 29.  Capacity  in  which 
employed — Fireman.  Number  of 
booked  working  hours  per  diem — 
11.  How  long  on  duty  at  time  of 
Accident — lOj  hours.  Nature  of 
injury — Head  injured. 

Description  of  Accident — Fish  is  in 
the  service  of  the  Great  Central 
Railway  Company,  and  with  his 
driver,  Joseph  Tonge,  was  engaged 
taking  engine  No.  136  from  the 
engine-shed  to  the  down  loop. 
When  the  engine  was  approaching 


In  this  case  ganger  Mojini- 
ness  in  using  the  discre- 
tion given  to  him  in  Rule 
273  (/)  did  not  appoint  a 
look-out  man  but  acted  in 
that  capacity  himself.  If 
he  had  given  his  whole 
attention  to  that  duty  he 
should  have  seen  the  wag- 
gons by  which  MoAvoy 
was  knocked  down  ap- 
proaching in  time  to  have 
prevented  the  mishap,  con- 
sequently he  muat  be  held 
responsible  for  the  acci- 
dent, 

J.  J.  H. 


The  waggons  left  the  rails 
at  the  hand  points  leading 
from  the  "curve"  to  the 
''  straight "  siding,  owing 
to  the  head  bre^ng  oS 
the  end  of  the  stretcher 
Or  tie-rod,  which  thus 
disconnected  the  points, 
and  was  the  primary  cause 
of  this  accident. 


The  bottom  of  the  bridge  Is 
14  feet  7  inches  above  rail 
level.  Fish  knew  its  posi- 
tion, but  momentarily 
forget  about  it,  and  the 
mishap  appears  to  have 
been  due  to  misadvencure. 


When  making  my  inquiry, 
I  noticed  that  nearly  all 
the  different  hand  points 
on  this  colliery  branch 
line  were  in  a  very  un- 
satisfactory condition.  In 
addition  to  the  tie-rod  con- 
nections being  far  too  free, 
several  of  the  connecting 
pins  were  kept  in  position 
by  small  lengths  of  wire, 
and  in  one  case  a  small 
piece  of  wood  was  used  for 
a  cotter. 

For  the  future  safely  of  the 
Railway  Company's  ser- 
vants, 1  sugrgest  that  the 
Colliery  Company  should 
be  aEJrod  to  consider  the 
advisability  of  putting  the 
points  and  connections  in 
a  safe  condition. 

A.F. 


For  future  safety  these  toor 
boxes  should  be  removed 
from  the  rear  to  the  f oot« 
plate  end  of  the  tender,  so 
that  the  contents  may  be 
obtained  by  the  men,  with- 
out incurring  the  risk  of 
clambering  over  the  coals 
whilst  going  to  and  from 
the  rear  of  the  tender  for 
that  purpose. 

J.  J.  H. 
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RSPOBTS  09  SUB-MTSPBOTORS  OP  RAILWArS  ON    lOCIDBNTS— <30/lfonW«l; 


Railway. 


Chbbhibb  Lis 
oomL 


Particnlars  of  Accident,  &c. 


CSoncloBions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Reoommendaiions. 


lfiA0T       AND       WBBT 
TOBXBHIBB  IJKIOK. 


a  bridge,  which  carries  the  Mid- 
land Railway  over  the  Cheshire 
Lines  Railway,  and  which  is  fixed 
near  to  the  outlet  from  the 
engine-dhed.  Fish  left  the  foot- 
plate and  clambered  oyer  the  coals 
to  the  rear  of  the  tender,  to  get 
a  hard  brush  out  of  the  tool  box 
fixed  there,  and  while  so  engaged 
his  head  came  in  contact  with  the 
bridge  in  question,  and  he  was 
knocked  down  amongst  the  coal, 
with  the  result  sta  »d  above. 


Dace  of  Accident — 6th  January,  1902. 
Place  at  which  Accident  happened 
— Ro«e  Pit  yard.  Roth  well.  Name 
of  Person  injured — John  Judi>on. 
Age  of  Person  injured — 17.  Capa- 
city in  which  employed  —  En- 
gine-cleaner, acting  as  Fireman. 
Number  of  booked  working  hours 
per  diem — U^.  How  long  on 
duty  at  time  of  Accident— 2^  hours. 
Nature  of  Injury— -Head  out  and 
back  bruised. 

Description  of  Accident  —  On  the 
night  in  question,  when  Jodson 
booked  on  duty  at  6.^0  p.m.,  he 
was  sent  to  relieve  fireman  H. 
Crossley,  who  was  working  with 
tank  engine  No.  3,  and  at  9  p.m., 
while  that  engine  was  travelling 
along  the  running  line  proceeding 
light  from  the  yard  to  Rose  Pit 
sidings,  Judson  was  looking  over 
the  aide  of  the  engine  oab,  to  see 
whether  the  left  hand  injector  was 
working  properly,  and  while  doing 
so  his  head  came  in  contact  with 
I  the  leading  waggon  standing  in 
No.  2  siding,  adjoining  the  running 
line,  causing  him  to  be  knocked  off 
the  engine  on  to  the  ground,  with 
the  result  stated  above. 


Ol«AaCK)W  AVD  SOUTH- 

W 


Date  of  Accident —24th  January, 
19()2.  Plaoe  at  which  Accident 
happened — Ferguslie  goods  yard, 
Paisley.  Name  of  Person  injured 
— ^Alexander  McDonald.  Age  of 
person  injured — 3).  Capacity  in 
which  employed  —  Platelayer. 
Number  of  booked  working  hours 
per  diem— 11  J.  How  long  on 
duty  at  time  of  Accident  — 8| 
hours.  Nature  of  Injury — Right 
leg  ran  over,  pecessitating  its 
amputation. 

Description  of  Accident— McDonald 
was  one  of  12  men  who  were  en- 
gaged with  a  ballast  train  that 
was  used  for  conveying  old  sleepers 
from  Glasgow  for  stoj-age  at  Fer- 
guslie. At  about  2.45  p.m.,  while 
at  the  latter  station,  the  ballast 
train  had  to  be  taken  from  the 
goods  yard  to  a  relief  line,  to  allow 
nine  waggons  to  be  brought  from 
the  yard  and  taken  to  an  adjoining 
branch  line.  Before  the  nine 
waggons  could  be  taken  to  the 
branch  line,  the  goods  train  engine 
had  to  be  got  from  one  end  to  the 
other,  to  do  which,  instead  of  the 
engine  being  run  round,  the  guard, 
J.  Savage,  decided  to  tow  the 
waggons  into  the  relief  line,  to- 
wards the  rear  of  the  ballast  triMin. 
When  that  was  being  done,  in  ac- 
cordance with  hand  signals  given 
by  Savage,  the  waggons  were  run 
on  to  the  relief  line  with    such 


The  mishap  was  due  to  the 
plac^j  being  in  absolute 
darkness,  and  the  leading 
vehicle    in    No.  2    siding 

.  having  been  left  standing 
too  near  the  fouling  point 
of  the  ruuning  line.  T 
was  unable  to  ascertain 
who  left  the  vehicle  in 
that  position,  but  even  if 
I  had  been  able  to  obtain 
this  information  I  could 
not  have  blamed  the  per- 
son for  doing  so,  as  none 
of  the  men  employed  by 
this  Company  have  been 
supplied  with  rules  or  any 
instructions  as  to  the  space 
to  be  allowed  between  the 
fouling  points  of  either 
running  lines  or  sidings, 
and  so  long  as  the  vehicles 
are  clear  for  other  vehicles 
or  engines  to  pass,  it  is 
considered  to  be  saffioient. 


There  is  no  necessity  for 
waggons  to  be  towed  at 
this  station,  as  proper 
siding  connections  have 
been  provided  for  engfines 
to  be  run  round  vehicles, 
yet  from  the  evidenoe 
given  at  my  inquiry  it 
appears  to  be  a  common 
practice  at  Ferguslie, 
under  the  plea  that  it 
saves  time,  which  I  am 
satisfied  is  not  the  case. 

In  this  case  I  am  of  opinion 
that  guard  Savage  not 
only  used  bad  judgment 
in  towing  waggons  un- 
necessarily, but  that  he 
did  so  in  a  very  careless 
manner,  and  tluit  there- 
fore he  is  to  blame  for  the 
mishap. 


For  future  safety  it  is  desir- 
able that  the  Company 
should,  without  delay, 
issue  definite  instructions 
to  all  concerned,  stating 
what  the  minimum  clear- 
ance must  ^be  between 
vehicles  left  standing  near 
the  fouling  points  in  sid- 
ings or  running  lines. 
Since  this  mishap  fixed 
lamps  have  been  provided 
near  the  spot  where  it 
happened,  and  the  lighting 
now  appears  to  be  satis- 
factory. 

J  J.  H. 


For  future  safety  T  suggest 
that  the  Company  should 
forbid  the  daagerouB  prac- 
tice of  towing  waggons  at 
this  station. 

A.F. 
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BKPORTS  OF  SI7B-I2(SPBCTORS  OF  RAILWAYS  ON  AOOIDBNTS— (^On^inUA^ 


Railway. 


Particulars  of  Accident,  &c. 


Conrlnsions  of  the  Sab- 
Inspector  as  to  the  causes 
of  the  Accident. 


O  rjLBOOW  AKD  South  « 


Gbbat  OBNTBAL 


••• 


force  that  on  their  colliding  with 
the  brake-van  at  the  rear  of  the 
ballast  train,  the  latter  was  forced 
forward  a  distance  of  about  four 
waggons'  lengths,  and  by  the 
impact  McDonald,  who  was  on  the 
waggon  next  the  van,  was  thrown 
over  the  end,  and  falling  with  his 
right  leg  across  one  of  the  rails 
the  brake-van  and  three  of  the 
nine  towed  waggons  passed  over  it. 


Date  of  Accident — 3rd  February, 
1902.  Place  at  which  Accident 
happened  —  Whitehill  Colliery 
branch,  Skares.  Name  of  Person 
injured — James  Rowan.  Age  of 
Person  injured — 30.  Capacity  in 
which  employed  —  Brakesman. 
Number  of  booked  working  hours 
per  diem — 11.    How  lon^  on  duty 

.  at  time  o!"  Accident — 1}  hours. 
Nature  of  Injury — Left  shoulder 
dislocated. 

Description  of  Accident — The  White- 
hill  Colliery  branch  is  about  a 
mile  in  length,  and  joins  the  Ayr 
and  Cummock  branch  line  at 
Skares.  From  the  main  branch 
line  there  is  a  short  line  leading 
south-east  to  a  dead  end  from 
which  the  Colliery  branch  runs 
back  westwards.  Between  the 
main  line  and  the  dead  end  re- 
ferred to  there  is  a  loop  provided 
for  running  round  purposes. 

The  colliery  branch  is  owned  by  the 
Colliery  Company,  but  the  traffic 
is  worked  by  the  Glasgow  and 
South- Western  Railway  Company. 
The  men  employed  on  the  branch 
are  stationed  at  Ayr,  from  and  to 
which  station,  on  the  outward  and 
return  journey,  morning  and  even- 
ing, they  of  course  work  booked 
trains.  On  the  morning  in  ques- 
tion the  engine  and  brake-van 
were  run  from  the  main  line  to 
the  dead  end,  from  which  they  were 
set  back  and  attached  to  waggons 
standing  in  the  loop  by  the  assis- 
tant brakesman,  D.  Mitchell, 
whilst  the  brakesman,  J.  Rowans, 
walked  back  for  the  purpose  of 
getting  on  the  last  waggon,  in 
which  he  intended  to  ride  to  the 
colliery.  Unfortunately,  Rowans 
gave  the  starting  signal,  and  the 
waggons  were  set  in  motion  before 
he  had  got  safely  in  the  waggon, 
and  whilst  he  was  attempting  to  do 
so,  owing  to  an  unexpected  jerk  of 
the  waggon,  he  was  thrown  to  the 
ground  with  the  result  stated. 


Date  of  Accident-  2nd  January,  1902. 
Place  at  which  Accident  happened 
— East  Marsh  Siding.^,  Grimsby. 
Name  of  Person  injured — Samuel 
Vamplew  East.  Age  of  Person 
injured— 21.  Capacity  in  which 
employed — Shunter.  Number  of 
working  hours  booked  per  diem — 
11.  How  long  on  duty  at  time  of 
Accident — 7^  hours.  Mature  of 
injury  —  Muscles  of  abdomen 
bruised. 

Description  of  Accident — From  the 
East  Marsh  Goods  Sidings  there  is 
a  single  siding  leading  intoGresham 
Street,  along  which  it  runs  to 
Messrp.  Knott  and  Barker's  timber 


Owing  to  the  formation  of 
the  line  and  its  connec- 
tions, it  is  usual  for  all 
waggons  passing  over  the 
oolUery  branch  to  be  pro- 
pelled in  both  directions 
between  the  dead  end  or 
shunting  neck  and  the 
colliery.  The  branch  is  on 
a  rising  gradient  from  the 
shunting  neck,  and  to  save 
an  extra  shunt  it  has  been 
the  practice,  when  going 
to  the  colliery,  to  keep  the 
brake-van  next  to  the  en- 
gine, and  for  the  brakes- 
man to  ride  in  the  leading 
waggon.  It  was  whUst 
the  waggons  were  being 
drawn  from  the  loop,  and 
Rowans  was  getting  in  the 
then  rear  wagg(>n  for  this 
purpose,  that  the  accident 
ooonrred. 

Rowans  fully  admits  that 
there  is  very  little  time 
saved  in  the  practice 
adopted,  and  that  the  mis- 
hap was  due  to  his  own 
want  of  caution. 

The  Company's  attention 
having  now  been  drawn 
to  the  irregular  working, 
there  is  no  doubt  that 
for  future  safety  they 
will  insist  on  the  brake- 
van  being  placed  in  front 
of  the  train  when  going 
to,  as  well  as  when  return- 
ing from,  the  colliery,  in 
which  case  the  men  can 
ride  in  it  without  risk. 

A.F. 


Owing  to  the  brake  lever 
being  on  the  right  or  off 
side  of  the  waggon,  it  was 
necessary  for  East  to  be 
on  that  side,  and  the 
reason  he  gives  for  using 
his  coupling  pole  for  the 
purpose  mentioned  is 
that  although  he  has  been 
in  the  service  since  May 
last  he  has  never  seen  a 
brake  stick. 

The  shed  referred  to  is 
owned  by  the  Railway 
Company,  but  is  let  to  a 

Srivate     tradesman      for 
orse  Etabling. 


ReoommendatioiiB 


Since,  and  in  oonsequenoe  of, 
this  aoddent,  a  portioai  of 
the  shed  has  been  removed, 
but  even  now  it  is  only 
H  feet  6  inchea  from  the 
rail,  which  distance,  owing 
to  the  formation  of  the 
siding,  in  my  opinion,  is 
insufficient.  At  my  request 
the  Company*!  district  en- 
gineer who  attended  the 
Inquiry  agreed  to  provide 
a  clearance  of  at  least  4  feet 
6  inches. 

The  lighting  of  the  East 
Marsh  Sidings  is  not  at  all 
satisfactory.    I  understand 
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OitBAr  OmrTBAL— 
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Particulars  of  Accident,  &c. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Reoommendatioui. 


yard.  In  addition  to  the  siding 
being  on  a  five -chain  curve,  .it  is 
on  a  gradient  of  1  in  50  falling  to- 
wards the  street.  Between  the 
Railway  Company's  boundary  and 
the  street  there  is  a  gate,  beyond 
which  all  waggons  are  moved  by 
horses  owned  by  Messrs.  Knott  and 
Barker.  Owing  to  the  sharpness 
of  the  curve  it  is  impossible  to  un- 
couple waggons  standing  on  it, 
consequently,  before  they  are  pro- 
pelled  from  the  goods  sidings  the 
waggons  are  all  uncoupled.  On  the 
morning  in  question,  as  three 
empty  waggons  were  being  pro- 
pelled into  position  for  the  horse - 
shunters,  shunter  East  necessarily 
attended  the  leading  waggon  for 
the  purpose  of  applying  the  hand 
brake.  To  get  good  leverage  he 
used  his  coupling  pole  for  a  brake 
stick,  and,  from  some  cause  un- 
known, when  he  tried  to  remove 
it  from  off  the  brake  lever  he  could 
not  for  the  mome:2t  do  so,  with  the 
result  that  the  hook  on  the  coup- 
ling pole  caught  his  clothing  and 
pulled  him  along  with  the  waggon 
until  he  reached  a  shed  stancUng 
only  2  feet  3  inches  from  the  rail, 
between  which  and  the  waggon  he 
was  crushed  and  injured  as  stated. 


Date  of  Accident  —  7th  January, 
1902.  Place  at  which  Accident 
happened — ^North  Staveley  Junc- 
tion, Woodhouse.  Name  of  Person 
injured — William  Lane.  Age  of 
Person  injured — 42.  Capacity  in 
which  employed — Goods  Guard. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident  —  7J  hours. 
Nature  of  Iiijury — ^Face  cut  and 
left  shoulder  bruised. 

Description  of  Accident  —  Lane  is  in 
the  service  of  the  Midland  Railway 
Company,  and  on  the  date  in  ques- 
tion he  had  worked  in  charge  of 
the  7.45  a.TL.  mineral  train  from 
Derby  to  the  North  Staveley  Col- 
liery sidings,  which  are  situated 
opposite  to  the  Staveley  Junction, 
Woodhouse.  At  about  3  p.m.  he 
was  engaged  in  shunting  empty 
waggons  from  the  No.  2  to  the 
No.  1  empty  waggon  sidings,  to  do 
which,  owing  to  the  number  of 
waggons  attached,  it  was  necessary 
for  the  engine  to  run  from  the 
shunting  neck  to  the  down  main 
line.  As  soon  as  the  last  waggon 
had  cleared  the  siding  hand  points 
Lane  ran  from  the  side  of  the 
waggons  on  to  the  down  main  line 
for  the  purpose  of  giving  a  hand- 
signal  to  the  engine  driver,  but 
whilst  in  that  position,  failing  to 
notice  that  a  goods  train  was  then 
running  through  the  lead  or  junc- 
tion from  the  up  main  across  the 
down  main  to  the  up  loop  line,  he 
was  struck  by  the  engine,  and  so 
injured  that  at  the  time  of  my 
Inquiry  he  was  still  off  duty. 


Date  of  Accident  —  7th  January. 
1902.  Place  at  which  Accident 
happened  —  Aldwarke.  Name  of 
Person  injured  —  William  Wake- 
field. Age  of  Person  injured— 35. 
Capacity  in  which  employed — 
Goods  Guard.  Number  of  booked 
w<orking  hours  per  diem — 10.  How 


I  am  of  opinion  that  in  this 
case  the  accident  was  due 
to  the  dangerous  position 
of  the  shed. 


Owing  to  the  formation  of 
the  sidings  it  is  only  occa- 
sionally necessary  during 
shunting  operations  for 
an  engine  to  run  on  to  the 
main  line,  and  even  then 
when  there  are  two  guards 
engaged  with  the  train,  as 
in  this  case,  it  is  quite 
possible  for  one  of  tbem 
to  stand  in  such  a  position 
as  to  transmit  signals  to 
the  driver  without  either 
of  them  getting  foul  of 
other  lines.  Lewis  not 
only  admits  this,  but  he 
ac^owledgee  that  at  the 
time  of  the  mishap  there 
was  nothing  to  prevent 
him  seeing  or  hearing  the 
goods  train  approaching. 
I  am  therefore  of  opinion 
that  the  accident  was  due 
to  his  own  want  of  cau- 
tion. 

A.F. 


The  mishap  was  due  to 
Wakefield  using  his  coup- 
ling pole  as  a  brake  stick 
contrary  to  the  special  in- 
structions with  which  he 
had  been  supplied,  for 
which  there  does  not  ap- 
pear to  have  been  any  real 


that  the  Company  have  this 
subject  under  consideration, 
and,  for  the  safety  of  th* 
staff,  it  18  to  be  hoped  they 
may  arrive  at  an  early  de- 
cision. 

A.F. 
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of  the  Accident. 


ObSAT  OlENTBAL— 

cont. 


longf  on  duty  at  time  of  Accident — 
2  hours.  Nature  of  Injury— Left 
knee  injured 
Description  of  Accident — On  the  day 
in  question  Wakefield  was  conduct- 
ing goods  guard  Heury  Houghton 
from  Mexbro'  to  Aldwarke,  and 
during  shunting  operations  at  the 
latter  place,  at  about  7  p.nu  while 
eight  waggons  were  running  into 
Naylor's  siding,  he  put  down  the 
brake  lever  of  one  of  the  wagGfons 
and  afterwards  placed  his  coupling 
pole  on  the  top  of  the  brake  lever 
and  underneatii  the  waggon  spring, 
pressing  his  weight  upon  the  coup- 
ling pole  for  the  purpose  of  bringing 
more  pressure  to  bear  upon  the 
brake,  but  as  the  brake  blocks 
were  being  forced  hard  against  the 
wheel  of  the  waggon  the  brake 
lever  sprang  upwards,  causing  the 
coupling  pole  to  be  thrown  cub- 
wards  and  to  strike  his  left  knee, 
with  the  result  stated  above. 


Date  of  Accident  —  9th  January, 
1902.  Place  at  which  Accident 
happened  —  Leicester.  Name  of 
Person  injured — Henry  Hillsden. 
Age  of  Person  injured — 21.  Capa- 
city in  which  employed — Fireman. 
Number  of  booked  working  hours 
I)er  diem— 9.  How  long  on  duty 
at  time  of  Accident — 40  minutes. 
Nature  of  Injury — Head  injured. 

Description  of  Accident— Hillsden 
booked  on  duty,  with  engine  driver 
Fred  Lancashire,  at  11.20  a.m.,  for 
the  purpose  of  working  the  12.10 
p.m.  passenger  train  from  Leicester 
to  Manchester  and  back  with  the 
5  p.m.  ex  Manchester  due  at 
Leicester  at  7.45  p.m.  The  engine 
left  the  locomotive  yard  at  11.55 
a.m.,  and  when  approaching  the 
north  goods  down  starting  signal, 
which  was  at  danger,  Limcaihire 
brought  the  engine  to  rest ;  a  few 
moments  afterwards  the  signal  was 
taken  off,  and  Lancashire  started 
the  engine  ahead.  When  the  en- 
gine was  at  rest  Hillsden  left  the 
footplate  and  went  to  the  back  of 
the  tender  for  the  purpose  of 
removing  the  fire  irons  from  there 
to  where  he  could  reach  them  from 
the  footplate,  and  while  so  engaged, 
momentarily  forgetting  about  the 
overhead  girders  of  Branstone  Ghite 
Bridge  (abouc  150  yards  north  of 
the  signal  referred  to),  he  was 
struck  by  the  southern  girders  and 
knocked  down  on  to  the  tender, 
with  the  result  stated  above. 


Date  of  Accident— 1 7th  January,  i  902. 
Place  at  which  Accident  happened 
— Woodhouse.    Name  of  Person  in- 

i'ured  —  Walter  Finley.  Age  of 
^erson  injured— 29.  Capacity  in 
which  employed  —  Pilot  Guard. 
Number  of  booked  working  hours 
per  diem — Insular.  How  long 
on  duty  at  time  of  Accident— 
5  hours.  Nature  of  Injury  — 
Right  hand  injured.  Off  dul^  2 
weeks. 
Description  of  Accident— At  about 
11  a.m.  Finley  attached  the  en- 
gine he  was  working  with  tx>  18 


Reoommftndationg, 


necessity ;  therefore  the 
responsibility  for  the  ac- 
cident rests  with  himself. 
Further,  there  is  no  proof 
except  Wakefield^s  own 
statement  that  the  mishap 
did  occur  in  the  manner 
described,  as  he  neither 
reported  the  matter  to 
shunter  W.  Lamb,  at  Ald- 
warke,  before  leaving  that 
station,  nor  to  his  foreman, 
at  Mexbro,  before  going 
home,  as  he  ought  to  have 
done.  There  are  no  fixed 
lamps  provided  in  the 
sidings  at  Aldwarke, 
although  the  shunting 
during  the  dark  is  some- 
what heavy,  but  I  was 
assured  by  the  Company's 
representative  that  ar- 
tangements  are  being 
made  for  the  sidings  to  be 
lighted  as  early  as  pos- 
sible. 

J.  J.  H 


Hillsden  attempted  to  get 
upon  the  top  of  the  tender 
to  remove  the  fire  irons  as 
the  engine  was  leaving  the 
locomotive  yard,  but  Lan- 
cashire forbade  him  to  do 
so,  telling  him  that  he 
would  have  plenty  of  time 
to  remove  them  after 
the  engine  had  been  set 
against  the  train  at  the 
station.  Instead  of  wait- 
ing until  this  was  done, 
when  the  engine  was 
brought  to  a  stand  at  the 
signal  mentioned  he,  un- 
observed by  Lancashire, 
went  to  the  back  of  the 
tender  for  the  purpose 
stated. 

The  responsibility  for  this 
mishap  rests  with  Hillsden 
himself,  as  he  not  only  dis- 
reg^ded  his  driver's  in- 
structions, but  also  unne- 
cessarily exposed  himself 
to  danger  contrary  to 
Rule  24  (a), 

J.  J.  H. 


The  mishap  appears  to  have 
been  accidental. 

J.  J.  H. 
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Oonolusions  of  the  Sub- 
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of  the  Accident. 


ReoommendatioBS. 


WAffgons  Standing  in  No.  7  siding, 
and  after  going  round  both  sides 
of  the  vehicles,  and  releasing'  all 
the  brakes,  he  siemalled  the  driver 
ahead.  While  the  vehicles  were 
being  drawn  out  af  the  siding  for 
shunting  purposes  he  observed 
that  the  brake  lever  of  the  four- 
teenth vehicle  from  the  engine 
was  down,  having  apparently  been 
jerked  off  the  rest  when  the 
vehicles  were  started,  and  he  at- 
tempted to  lift  the  brake  lever  up 
with  his  hand,  but  finding  it  fast 
under  the  top  part  of  the  axle-box, 
for  the  purpose  of  releasing  it  be 
placed  one  end  of  his  coupling  pole 
against  the  axle  guard  and  on  to 
the  top  of  the  brake  lever,  pressing 
the  latter  downwards  and  then 
outwards,  but  as  soon  as  it  was 
dear  of  the  axle-box  it  and  the 
pole  both  flew  upwards,  causing 
Finlej  to  lose  his  hold  of  the  pole, 
one  end  of  which  fell  between  the 
spokes  of  the  wheel.  To  regain 
his  hold  of  the  pole  he  attempted 
to  gfrasp  the  end  to  which  the  hook 
is  attached,  and  while  doing  so  the 
hook  mflicted  a  severe  wound  in 
the  palm  of  his  right  hand,  with 
the  result  stated  above. 


Dateof  Accident— 12th  January,  1902. 
Place  at  which  Accident  happened 
— ^Buntingford.  Name  of  Person 
injured — Samuel  Parsons.  Age  of 
Person  injured — ^22.  Capacity  in 
which  employed  —  Porter.  Num- 
ber of  booked  working  hours  per 
diem — 12.  How  long  on  duty  at 
time  of  Accident — 9}  hours.  Na- 
ture of  Injury — Right  arm  pinched. 

Description  of  Accident — Previous  to 
the  date  of  the  accident  Parsons  had 
given  notice  to  the  Company  that 
he  intended  to  resign  his  position  on 
the  day  following,  and  as  his 
whereabouts  was  unknown  he  was 
not  present  at  my  inquiry,  but 
from  the  evidence  given  it  appears 
that  during  shunting  operations 
on  the  night  in  question  it  was 
necessary  for  ten  waggons  to  be 
run  from  the  main  single  line  to 
the  back  goods  siding.  The  guard, 
William  Putter,  uncoupled  the 
waggons  from  others  attached  to 
the  engine,  and  Parsons  stood  near 
to  the  main  line  points  for  signal- 
ling purposes.  As  the  detached 
vehicles  were  running  in  the  sid- 
ing, thinking  they  would  not  run 
clear  of  the  crossing  between  the 
front  and  back  sidings,  Parsons 
called  to  the  guard  '^  They  are  not 
clear,"  on  which,  of  course.  Putter 
caused  the  engine  and  waggons 
attached  to  set  back  into  the  sid- 
ing for  the  purpose  of  pushing 
the  others  clear.  Apparently  the 
waggons  ran  further  in  the  siding 
than  Parsons  had  expected,  and 
then,  as  if  thinking  he  might  help 
them  to  run  clear,  forgetting  he 
had  called  to  the  guard  as  stated 
above,  he  commenced  to  push  at 
the  buffer  of  the  rear  waggon,  with 
the  result  that,  as  the  attached 
waggons  closed  up  to  tho8e  de- 
tached, Parsons'  right  arm  was 
slightly  pinched  between  the 
buffers. 


Having  told  the  guard  that 
the  waggons  would  not 
run  clear.  Parsons  ought 
to  have  expected  that  he 
would  bring  the  engine 
and  other  waggons  in  the 
siding  to  push  them  clear, 
and  he  certainly  acted 
unwisely  in  then  placing 
himself  in  the  position 
mentioned.  I  am  there- 
fore of  opinion  that  the 
primary  cause  of  the  acci- 
dent was  his  own  want  of 
caution ;  at  the  same  time 
I  cannot  help  thinking 
that  had  the  yard  been 
properly  lighted,  Parsons 
might  have  seen  that  the 
engfine  and  waggons  were 
bemg  brought  into  the 
siding — in  which  case  the 
accident  would  probably 
have  been  avoided. 


Although  nearly  all  the  goods 
yard  shunting  at  this  sta- 
tion is  done  after  dark^ 
there  is  not  a  single  fixed 
lamp  provided,  which  for 
future  safety  I  suggest 
the  Company  should 
seriously  consider. 

A.  P. 
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FarticnUn  of  Accident,  jus. 


CoBoliuiouB  of  the  Snb- 

f  lupector  M  to  the  causes 

ot  the  Aocident. 


Dftteof  Accident— lltbJsiiuary,  1902. 
Place  at  which  Accident  happened 
— Brandon.  Name  of  Person  in- 
jored  —  Henry  Bamea.  A^  of 
Person  injnred— 35,  Capacity  in 
which  employed  —  Belief  man. 
Number  of  btraked  working  hoars 
pet  diem — 12.  How  long  on  dntj 
attimeof  Aocident'-^J  honri.  Na- 
ture of  Injury— Bight  leg  braised. 

Description  of  Accident — As  a  relief 
man,  Barnes  is  employed  at  differ- 
ent stations  as  required.  For 
three  montliB  he  had  been  engaged 
at  Brandon,  in  place  of  a  shunter 
who  was  ill.  On  the  date  in  qnea- 
tion  at  about  10.20  p.m.,  during 
shuntiUK  operations,  whilst  tun- 
ning up  the  sidintcs  he  stumbled 
over  «  cto«i'  or  tie  point  rod,  with 
the  result  previously  stated.  " 
was  off  doty  10  days. 


The  Brandon  goods  yard  ii 
well  lighted,  and  nearly 
every  ordinary  point  rod 
is  properly  protected  i  "' 
side  timbers,  bnt  on 
night  of  the  mishap  there 
was  much  enow  lying  in 
the  yard,  which  prevented 
Barnes  seeing  the  position 
of  the  tie  rod  over  whiob 
he  stumbled. 

I  am  of  opinion  that  in 
ease  the  scoident  was  doe 
to  miead  venture. 

A.  F. 


DateofAccidenb—Uth  January.  1902. 

Place  at  which  Acoident  happened 
— Romford.    Name  ot  Person  in- 

4'  ored  —  George  Willis.  Age  of 
'erson  injured — 33.  Capacity  in 
which  employed — Kxtra  Platelayer. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident— 6 J  hours. 
Nature  of  Injury — Head  cut  and 
side  bruised. 
Description  of  Aocident — Willis  was 
employed  with  an  extra  gang  of 
platelayers  engaged  on  speoisl  main 
line  work  about  a  i  mile  weet  of 
Romfonl  Station.  At  about  1.20 
p.m.  he  alone  was  working  at  the 
ends  of  some  croesing  timoers  in 
the  up  main  line,  and  a  warning 
was  given  by  a  look-out  man  that 
an  np  train  was  approaohing.  The 
train  was  stopped  about  MU  jarde 
east  of  his  poeition  for  the  purpose 
of  nttaclung  a  horse-box  frcm  a 
siding.  Willis  stood  clear  for  some 
time,  and  then,  apparently  just 
after  the  train  had  been  started,  as 
if  for  the  moment  forgetting  the 
warning,  he  stooped  down  and  re- 
commenoed  work,  and  whilst  in 
that  position,  failing  to  notice  the 
trun  approaching,  he  was  struck 
OD  Ute  bead  by  the  footstep  of  the 


I  an  of  opinion  that  in  ..^^ 
kse  the  mishap  was  due 
I  the  injured  man's  own 
ant  of  caution. 

A.  F. 


Date  of  Accident — iethJaunary,1902. 
Place  at  which  Accident  happened 
—Warren  Hill.  Name  of  Person 
injured — James  M.  Phillips.  Age 
of  Person  injnred — BH.  Capacity 
in  which  employed  —  Fireman. 
Number  of  booked  working  hours 
per  diem— Irregular.  How  long 
on  duty  at  time  of  Accident — 
tlj  hours.  Nature  of  Injnry — 
Third  finger  of  left  huid  injnred. 

Description  of  Acoident — On  tJie  date 
inquestion  Phillips,  with  his  driver, 
Joseph  Billing,  booked  on  dutj  at 
l.iG   a.in.  to  work   the  G.30  a.m. 

Joods  train  from  Cambridge  to 
pswich  and  the  return  10.60  a.m- 
goods  train  cz  Ipswich  to  Cam- 
bridge. While  working  the  latter 
train  they  were  sto(^>^  by  signal 
at  Warren  Hill,  about  one  mile 
east  of  Newmarket.  When  the 
engine  was  at  rest  Billing  left  the 
footplate  and  walked  ^ong  the 
outside   framing  to  oil    the  slide 


The  responsibility  for  this 
,  mishap  rests  with  engine 
driver  J.  Billings.  It  wa~ 
his  duty  to  prevent  Taylo 
exposing  himself  to  dan 
ger,  yet  he  instructed  hii 
to  oU  the  spindle  guide, 
which  necessitated  his 
leaving  the  footplate  of 
the  engine,  and  before 
Phillips  had  time  to  per- 
form the  oiling  he  set  the 
engine  in  motion. 


This  is  one  of  tlie  many  aed- 
dente  which  arise  throngh 
the  enginemen  being  off 
the  footplates  vhile  their 
engines  are  in  tnotian,  and 
for  future  safety  it  is  de- 
sirable that  the  Company 
should  be  forced  to  issue 
stringent  instraotions  fn- 
bidding  this  pr«otioe,  and 
be  informed  that  some  of 


effect  with  good  results. 
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Railway. 


Particulars  of  Accident,  &o. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recommendations. 


<yBXAT  EABTEBN- 


-Obbat  Nobthebh 


valyes.  After  doing  so,  and  when 
returning  to  the  footplate,  he 
observed  that  the  spindle  guide 
required  oiling,  and  called  to 
Phillips  to  oil  it.  At  the  same 
moment  the  signal  was  taken  off, 
and  Billings  then  set  the  engine 
ahead,  saying  to  Phillips,  "I  will 
move  forward  slowly,  till  you 
finish  oiling  "  ;  but  while  the  latter 
was  doing  so  his  fiilger  was  caught 
between  the  slide  block  and  spec- 
tacle plate  and  so  injured  as  to 
cause  him  to  be  off  duty  3^  weeks. 


Date  of  Accident— 4  th  February,  1902. 
Place  at  which  Accident  hapx)ened 
— ^Wymondham.  Name  of  Person 
injured — William  Townsend.  Age 
of  Person  injured — 46.  Capacity 
in  which  employed  —  Shunter. 
Number  of  booked  working  hours 
per  diem — 12,  with  one  hour  off  for 
meale.  How  long  on  duty  at  time 
of  Accident — 11  hours.  Nature  of 
Injury — Left  ankle  sprained. 

Description  of  Accident — On  the 
night  in  question  Townsend, 
while  eniraged  in  shunting  opera- 
tions, was  running  alongside  some 
waggons  in  motion  for  uncoupling 
purposes,  when  he  slipped  into  a 
rut  or  open  watercourse  and  so 
injured  his  left  ankle  as  to  cause 
him  to  be  off  duty  3  weeks. 


Date  of  Accident— 5th  March,  1902. 
Place  at  which  Accident  happened 
— Wickford.  Name  of  Person  in- 
jured— ^R.  J.  Harvey.  Age  of  Per- 
son injured — 17.  Capacity  in  which 
employed — Engine  cleaner.  Num- 
ber of  booked  working  hours  per 
diem— 12.  How  long  on  duty  at 
time  of  Accident  —  1^  hours. 
Nature  of  Injury — Head  cut  and 
left  leg  bruised. 

Description  of  Accident  —  Harvey 
was  engaged  in  unloading  coal 
from  one  of  two  waggons  then 
standing  alongside  the  coaling 
bank.  At  about  9.15  p.m.,  whilst 
attempting  to  walk  from  the  wag- 
gon towards  the  back  of  the  coal 
bank  for  the  purpose  of  getting  a 
shovel,  a  piece  of  coal  on  which  he 
had  stepped  slipped  from  under  his 
foot,  with  the  result  that  he  fell 
from  the  coal  bank  into  an  engine 
pit. 


Date  of  Accident  —  18th  January, 
1902.  Place  at  which  Accident 
happened  —  Colwick.  Name  of 
Person  injured  —  Horace  Murfitt. 
Age  of  Person  injured — 23.  Capa- 
city in  which  employed— Shunter. 
Number  of  booked  working  hours 
per  diem — 8.  How  long  on  duty 
at  time  of  Accident — 6f  hours. 
Nature  of  Injury — Left  leg  injured. 
Off  duty  1  week. 

Description  of  Accident — On  the  night 
in  question  it  was  Murfitt*s  duty 
to  see  if  the  sidings  numbered  from 
7  to  14  were  clear  for  a  light  engine 
to  cross  from  the  engine  line  to  the 
yard.  While  hurrying 'across  the 
yard  for  this  purpose,  in  a  dense 
fog,  he  caught  his  foot  in  the  point 
rod  working  No.  13  siding  points 
and  fell,  with  the  result  stated 
above. 


There  are  several  similar 
ruts  or  open  water  courses 
in  this  yard,  and  durinf2f 
heavy  rains  the  ballast  is 
washed  away,  leaving  dan- 
gerous holes  in  the  paths 
it  is  necessary  for  the  men 
to  take  durmg  shunting 
operations. 

The  mishap  was  due  to  the 
rut  being  so  badly  exposed, 
and  to  add  to  Townsend's 
dangers  the  place  was  in 
I  absolute  darkness  and 
snow  was  falling  at  the 
time. 


Although  there  are  three 
engines  stationed  at  Wick- 
ford, there  is  not  only  no 
engine  shed  but  there  is 
only  one  small  oil  lamp 
provided  for  the  lighting 
of  the  locomotive  yard — 
including  the  coaling  bank 
and  turntable — and  from 
the  evidence  given  at  my 
inquiry  this  lamp,  which 
is  placed  at  the  back  of 
the  coaling  bank,  has  not 
been  lighted  more  than 
once  during  the  last  12 
months.  On  the  night  of 
this  mishap,  except  for  the 
light  from  two  small  hand 
torch  lamps  (necessary  for 
engine  cleaning  purposes), 
the  yard  was  in  darkness, 
which,  in  my  opinion,  was 
the  primary  cause  of  the 
accident. 


The  point  rod  in  question  is 
protected  by  side  timbers 
for  a  distance  of  about 
3 1  feet  from  the  running 
line,  but  from  thence  to 
the  lever,  for  a  distance  of 
about  1  foot,  it  stands 
about  4  inches  above  the 
ballast,  and  forms  an  ob- 
struction. 

The  mishap  was  chiefly  due 
to  the  point  rod  being 
exposed,  and  to  the  dense 
fog  prevailing  which  pre- 
vented Murfitt  seeing  the 
rod. 


There  is  about  4^  hours 
shunting  nightly  at  this 
place,  but  there  are  no 
fixed  lamps  provided  in  the 
shunting  yard,  and  it  is 
desirable  tibat  steps  should 
be  taken  for  the  sidings  to 
be  well  lighted,  and  in 
addition  some  system  of 
drainage  might  be  adopted 
by  which  the  water  courses 
could  be  dispensed  with 
and  the  ballast  made  level 
in  the  paths  it  is  necessary 
for  the  men  to  take  during 
shunting  operations.  - 

J.  J.  H 


For  future  safety  I  recom- 
mend that  the  Company 
should  at  once  consider  tho 
advisability  of  fixing  some 
good  lamps  at  the  coaling 
bank  and  other  parts  of  the 
yard. 

A.  F. 


For  future  safety  I  recom- 
mend that  the  point  rod  in 
question,  and  the  others 
similarly  fixed  in  this  busy 
shunting  yard,  be  cranked 
to  the  Imllast  and  protected 
all  the  way  from  ^e  point 
levers  to  the  running  lines 
with  side  timbers. 

J.  J.  H. 
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Railway. 
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Conolnsions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Reoommandaftioiui. 


Gbrat  Nobthxbk— 
cont. 


Date  of  Accident  —  30th  January, 
1902.  Place  at  which  Accident 
happened — Birkenshaw.  Name  of 
Persons  injured — Henry  Bye  and 
Frederick  Bye.  Ages  of  Persons  in- 
j  ured — 76  and  72.  Capacity  in  which 
employed — ^Labourers.  Number  of 
booked  working  hours  per  diem — 
10,  with  1^  hours  off  for  meals. 
How  long  on  duty  at  time  of  Acci- 
dent— 8i  hours.  Nature  of  Injury 
— ^Henry  Bye  had  his  left  foot  and 
Frederick  Bye  both  feet  run  over 
and  so  injured  as  to  render  amputa- 
tion necessary. 

Description  of  Accident — These  men 
were  brothers,  and  were  engaged 
clearing  up  rubbish  in  the  yard  and 
sidings  at  Birkenshaw.  At  about 
2.15  p.m.,  while  a  goods  train  was 
engaged  shunting  there,  eleven 
waggons  were  drawn  out  of  what 
is  Imown  as  the  **  New  road  loading 
dock  siding."  When  the  men  saw 
the  siding  clear  they  commenced  to 
remove  a  quantity  of  rubbish  which 
was  lying  between  the  outside  rail 
of  the  siding  and  the  loading  dock. 
While  so  engaged  three  of  the 
eleven  waggons  which  had  been 
drawn  out  were  shunted  back  again 
into  the  siding,  with  the  result  that 
both  men  were  knocked  down  by 
the  waggons  and  injured  as  stated 
above. 

Frederick  Bye  was  discharged  from 
the  Bradford  Infirmary  on  April 
5th  and  died  from  pneumonia  on 
April  22nd,  and  Henry  Bye  is  still 
off  duty  from  the  effects  of  his 
accident. 


Date  of  Accident — 4th  February, 
1902.  Place  at  which  Accident 
happened  —  Col  wick.  Name  of 
person  injured — James  Whittaker. 
Age  of  Person  injured — 12.  Capa- 
city in  which  employed — Shunter. 
Number  of  booked  working  hours 
per  diem — 8.  How  long  on  duty 
at  time  of  Accident — 5  hours. 
Nature  of  injury — ^Right  foot  in- 
jured.   Off  duty  16  days. 

Description  of  Accident — At  11.0  a.m. 
on  the  date  in  question  Whittaker 
was  w^orking  with  engine  No.  919, 
which  was  at  the  south  end  of  the 
yard  and  was  taken  into  No.  25 
siding  and  attached  to  some  wag- 
gons for  shunting  purposes.  While 
these  vehicles  were  being  drawn 
out  of  that  siding  he  rode  upon 
the  step  of  the  engine,  and  on 
reaching  the  fouling  point  he  was 

'  caught  between  the  engine  and  the 
first  of  a  number  of  waggons  which 
were  being  pushed  back  from  the 
opposite  end  of  the  yard  along  No. 
29  siding  by  another  engine  in 
charge  of  goods  guard  George 
Hull,  with  the  result  stated  above. 


The  evidence  is  somewhat 
conflicting  as  to  what  pre- 
caution, if  any,  was  taken 
by  the  two  men  who  were 
injured  before  they  went 
and  stood  in  the  four-foot 
way  of  the  siding  to  re- 
move the  rubbish.  Henry 
B^e  states  that  he  asked 
his  brother  (Frederick), 
who  was  in  charge,  if  he 
had  said  anything  to  the 
shunter,  when  he  replied  : 
"  I  called  to  them  coming 
down,  saying  what  we 
were  about  to  do."  But 
when  Shunter  Scott  visited 
Frederick  Bye  at  his  home 
shortly  after  his  discharge 
from  the  infirmary  he  said 
it  was  not  him  he  spoke  to, 
nor  could  he  say  who  it 
was.  Scott  and  goods 
guard  William  Newling 
were  the  only  persons 
working  with  the  engine, 
and  they  both  state  that 
neither  of  the  men  in- 
formed them  what  they 
were  about  to  do,  but  had 
they  done  so  they  could 
and  would  have  shunted 
the  three  waggons  into 
another  siding.  I  have 
not  been  able  to  obtain 
the  evidence  of  Frederick 
Bye  (now  deceased),  but  I 
am  of  the  opinion  that  the 
mishap  was  chiefly  due  to 
his  neglecting  to  take  pro- 
per precaution  for  his  own 
and  his  brother's  safety. 
Frederick  Bye*s  age  was 
72,  and  Henry  Bye  is  76 
years  of  age.  With  re- 
spect to  the  former  I  am 
informed  that  he  was  a 
sharp,  active  man,  and 
physically  fit  to  perform 
the  light  duties  he  had  to 
fulfil,  and  from  my  own 
observations  Henry  Bye 
was  also  quite  capable. 

J.  J.  H. 


Although  the  evidence  is 
somewhat  conflicting  as  to 
the  disfcance  the  vehicles 
then  standing  in  No.  29 
siding  were  clear  when 
engine  No.  919  was  taken 
into  No.  25  siding  at  the 
south  end  of  the  yard,  if 
goods  guard  G^rge  Hull 
had,  as  he  ought  to  have 
done,  walked  Imck  towards 
the  south  end  of  the  yard 
to  see  how  far  his  engine 
in  No.  29  siding  could 
push  the  vehicles  standing 
in  that  siding  in  safety 
the  mishap  would  not 
have  occurred,  and  for 
having  neglected  to  do  so 
he  must  be  held  responsible 
for  the  accident. 


J.  J.  H. 
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Railway. 


Particalan  of  Accident,  &c. 


GoncIoBiona  of  the  Sab- 
Inspector  as  to  the  caasea 
of  the  Accident. 


Reoommendationfl. 


Date  of  Accident— 26th  Febrnary, 
1902.  Place  at  which  Accident 
happened  —  Farringdon  Street 
Goods  Station.  Name  of  Person 
injured— B.  Smith.  Age  of  Per- 
son injured  —  56.  Capacity  in 
which  employed  —  Extra  goods 
porter.  Number  of  booked  work- 
ing hours  per  diem — Uncertain. 
How  long  on  duty  at  time  of  Acci- 
dent—6  hours.  Nature  of  injury 
— ^Right  arm  fractured. 

Description  of  Accident — At  about 
11.20  p.m.  Smith  was  engaged  in 
tying  a  sheet  over  one  of  three 
waggons  which  were  standing  a 
few  feet  apart  on  the  departure 
line,  and  whilst  he  was  so  engaged, 
the  waggons  were  suddenly  moyed, 
with  the  result  that  his  right  arm 
was  crushed  between  the  buffers. 


Date  of  Aocident—  27jih  February  ,1 902. 
Place  at  which  Aocident  happened 
—Sandy.     Name  of  Person  killed 
— John  Wm.  Minns.    Age  of  Per- 
son killed — 35.    Capaoi^  in  which 
employed — Shunter.     Number   of 
booked  working  hours  per  diem — 
12.    How  long  on  duty  at  time  of 
Accident — i^  hours. 
Description  of   Accident — ^Although 
clasMd  as  a  horse  shunter,  Minns 
was  usually  employed  for  about 
four  hours  daily  as  horse  shunter, 
drayman,  and  engine  shunter  re- 
spectiv^y.      On  the  morning  in 
question     a    down    goods    train, 
which  arrived  about    11.15   a.m., 
was  set  back  into  the  up  exchange 
sidings  for  the  purpose  of  attach- 
ing ten  empty  and  one  loaded  wag- 
gons.   After  the  train  had  cleared 
the  main  lines  the  guard,  J.  Hills, 
learning  the  engine  was  likely  to 
be  employed  for  about  three  hours 
for  general  shunting  purposes,  de- 
cided to  take  some  food,  during 
whic^  time  it    was   agreed   that 
Minns  would  go  on  with  the  work 
alone.     The  loaded  wa«reron  was 
between  the  empties,  and  to  get 
the  latter  together  it  was  necessary 
to  shunt  the  former  back  into  the 
**  long  "  exchange  siding.     Minns, 
standing  wide  of  the  siding,  gave 
the  set  back  signal  to  the  engine 
driyer  and  then  apparently  he  ran 
to  the  waggons  and  detached  the 
one  referrod  to.     Losing  sight  of 
Minns,  and  thinking  that  the  wag- 
gon was  sufficient^  dear  in  the 
siding,  the   engine  driyer,  T.  Jar- 
yis,  brought  the  engine  and  wag- 
gons  attached  to   it  to  a  stand, 
after  which  the  fireman,  A.  Olarke, 
found  Minns  lying  across  one  of 
the  rails  haying  been  run  oyer.    He 
died  shortly  afterwards. 


Date  of  Accident— 16th  March,  1902. 
Place  at  which  Accident  happened 
— ^Bounds  Green  ^Wood  Green). 
Name  of  Person  injured — William 
James  Jackson.  Age  of  Person 
injured — 33.  Capacity  in  which 
employed— Fireman.  Number  of 
booked  working  hours  per  diem— 
10.  How  long  on  duty  at  time  of 
accident — 7}  hours.  Nature  of 
Injury — ^Left  leg  sprained. 

Description  of  Aocident — Many  of  the 
local    down  passenger  trains  ter* 


In  this  case,  owing  to  the 
eyidence  being  so  conflict- 
ing, it  was  alwolutely  im- 
possible to  trace  how  or 
by  whom  the  waggons 
were  moved.  No  warning 
was  given  that  the  move- 
ment was  about  to  be  made, 
and  it  was  to  this  cause 
the  mishap  was  due. 

A.F. 


There  is  no  evidence  to  show 
how  this  mishap  occurred. 
It  is  possible  that  when 
attempting  to  uncouple 
the  waggons  with  his 
coupling  pole  he  put  his 
whole  weight  on  the  pole, 
and  the  sudden  release  of 
the  coupling  caused  him 
to  fall,  or  that  after  hav- 
ing uncoupled  the  first 
waggon  he  tried  to  get  in 
the  next,  for  the  purpose 
of  signalling  to  the  driver, 
whom,  owing  to  the  form- 
ation of  the  siding,  he 
would  be  unable  to  see 
from  the  side  of  the  wag- 
gon, and  whilst  doing  so 
he  slipped  from  it  in  front 
of  the  waggon. 

In  any  case,  although  it  is 
much  to  be  regretted  that 
the.  guard  lett  Minns  to 
do  the  work  alone,  I  am 
of  opinion  that  the  acci- 
dent was  due  to  misad- 
venture. 


The  guard,  J.  Nicholds,  neoes- 
si^ly  rode  in  his  van,  but 
in  front  of  that  there  were 
four  other  vehioles.  As 
the  carriages  were  being 
propelled  into  the  sidings 
Nicholds  could  not  get  a 
dear  view  of  things  ahead, 
owing  to  the  four  vehicles 
in  front,  and  seeing  another 
train  was  then  leaving  the 
siding^  he  concluded  that 
that  was  tiie  one  respecting 


A  general  foreman  is  appointed 
at  this  station,  but  from 
t^e  evidence  given  at  my 
inquiry  it  appears  that 
whatever  shunting  may  be 
going  on  in  the  goods  yard 
he  is  expected  to  be  at  the 
passenger  station  to  meet 
and  attend  to  all  passenger 
trains,  and  so  is  seldom 
superintending  or  assisting 
with  the  shunting.  Seeing 
that  in  addition  to  the  por- 
ters the  station  master  is 
always  in  attendance  at 
such  times,  I  suggest  that 
as  far  as  possible  the  fore- 
man should  be  in  charge  of 
the  yard  shunting.  Had  he 
been  attending  to  the  shunt- 
ing in  the  goods  yard  on 
the  morning  in  question 
this  accident  would  prob- 
ably not  have  happened. 

A  F. 


Inconsequence  of  this  aocident 
the  Company  have  now 
received  instructions  that 
in  future  not  more  than 
two  vehides  are  to  be 
propelled  into  the  sidings 
in  front  of  the  cpiard's  van, 
but  to  my  mind,  owing  to  the 
formation  of  the  sidings, 
even  those  may  prevent  tiie 
guard  getting  a  clear  view 
of  the  sidings  in  which  hi» 
train    is   running,   and    I 
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Particulars  of  Accident,  &c. 
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of  the  Accident. 


Recomm^dllUilons. 


Gbbat  Nobthebk 


Great  Western    ... 


minate  at  Wood  Green,  but  for 
"running  round"  purposes  the 
carriages  are  taken  forward  to 
Bounds  Green  signal  cabin,  which 
is  on  the  Enfield  branch  line,  and 
situated  between  Wood  Green  and 
Bowes  Park.  From  Bounds  Green  the 
carriages  are  propelled  into  one  of 
these  sidings,  and  the  engines  are 
"run  round"  through  one  of  the 
adjoining  sidings.  The  sidings 
are  about  SOO  yards  in  length. 
They  are  on  a  very  sharp  curve, 
besides  which  there  is  a  gradient 
falling  from  the  entrance  of  1  in 
113.  As  booked  for  i^turn  up 
working,  the  trains  leave  the 
sidings  at  Wood  Green  No.  2  signal 
cabin.  On  the  morning  in  question 
an  empty  carriage  train  arrived  at 
Bounds  Green  at  8.52,  and  after 
the  vehicles  had  been  propelled 
into  the  No.  3  siding  the  engine 
for  "  running  round"  purposes  was 
taken  through  the  No.  1  siding. 
At  9  a.m.  a  second  train  arrived, 
and  after  the  signalman  had 
"  warned "  the  guard  and  driver 
that  the  siding  was  occupied,  by 
calling,  as  usual,  "There  is  one 
in,"  the  train  was  set  back  into  the 
same  No.  1  siding.  The  first 
engine  had  been  delayed  at  the 
No.  1  outlet  signal,  and  failing  to 
notice  the  position  the  guard  in 
charge  of  the  second  train  allowed 
the  leading  vehicle  to  collide  with 
the  standing  engine,  with  the 
result  that  the  fireman,  W.  J.  Jack- 
son, was  thrown  backwards  on  the 
footplate  and  injured  as  stated. 


Date  of  Accident— 4th  February,  1902. 
Place  at  which  Accident  happened 
— High  Wycombe.  Name  of  Per- 
son injur^ — David  Day.  Age  of 
Person  injured — 28.  Capacity  in 
which  employed  —  Brakesman. 
Number  of  booked  working  hours 
per  diem — II.  How  long  on  duty 
at  time  of  Accident — 10  hours. 
Nature  of  in  jury -^  Testicles  in- 
jured. 

Description  of  Accident — ^Day  was 
working  with  a  goods  train  from 
Taplow  to  Oxford.  On  arriving  at 
High  Wycombe  at  about  2.30  a.m. 
there  were  three  waggons  to  attach 
and  seven  to  detach.  After  the 
three  waggons  had  been  taken 
from  the  shunting  neck  and 
shunted  back  on  to  the  brake  van, 
which  was  standing  on  the  main 
line,  the  engine  and  ten  waggons 
were  again  taken  back  to  the 
goods  yard,  and  the  seven  waggons 
for  detaching  were  propelled  into 
the  shunting  neck  ;  but  after  Day 
had  uncoupled  between  the  third 
and  fourth  waggons,  and  whilst 
just  in  the  act  of  withdrawing  his 
coupling  pole  and  at  the  same  time 
showing  a  stop  sigpial  from  his 
hand-lamp  to  the  engine  driver,  he 
collided  with  a  hand  point  lever, 
with  the  result  stated  above. 


Date  of  Accident— 8th  March,  1902. 
Place  at  wMch  Accident  happened 
— Shut  End  Siding  (Kingswinford 
Branch)!  ICame  of  Person  killed 
— Joseph  Parsons.  Age  of  Person 
killed  —  23.      Capacity    in    which 


which  he  had  been 
"  warned." 

Nicholds  must,  of  course,  be 
held  partly  responsible  for 
the  mishap,  but  at  the 
same  time,  owing  to  the 
vagueness  of  the  warning 
he  received,  the  formation 
of  the  sidings,  and  the  fact 
that  there  were  the  four 
vehicles  in  front  of  the 
one  in  which  he  was 
necessarily  riding,  I  am  of 
opinion  that,  so  far  as  he 
is  concerned,  the  accident 
was  due  rather  to  mis- 
judgment  than  careless- 
ness. 

I  am  inclined  to  think  that 
had  the  driver  of  the 
light  engine  been  keeping 
a  proper  look  out  he  might 
have  seen  the  approaching 
vehicles  and  probably  pre- 
vented the  mishap. 


I 


When  the  engine  was  draw- 
ing the  waggon  to  the 
bank  the  engine  driver, 
W.  Stent,  was  looking  over 
the  side  of  the  engine 
watching  for  hand  Gtignals 


The  lever  against  which  Day 
came  in  contact  is  situated 
in  the  8-foot  space  between 
the  shunting  neck  and  a 
parallel  siding.  He  was 
well  acquainted  with  the 
goods  yard  aftd  also  the 
position  of  the  lever,  but 
having  his  fall  attention 
given  to  the  uncoupling 
of  the  waggons  and  the 
signalling  to  the  engine 
driver,  he  appears  to  have 
momentarily  forgotten  the 
lever. 

There  are  no  fixed  lamps 
provided  at  the  shunting 
neck,  and  consequently  at 
the  time  of  the  mishap  the 
yard  was  in  darkness,  but 
in  this  case  I  am  of 
opinion  that  the  primary 
cause  of  the  accident  was 
rather  owing  to  the  posi- 
tion of  the  hand  point 
lever  than  to  the  want  of 
light. 


reconimend  tliAt  |or  future 
safety,  as  far  as  poesible, 
the  practice  of  propelling 
vehicles  in  front  of  the  van 
should  be  avoided,  and 
when  absolutely  neoeesarj 
an  assistant  guard  should 
be  appointed  to  ride  in 
or  walk  in  front  of  the 
leading  vehicle  for  look- 
ing-out  purposes.  Besides 
which,  when  "  wamin^^  " 
the  guards  or  drivers  th& 
signalman  at  Bounds  Green 
should  state  whether  the 
sidings  to  which  he  refers 
is  oocopied  by  an  engine  or 
traiji. 

A.  F. 


I  understand  that  it  is  in- 
tended to  make  great  alter- 
ations at  this  station,  but 
it  must  necessarily  be  many 
months  before  these  can  be 
completed,  and  seeing^  that 
there  are  six  trains  booked 
to  stop  during  the  night  to 
attach  and  detach  waggons, 
for  the  safety  of  thxxe 
engaged  in  shunting  opera- 
tions I  suggest  that  a  good 
lamp  should  be  provided 
near  to  the  shunting  neck^ 
and  that  if  possible  Uie 
hand  point  lever  referred 
to  should  be  plaoed  on  the 
west  or  off  side  of  the  back 
siding. 

A.F. 
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Railway. 


Partioulars  of  Aceident,  ko. 


Lanoashibb    and 

TOBKSHIBB— fT<m<. 


Date  of  Accident  —  13th  Jnnnary, 
1902.  Place  at  which  Accident 
happened — Low  Moor.  Name  of 
Person  injured — Isaac  S.  Newton. 
Age  of  Person  injured — 31.  Capa- 
city in  which  employed — Fireman. 
Number  of  booked  working  hours 
per  diem — 12|,  with  1  hour  oflf  for 
meals.  How  long  on  duty  at  time 
of  Accident— 6  hours.  Nature  of 
Injury  —  Right  knee  and  right 
shoulder  injured.    Off  duty  3  days. 

Description  of  Accident  —  On  the 
night  in  question  Newton  booked 
on  duty  with  engine  driver  J. 
Houldsworth  at  5.30  p.m.,  for  the 
purpose  of  taking  engines  from 
the  locomotive  yard  to  the  coal 
stage,  and  after  they  were  coaled 
placing  them  in  position  in  the 
engine  shed.  At  11.30  p.m.,  en- 
gines Nos.  382  and  685  having  been 
coaled,  it  was  arranged  between 
Houldsworth  and  Newton  that  the 
latter  should  take  No.  382  into 
No.  12  shed  road,  and  that  Houlds- 
worth should  take  No.  658  into 
No.  5  shed  roatX.  When  the  engine 
Newton  was  in  charge  of  was  ap- 
proaching the  points  leading  to 
the  shed,  which  can  be  set  for 
either  Nos.  12  or  13  roads,  he 
observed  that  they  were  set  for 
the  latter  road,  and  for  the  pur- 
pose of  reversing  them  he  left  the 
engine  while  it  was  in  motion  and 
ran  forward,  intending  to  regain 
the  engine  after  setting  the  points 
in  proper  position,  but  before 
reaching  them  he  fell  over  the 
lever  of  another  pair  of  points 
fixed  12  yards  eastwards,  and  was 
80  injured  by  his  fall  that  he  was 
not  able  to  regain  the  footplate  of 
engine  No.  382,  with  the  result 
that  it  continued  to  run  forward 
until  it  collided  with  some 
vehicles  standing  in  No.  18  road, 
knocking  one  of  them  off  the  rails 
and  damaging  another  one. 


Date  of  Accident — 1 5th  January,  1902. 
Place  at  which  Accident  happened 
— T^ury.  Name  of  Perpon  injured 
—  William  O'Donnell.  Age  of 
Person  injured — 21.  Capacity  in 
which  employed — Carter,  employed 
by  Mr.  Cox  Bury.  Nature  of  In- 
jury— Hips  bruised. 
j  Description  of  Accident  —  In  this 
case,  when  O'Donnell  and  goods 
porter  William  F.  Shoreman  were 
unloading  some  tripes  from  a 
waggon  standing  in  No.  1  siding 
on  to  a  dray,  eighteen  vehicles 
were  propelled  by  an  engine  into 
the  siding,  and  colliding  with  two 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


RcJcommendatioiiB. 


shows  bad  judgment.  I 
am  of  opinion  that  in  this 
case  shunter  J.  W.  Wil- 
liams is  chiefly  to  blame 
for  the  accident ;  at  the 
same  time,  from  hia  own 
evidence,  I  am  afraid  that 
under  the  circumstances 
guard  F.  D.  Bowden 
shunted  the  waggons  into 
the  siding  at  too  great  a 
speed,  for  which  he  is 
also  to  blame. 

A.F. 


Both  Newton  and  Houlds- 
worth admitted  that  in- 
structions had  been  issued 
forbidding  them  to  move 
engines  from  the  coal 
stage  to  the  engine  shed 
when  there  was  only  one 
man  with,  the  engine,  as 
in  thiB  case,  and  conse- 
quently both  men  are  to 
blajne  for  the  mishap. 


While  the  eighteen  waggons 
were  being  propelled  into 
No.  1  siding  goods  guard 
James  Rostron,  who  was 
in  charge  of  the  operation, 
saw  O'Donneirs  dray 
against  the  waggon  that 
he  and  Shoreman  were 
unloading,  and  also  saw 
them  at  work,  but  beyond 
calling  to  them  "look- 
out** from  a  distance  of 
fully  65  yards  he  took  no 
steps  either  to  stop  his 
driver  or  warn  the  men, 
in  accordance  with  Rule 


From  the  evidence  giyen  ut 
my  inquiry  it  appears  that 
the  practice  of  disregi^rding 
the  instmotions  in  the 
same  manner  as  Newton 
and  Houldsworth  did  Ib  far 
too  general,  and  it  is  to  be 
hop^  that  the  Company 
will  take  steps  to  »tncdr 
enforce  oomplianoe  wilm 
their  instmctiona  before 
serious    aooident 


a    more 
occurs^ 


J.  J.  H. 
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BailwAT^ 


PaiticularB  of  Accident,  &c. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Becomxn^dAtloiiB. 


IcAirOABHIBS      AND 


ooYered  vans  (i.0.,  box  wagg^ons) 
they  were  forced  forward  against 
the  waggon  the  men  were  un- 
loading, with  the  result  that 
O'Donnell  was  thrown  out  of  the 
waggon  into  the  4-foot  way, 
receiving  the  injuries  stated  above  ; 
fortunately  Shoreman  was  only 
knocked  down  on  the  floor  of  the 
waggon,  escaping  in juiy. 


Date  of  Accident — 22nd  January, 
1902.  Place  at  which  Accident 
happened  —  Southport.  Name  of 
Person  inj  ured — Frederick  J.Green- 
wood. Age  of  Person  injured — 38. 
Capacity  in  which  employed — 
Coalman.  Number  of  booked  work- 
ing hours  per  diem — 12,  with  1^ 
hours  off  for  meals.  How  long 
on  duty  at  time  of  Accident — 6^ 
hours.  Nature  of  Injury — Left 
hip  and  right  thigh  injured.  Off 
duty  9  days. 

Description  of  Accident — In  this 
case,  while  a  waggon  was  being 
tow-roped  on  to  the  weighing  ma- 
chine of  the  coal  stage,  Greenwood, 
thinking  it  would  run  too  far,  at- 
tempted to  stop  it  by  placing  his 
hands  on  the  side  of  the  vehicle 
and  pulling  it  back.  While  doing 
so  he  was  caught  between  the 
pillar  supporting  the  water  tank 
and  the  side  of  the  vehicle,  with 
the  result  stated  above. 


Date  of  Accident— 10th  February, 
1902.  Place  at  which  Accident 
happened  —  Cheetham  Hill,  Man- 
chester. Name  of  Person  injured 
— John  Shaw.  Age  of  Person  in- 
jured— 35.  Capacity  in  which  em- 
ployed— Engine  driver.  Number 
of  booked  working  hours  per  diem 
— 8|.  How  long  on  duty  at  time 
of  Accident — 1^  hours.  Nature  of 
injury — Eibs  fractured. 

Description  of  Accident— Shaw  left 
Newton  Heath  engine  sheds  for 
Victoria  Station  for  the  purpose  of 
taking  charge  of  an  engine  with 
which  he  was  to  work  a  passenger 
train  from  Victoria  to  Bury.  On 
reaching  Victoria  he  was  informed 
by  a  station  inspector  that  the  en- 
gine he  required  had  worked  some 
empty  carriages  to  the  Cheetham 
Hill  carriage  sidings,  and  although 
it  was  then  very  foggy  Shaw 
walked  along  the  line  to  that  point. 
On  arriving  at  the  carriage  sidings 
he  was  told  that  the  engine  had 
been  taken  to  the  Newton  Heath 
sheds  for  locomotive  purposes,  and 
Shaw  then  at  once  left  for  Victoria. 
Immediately  he  had  started  on  the 
return  journey,  and  whilst  walking 
foul  of  the  up  main  line,  he  was 
struck  by  a  light  engine,  which, 
owing  to  the  noise  of  a  passenger 
down  train,  he  had  failed  to  hear 
approaching  in  the.  rear,  with  the 
result  stat^. 


112  (a),  and  the  special 
instructions  bearing  on 
the  subject,  a  copy  of 
which  he  had  been  sup- 
plied with ;  Bostrou  is 
therefore  solely  to  blame 
for  the  mishap. 

J.  J.  H. 


It  was  no  part  of  Green- 
wood's duty  to  attempt  to 
stop  the  vehicle. 

The  mis  hap  may  be  attributed 
to  his  excess  of  zeal. 

At  the  same  time,  the  sys- 
tem of  tow-roping  at  this 
place  seems  to  be  unsatis- 
factory, as  while  it  is  being 
performed  a  fireman  gener- 
ally acts  as  driver,  and  he 
is  alone  on  the  engine,  as 
the  person  acting  as  fire- 
man, who  is  generally  an 
engine  cleaner,  has  both  to 
attend  to  the  tow-rope  and 
take  the  sprags  out  of  the 
wheels  of  the  vehicles. 

Further,  the  system  of  sig- 
nalling for  the  engine 
driver  to  stop,  which  is 
done  by  the  coalman  call- 
ing out,  is  not  satisfactory, 
•because  unless  the  latter 
calls  out  very  loudly  his 
call  is  not  heard  by  the 
driver,  consequently  the 
vehicles  are  drawn  too  far, 
as  in  this  case. 


In  this  case  there  was  no 
necessity  for  Shaw  to  have 
left  Victoria  Station,  be- 
cause if  he  had  remained 
there  the  engine  would 
have  been  taken  back  for 
his  use,  or  another  would 
have  been  provided,  but 
even  had  he  been  required 
to  go  to  Cheetham  Hill 
Sidings  there  was  no  reason 
why  he  should  have 
walked  along  the  line,  as 
he  might  easily  have 
reached  that  point  through 
neighbouring  streets,  and 
seeing  that  it  was  foggy 
at  the  time  it  is  surpising 
that  he  should  have  chosen 
such  a  dangerous  route. 

I  am  of  opinion  that  the 
accident  was  due  to  Shawns 
own  want  of  caution. 


There  does  not  appear  to  be 
any  real  necessity  for  tow- 
roping,  and  it  is  so  danger- 
ous an  operation  that  it 
should  either  be  forbidden 
or  only  done  under  excep- 
tional circumstances,  and 
then  only  by  properly  quali- 
fied men,  and  when  two 
men  are  upon  the  engine. 

J.  J.  Ha 


The  trafSio  on  the  section  of 
tiie  line  between  Victoria 
and  Cheetham  Hill  Sidings 
is  very  heavy,  and  for  future 
safety  I  recommend  the 
Company  should  issue  strin- 
gent instructions  against 
eng^nemen  or  others  un- 
neoessarily  walking  over  it. 

A.  F. 


11964 
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Partdcnlara  of  Aocident,  &o. 


ConcluBionB  of  the  Sub- 

Inspector  as  to  the  causes 

of  the  Accident. 


LAKOABHIBB   AND 
TOBKSHIBB-WNm^. 


Date  of  Accident — 10th  February, 
1902.  Place  at  which  Accident 
happened—  Bury,  Knowsley  Street. 
Name  of  Person  injurod--Jo9eph 
Pounder.  Age  of  Person  injured 
— 28.  Capacity  in  which  employed 
— ^Fireman.  Number  of  booked 
working'  hours  per  diem  —  10 J. 
How  loufir  on  duty  at  time  of  Acci- 
dent— 8J  hours.  Nature  of  Injury 
— Contusion  of  left  thigh  and  left 
shoulder. 

Description  of  Accident  —  Pounder 
had  worked  with  the  11.57  a.m. 
passenger  train  from  Manchester 
to  Bury.  On  arriving  at  the 
latter  station  it  was  necessary  for 
the  train  to  be  taken  over  the  west 
cross-over  points,  through  which 
the  carriages  had  to  be  propelled 
to  the  up  platform  ready  to  form 
the  return  train. 

Whilst  the  train  was  being  set  back 
through  the  cross-over  road,  owing 
to  there  being  some  snow  on  the 
rails,  to  prevent  the  engine  wheels 
slipping  it  was  necessary  to  apply 
sand.  The  sand  did  not  act  to  the 
lever  on  the  footplate. and  unknown 
to  the  engine  driver  Pounder  got  on 
the  footstep,  and  whilst  striking 
the  sand  pipe  with  a  hammer  for 
the  purpose  of  clearing  it  he 
collided  with  the  cross-over  disc 
signal,  and  was  knocked  from  his 
position. 


Date  of  Accident— 13th  February, 
1902.  Place  at  which  Accident 
happened — Radcliffe  Bridge.  Name 
of  Person  killed — ^Thomas  Ward. 
Age  of  Person  killed — 25.  Capacity 
in  which  employed — Relief  fog- 
man.  Number  of  booked  working 
hours  per  diem — 10  J.  How  long  on 
duty  at  time  of  Accident — 1  hour 
and  20  minutes. 

Description  of  Accident — Ward  was 
one  of  several  ballast  train  men 
stationed  at  Ramsbottom  appointed 
to  act  as  relief  fogman  at  Radcliffe 
Bridge.  Owing  to  it  having  been 
very  foggy  the  local  platelayers 
had  been  on  duty  all  night,  and  in 
response  to  a  teleprram  sent  in  the 
name  of  the  stationmaster  the 
relief  fogmen  were  sent  from 
Ramsbottom  to  take  their  places. 
On  reaching  Radcliffe  Bridge, 
without  asking  for  instructions, 
the  relief  men  went  direct  to  the 
positions  at  which  they  had  pre- 
viously been  engaged,  but  on  Ward 
reaching  the  station  up  distant 
signal  he  learned  that  owing  to 
the  station  signal  cabin  l^ing 
closed  from  12  p.m.  to  4  a.m.  the 
fogmen  then  on  duty  did  not 
require  relieving,  consequently  he 
left  that  point  with  the  intention 
of  going  to  the  ganger,  who  was 
supposed  to  be  at  a  cabin  in  the 
goods  yard,  for  further  instructions. 
Shortly  after  he  left  the  up  distant 
signal  he  was  found  lying  between 
the  rails  of  the  down  main  line 
having  been  run  over  by  a  passing 
train.    He  died  shortly  afterwards. 


Date  of  Accident — 17th  February, 
1902.  Place  at  which  Accident 
happened  —  Bloomfield  Junction, 
Blackpool.    Name  of  Person  killed 


Reoommendatio: 


There  was  a  good  supply  of 
sand  in  the  sand  box,  but 
it  is  supposed  that  owing 
to  the  snow  and  damp 
the  pipe  had  become 
blocked  up.  This,however, 
did  not  justify  Pounder 
exposing  himself  to  danger 
contrary  to  the  Company^s 
rules,  and  he  must  be  held 
alone  to  blame  for  the 
mishap. 

A.F. 


When  leaving  the  signal 
referred  to  Ward  knew 
that  an  up  goods  train  was 
approaching,  but  owing 
to  the  fog  he  was  unable 
to  see  a  down  passenger 
train  which  paissed  im- 
mediately after  he  left. 
From  the  position  in  which 
he  was  found  there  is  no 
doubt  that  the  deceased 
had  been  walking  along 
the  four-foot  way  of  the 
down  line,  and  that  owing 
to  the  noise  from  the 
passing  up  goods  train, 
together  with  the  heavy 
fog,  he  failed  to  hear  the 
passenger  train  approach- 
ing in  the  opposite  direc- 
tion. Ward  acted  unwisely 
in  walking  in  the  position 
mentioned,  for  which  there 
was  no  necessity,  oonse* 
quently  the  mishap  was 
due  to  want  of  caution. 

A.  F. 


It  is  difficult  to  understand 
why  Day  should  have  got 
BO  near  to  the  loop  lines, 
and    especially    why    he 
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Bailivmy. 


Partictilars  of  Accident,  &o. 


ConclnBions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


ReoommeindationB. 


LAVOASHIBE        JlKD 
TOBKBHIBB— 00^. 


— Christopher  Day.     Age  of  Person 
killed — 25.      Capacity    in    which 
employed— Signal  fitter's  labourer. 
Number  of  booked  working  hours 
per    diem — 10^.      How    long     on 
duty    at    time   of   Accident  —  3^. 
hours. 
Description  of  Accident— For  a  week 
previous  to  the  date  of  the  accident 
Day  and  several    other  men  had 
been    engaged  in  rearranging  the 
point  and    signal    connections   at 
Bloomfield     Junction^    which     is 
situated  about  oOO  yards  south  of 
the  Blackpool  central  station.    In 
connection  with  certain  extensive 
alterations   a  junction  was  made 
between  the  main  and  new  loop 
lines  at  a  point  about  150  yards 
south  of  Bloomfield  Junction  cabin, 
and  to  enable  other  alterations  to 
be  made  on  the  main  line  on  and 
from  the  16th  February  until  the 
special    work  was    completed    all 
trains  going  to  and  from  the  station 
were   worked    through    the   new 
connections  mentioned.    The  next 
morning  a   blacksmith  named    J. 
Newton  and  Day  were  enga<;ed  in 
refixing  some  point  rodn  on  the  off 
side  of  the  then  disused  main  line 
about  60  yards  north  of  the  new 
junction  points,  and  at  about  10..S8 
a.m.    Day   crossed  those  lines  for 
the  purpose  of  getting  another  rod 
ready  for  fixing.    At  that  time  an 
incoming  train    was  approaching, 
and  thinking  Day  might  possibly 
get  foul  of  the  loop  line  the  fire> 
man  sounded  the  engine  whistle  as 
a  warning.    The  train  was  then 
running  about  10  miles  an  hour, 
and  as  it  got  nearer  to  where  Day 
was  standing  the  driver  shouted  to 
him  to  "  Stand  back/*  but  instead 
of  stepping  clear  of  the  loop  line 
he  got  foul,  and  being  struck  by 
the   engine    he    received    injuries 
from  which  he  died  thirteen  days 
later. 


Date  of  Accident — 21  st  February, 
1902.  Place  at  which  Accident 
happened  —  Halifax.  Name  of 
Person  injured — Gilbert  Davenport. 
Age  of  Person  injured — 14.  Nature 
of  Injury — Both  great  toes  frac- 
tured. 

Description  of  Accident — This  youth, 
who  is  employed  by  the  Halifax 
Press  Company,  was  sent  to  the 
station  for  the  purpose  of  convey- 
ing some  parcels  of  newspapers  on 
a  barrow  or  hand  truck.  Accord- 
ing to  his  usual  practice  Daven- 
port, unassisted  by  any  of  the 
station  sta?,  took  the  barrow  from 
the  footbridge  to  the  platform  by 
the  hoist,  but  after  disposing  of 
the  parcels,  and  when  ascending 
in  the  same  hoist,  he  stood  with 
part  of  his  feet  over  the  front  of 
the  cage  with  the  result  that  as 
the  cage,  reached  the  first  cross 
timber  (over  the  gateway)  in  the 
frame  through  which  the  hoist  is 
worked  his  feet  were  crushed  and 
injured  as  stated  above. 


should  have  remained 
there  when  he  saw  the 
passenger  train  approach- 
ing, unless,  although  he 
assisted  in  the  diversion 
of  the  trafilc  the  day  pre- 
vious, he  forgot  that  the 
train  was  running  to  the 
loop  and  stood  aside  for 
the  moment  thinking  it 
was  running  on  the  old 
line.  There  was  certainly 
no  necessity  for  him  to 
have  been  near  to  the 
running  loop  line,  and  in 
this  case  undoubtedly  the 
accident  was  due  to  want 
of  caution  on  the  part  of 
the  deceased. 

A.  F. 


There  are  five  different  hoists 
provided  at  this  station 
for  the  purpose  of  con- 
veying parcels  and  luggage 
to  and  from  the  platforms, 
and  near  to  each  hoist 
at  the  top  and  bottom 
there  are  notices  exhibited 
forbidding  unauthorised 
persons  using  them,  but 
from  the  evidence  given 
at  my  inquiry,  and  from 
my  own  observations,  the 
public  have  used  the  hoists 
with  such  freedom  that 
they  now  appear  to  think 
they  are  not  only  expected 
to  use  them,  but  that  tbey 
have  a  right  to  do  so. 

Undoubtedly  the  youth 
Davenport  is  to  blame  for 
acting  contrary  to  the 
notice  i)osted,  but  in  my 
opinion  the  station  officials 
are  chiefly  to  blame  for 
allowing  such  a  loose  and 
dangerous  practice. 

A.  F. 
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Bailwaj* 


Partdcnlars  of  Accident,  &c. 


Oonolnsions  of  the  Sab- 
Inspector  as  to  the  oaosos 
of  the  Accident. 


BecommeELcUktioiia. 


Lancabhibb        and 

TOBKSHIBS— c^mf. 


Date  of  Accident— 4th  March,  1902. 
Place  at  which  Accident  happened 
— Wakefield.  Name  of  Person  in- 
jured— Thomas  Richardson.  Age 
of  Person  injured — 20.  Nature  of 
Injury — Left  leg  crushed. 

Description  of  Accident— Richardson 
is  employed  by  Mr.  Thomas  Young, 
railway  contractor,  of  Wakefield, 
and  for  six  weeks  previous  to  the 
date  of  accident  he.  with  sixteen 
other  men,  had  been  engaged  io 
relaying  certain  lines  at  Wakefield. 

On  the  morning  in  question  Richard- 
son had  been  assisting  to  replace  a 
crossing  in  the  up  loop  line,  about 
SO  yards  west  of  the  station  plat- 
form. At  about  12.30  p.m.,  after 
that  had  been  finished,  the  men  all 
left  the  crossing  intending  to  go 
to  a  cabin  to  take  their  mid- 
day meal.  Instead  of  at  once  cros- 
sing the  different  sidings  adjoining, 
Richardson  ran  along  the  four-foot 
way  of  tho  same  loop  line  for  the 
purpose,  of  g^etting  his  coat  which 
was  lying  near  to  the  ramp  of  the 
platform,  but  whilst  doing  so,  and 
just  when  he  had  reached  the  plat- 
form, failing  to  notice  that  eight 
empty  coal  waggons  attached  to  an 
engine— which,  owing  to  the  dis- 

Slacement  of  the  crossing,  had  been 
etained  at  the  up  loop  platform — 
were  then  being  set  in  motion  for 
the  purpose  of  being  propelled  to 
the  exchange  sidings,  he  was 
knocked  down  and  his  left  leg  was 
run  over. 


Date  of  Accident— 5th  March,  1903. 
Place  at  which  Accident  happened 
—  Agecroft  Locomotive  Yard. 
Name  of  Person  injured — ^Richard 
0.  Antrobus.  Age  of  Person  in- 
jured— 18^.  Capacity  in  which 
employed— Engine  Cleaner.  Num- 
ber of  booked  working  hours  per 
diem  —  12,  with  li  hours  for 
meals.  How  long  on  duty  at 
time  of  Accident  —  4 J  hours. 
Nature  of  Injury — ^Three  finders 
and  thumb  of  left  hand  injured. 

Description  of  Accident — Antrobus 
was  acting  as  ansistant  to  shedman, 
t.tf.,  engine-driver  H.  Laird.  They 
were  engaged  shunting  in  the 
locomotive  yard,  and  while  doing 
so  they  left  one  waggon  standing 
near  the  foot  of  the  incline  leading 
to  the  coal  stage,  while  the  engine 
was  taken  into  a  siding  for  five 
other  waggons,  which  were  pushed 
steadily  back  against  the  standing 
waggons,  and  as  they  were  being 
olo»^  up  Antrobus  attempted  to 
couple  them  together  with  his 
coupling  pole,  but  failed.  The  im- 
pact, however,  caused  the  standing 
wacgon  to  be  moved  forward  up 
the  incline  about  a  yard,  but 
directly  afterwards  it  ran  slowly 
back  against  the  five  waggons 
which  were  then  at  rest,  and  while 
it  was  doing  so  Antrobus  made 
another  attempt  to  couple  the 
v^icles  together  with  his  coupling 
pole,  when  it  slipped  off  the  end 
link  of  the  waggon  coupling,  caus- 
ing his  left  hand  to  suddenly  fly 
upwards  and  be  caught  between 
the  buffers  of  the  vehicles  when 
they  joined,  with  the  result  stated 
above. 


The  mishap  was  purely  acci- 
dentaL  Antrobus  had 
regularly  been  eng^ed 
with  the  same  work  for 
about  three  months  prior 
to  the  accident,  and  during 
that  time  had  daily  used 
the  coupling  pole  satisfac- 
torily. 

The  shunting  is  not  heavy  at 
this  place. 

J.  J.  H. 


The  engine  and  eight  empty 
coal  waggons  referred  to 
were  en  route  from  the 
locomotive  sheds  to  the 
exchange  siding^,  but  for 
the  reasons  stated  they 
were  detained  for  about 
20  minutes  at  the  up  loop 
platform.  As  soon  as  the 
work  had  been  finished  or 
made  good  for  the  engine 
and  waggons  to  pass  over 
the  crossing  the  fiagman 
so  informed  the  sigpial- 
man,  who,  of  course, 
lowered  the  necessary  fixed 
signal,  and  the  driver, 
knowing  the  line  was 
then  clear,  at  once  set 
the  engine  and  waggons 
in  motion.  Fortunately, 
with  the  assistance  of  an- 
other workman  and  the 
prompt  attention  of  the 
driver  who,  noticing  some- 
thing was  wrong,  at  once 
brought  the  engine  and 
waggons  to  a  stand,  only 
one  empty  waggon  passed 
over  Richardson^B  leg. 

The  accident  was  un- 
doubtedly due  to  the  in- 
jured man's  own  want  of 
caution. 

A.r. 
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Bftilwaj. 


Particulars  of  Accident,  &c. 


Conclusions  of  the  Sub* 

Inspector  as  to  the  causes 

of  tho  Accident. 


Recommendaiious. 


IaAKCABHIBb        and 
TosKBHiBS — eont. 


I 


liOlffDOK  AKD  NOBTH- 
WXSTHBK. 


Date  of  Accident— 6th  March,  1902. 
Place  at  which  Accident  happened 
— Dewsbury.  Name  of  Person  in- 
jured— ^Radcliffe  Dodd.  Age  of 
Person  injured — 27.  Capacity  in 
which  employed — Engine  cleaner, 
acting  as  fireman.  Number  of 
book^l  working  hours  per  diem — 
10.  How  long  on  duty  at  time  of 
Accident — 5U  minutes.  Nature  of 
Injury — Left  hand  cut. 

Description  of  Accident— On  the  date 
in  question  Dodd  with  his  driver, 
P.  Stocks,  booked  on  duty  at  Mir- 
field  at  4.30  a.m.  to  work  the 
5.30  am.  passenger  train  from 
Dewsbury  to  BriirhouBe.  The 
engine  was  taken  light  from  Mir- 
field  to  Dewsbury.  On  arrival 
there,  while  it  was  being  set  back 
to  the  train,  it  was  necessary  for 
Dodd  to  leave  the  footplate  and 
walk  in  front  of  his  engine  to  see 
if  two  pairs  of  points  some  distance 
apart  were  properly  set,  and  while 
doing  BO,  during  a  dense  fog,  he 
stepped  too  near  the  edge  of  the 
turntable  pit  and  fell  in,  his  left 
hand  falling  on  a  piece  of  a  broken 
bottle,  with  the  result  stated  above. 


Date  of  Accident— 8th  March.  1902. 
Place  at  which  Accident  happened 
— Copley.  Name  of  Person  injured 
— Eli  Midgeley.  Age  of  Person 
injured— 81.  Capacity  in  which 
employed — Fireman.  Number  of 
booked  working  hours  per  diem— 
11.  How  long  on  duty  at  time  of 
Accident — 10^  hours.  Nature  of 
Injury — Right  side  injured. 

Description  of  Accident. — Midgeley 
was  working  with  the  2.30  p.m. 
passenger  train  from  Liverpool  to 
Low  Moor.  At  4.15  p.m.,  when 
approaching  Copley  (at  which 
station  the  train  was  not  booked 
to  stop)  all  the  signals  were  at 
danger,  and  engine  •  driver  W. 
Wilkinson  brought  the  train  under 
control  prepared  to  stop  at  the 
home  signal,  but  when  his  engine 
was  witiiin  a  few  yards  of  it  it 
was  lowered  and  he  drew  steadily 
forward  towards  the  advance 
starting  signal.  While  he  was 
doing  so,  at  a  speed  of  about  four 
miles  an  hour,  Midgeley  stepped 
over  the  partition  plate  fixed  at 
the  footplate  end  of  the  tender  for 
the  purpose  of  taking  the  fire-irons 
off  the  holdfast  fixed  on  the  side  of 
the  tender,  and  after  he  had  done 
so,  when  stepping  back  over  the 
partition  plate  to  reach  the  foot- 
plate, his  foot  slipped  and  he  foil 
with  his  right  side  on  the  step 
fixed  in  front  of  the  tender,  so 
injuring  it  as  to  cause  him  to  be 
off  duty  6  weeks. 


Date  of  Accident — 14th  January, 
1902.  Place  at  which  Accident 
happened — Heckmondwike.  Name 
of  Person  injured — George  McVay. 
Age  of  Person  injured  —  37. 
Capacity  in  which  employed — 
Brakesman.  Number  of  booked 
working  hours  per  diem — 10^.  How 
long  on  duty  at  time  of  Accident 
— 8 J  hours.  Nature  of  Injury — 
Left  hand  severely  injured. 


This  mishap  appears  to  have 
been  accidental ;  at  the 
same  time  Dodd  had  only 
a  gauge  glass  lamp  to 
light  the  path  it  was 
necessarf  for  him  to  take, 
and  if  engine  No.  01,  with 
which  he  was  working, 
had  been  supplied  with  a 
proper  hand  lamp  for  his 
use  he  might  have  seen 
the  turntable  pit  in  time 
to  have  averted  the  mis- 
hap. 


From  the  evidence  it  is  clear 
that  a  number  of  engines 
on  this  line  are  not  pro- 
vided with  hand  •  lamps, 
and  even  in  the  case  of  those 
that  are  so  provided  the 
lamps  are  not  fitted  with 
red  or  green  glasses,  and 
it  is  desirable  that  every 
engine  driver,  working 
trains  on  the  main  line, 
should  be  supplied  with  a 
hand  lamp  fitted  with  red 
and  green  glasses  for  use 
in  cases  of  emergency. 

J.  J.  H« 


The  mishap  appears  to  have 
been  accidental. 

J.  J.  H. 


At  the  place  where  this 
accident  happened  the 
lines  are  on  a  curve,  and 
there  being  an  embank- 
ment at  the  east  side  of 
the  up  main  line,  it  was 
necessary  for  McVay  to 
get  out  of  his  brake-van 
at  the  wcot,  i.^.,  6-foot 
side,  between  the  up  and 
down  main  lines,  both  to 


For  future  safety  I  recom- 
mend that  small  ashes  be 
spread  over  the  slag  ballast 
with  a  view  to  prevent 
the  men  from  slipping  and 
falling  while  carrying  out 
Rule  185  {a). 

J.  J.  H. 
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Railway. 


London  and  North- 
Wbstebn — oont. 


Particulars  of  Accident,  kc. 


Description  of  Accident — In  this  case 
McVay  was  working  with  the 
5.25  p.m.  np  goods  train  from 
Leeds  to  Ord^all  Lane,  Manchester. 
On  arrival  at  Heckmondwike  at 
7.5  p.m.  it  was  necessary  for  the 
train  to  he  shnnted  into  the  goods 
yard  and  for  McVay  to  eret  out  of 
his  brake-van  to  see  if  the  points 
were  in  proper  position,  as  directed 
in  Rule  185  (a),  before  signalling 
his  driver  back.  While  the  train 
was  being  steadily  set  back  he 
attempted  to  jump  upon  the  foot- 
step of  his  brake-van  as  it  was 
passing,  when  his  foot  slipped  on  a 
heap  of  loose  ballast  and  he  fell 
with  his  left  hand  on  the  rail,  the 
wheels  of  the  brake  van  i)as8ing 
over  it,  with  the  result  stated 
above. 


Date  of  Accident — 29th  January, 
1902.  Place  at  which  Accident 
happened — Curzon  Street,  Birmin^r- 
ham.  Name  of  Person  injured 
—Michael  Burke.  Age  of  Person 
injured — 56.  Capacity  in  which 
employed  —  Goods  Porter.  Num- 
ber of  booked  working  hours  per 
diem — llf,  with  IJ  hours  off  for 
meals.  How  long  on  duty  at  time 
of  Accident — IJ  hours.  Nature  of 
Injury — Head  and  left  shoulder 
injured. 

Description  of  Accident  —  While 
Burke  was  engaged  wheeling  a 
barrow  containing  sawdust  into  a 
waggon  standing  in  the  cattle  dock 
sidhig,  some  other  waggons  were 
shunted  against  it,  causing  him  to 
be  knocked  down  against  the  side 
of  the  waggon  door,  with  the  result 
stated  above. 


Date  of  Accident — 31st  January.  1 902. 
Place  at  which  Accident  happened 
— Preston  locomotive  yard.  Name 
of  Person  injured  —  Emmanuel 
Hodgkinson.  Age  of  Person  in- 
jured—20.  Capacity  in  which 
employed— Engfine  cleaner.  Num- 
ber of  booked  working  hours  per 
diem— 12,  with  1|  hours  oflf  for 
meals.  How  long  on  duty  at  time 
of  Accident — 4|  hours.  Nature  of 
Injury— Pelvis  fractured. 

Description  of  Accident  —  On  the 
night  in  question  Hodgkinson  was 
engaged  assisting  in  shunting  the 
empty  coal  waggons  from  the  coal 
stage  siding  and  placing  the  loaded 
waggons  in  position  in  that  siding. 
For  this  purpose  he  coupled  engfine 
No.  3127  to  two  load»l  waggons 
standing  in  No.  15  shed  road,  after 
which  he  got  upon  the  footstep  of 
the  engine  to  ride  over  the  points 
leading  to  the  coal  staore  siding. 
While  the  engfine  ^  as  being  drawn 
forwaid  he  was  caught  between 
the  side  of  it  and  a  waggon  stand- 
ing in  what  is  known  as  Hinck- 
man's  siding  (adjoining  No.  15 
road),  with  the  result  that  he  was 
so  injured  that  he  was  still  off 
duty  at  the  time  the  inquiry  was 
held. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


see  the  points  and  for 
signalling  purposes.  To 
aod  to  his  dangers  the 
inside  rail  of  the  down 
main  line  is  5  inches 
higher  than  the  inside  rail 
of  the  up  main  line,  so 
that  even  when  the  ballast 
is  spread  it  lays  in  a  slop- 
ing direction  towards  the 
rail  on  which  he  fell. 
The  mishap  was  chiefly  due 
to  the  slag  ballast  having 
been  allowed  to  lie  in 
heaps  instead  of  being 
evenly  spread. 


No  warning  was  g^ven  to 
Burke  by  Henry  Rock, 
brakesman,  who  was  in 
charge  of  the  shunt,  and 
as  he  was  aware  that  the 
cattle  dock  siding  is  used 
for  loading  purposes  he  is 
to  blame  for  neglecting  to 
carry  out  Rule  No.  112  («), 
which  neglect  was  the 
chief  cause  of  the  accident. 


The  engine  turntable  at  this 
place  is  fixed  so  near  to 
the  west  side  of  Hinck- 
man's  siding  that  if  the 
yehicles  are  left  standing 
in  that  siding  opposite  to 
the  turntable  the  eng^es 
cannot  be  turned,  conse- 
quently they  are  drawn 
forward  and  left  standing 
dangerously  near,  to  the 
exit  from  No.  16  shed  road, 
as  in  this  case. 

This  mishap  was  due  to  the 
faulty  system  of  leaving 
the  waggons  in  Hinok- 
man*s  siding  too  near  the 
fouling  point  of  No.  15 
shed  road,  contrary  to 
Rule  184  (<?). 


RecommendatioiiB. 


\ 


In  order  to  pieTent  farther 
accidents  of  this  nfttnie  it 
is  desirable  that  the  Com- 
pany should  take  stepe  to 
strictly  enforce  oompliaxioe 
with  Rule  112  (a)  by  aU 
concerned  in  future. 

J.  J.  H. 


For  future  safety  it  is  desir^ 
able  that  stops  should  be 
taken  for  Rule  184  (e)  to 
be  strictly  oarried  out  at 
all  times. 

J.  J.H. 
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Boilwaj. 


Partioulars  of  Aooident,  &.G. 


Conclusions  of  the  Sub- 
Inspector  as  to  tho  causes 
of  the  Aooident. 


Beoommand»tloii8. 


LOHDON  AND  NOXTH 


Date  of  Accident— 1st  February,  1903. 
Place  at  which  Accident  happened 
— Soho.  Name  of  Person  injured 
— Thomas  H.  Stanford.  Age  of 
Person  injured  —  25.  Capacity  in 
which  employed — Shunter.  Num- 
ber of  booked  working  hours  per 
diem — Irregular.  How  long  on 
duty  at  time  of  Accident — 8}  hours. 
Nature  of  Injury — Back  strained. 
Off  duty  2  weeks. 

Description  of  Accident — ^At  1 .45  on 
the  morning  in  question  Stanford 
was  engag^  in  shunting  opera- 
tions in  the  *'  Coal  Wharf  "  sidings, 
and  while  running  alongfside  some 
waggons  in  motion,  for  uncoupling 
purposes,  he  caught  his  foot  in  a 
stretcher  bar  and  stumbled,  with 
the  result  stated  above. 


Date  of  Accident  —  14th  February, 
1902.  Placo  at  which  Accident 
happened — Rugby.  Name  of  Per- 
son injured — William  Pittam.  Age 
of  Person  injured  —  21.  Capacity 
in  which  employed  —  Labourer 
(acting  as  Coalman).  Number  of 
booked  working  hours  per  diem — 
12,  with  If  hours  off  for  meals. 
How  long  on  duty  at  time  of  Acci- 
dent— 4i  hours.  Nature  of  Injury 
— Forefinger  of  left  hand  injured. 
Off  duty  2^  days. 

Description  of  Accident — ^At  11  a.m. 
on  ihe  day  in  question  two  wag- 
gons containing  coal,  which  were 
standing  on  the  coal  stage  incline, 
were  required  about  30  yards 
further  northwards  for  unloading 
purposes.  To  get  them  there  one 
end  of  a  tail-chain  was  attached 
to  the  drawbar-hook  of  an  engine, 
which  travelled  along  the  low  level 
line,  and  the  other  end  of  the  tail 
chain  wa3  attached  to  the  axle- 
guafd  of  the  rear  waggon.  After 
the  vehicles  had  been  drawn  into 
position,  and  when  they  were  at  rest, 
Pittam,  while  in  the  act  of  releas- 
ing the  tail-chain,  allowed  it  to 
fall,  on  his  finger,  with  the  result 
stated  above. 


Date  of  Accident— 20th  February, 
1902.  Place  at  which  Aooident 
happened — Bridgewater  Yard,  Ord- 
sall  Lane.  Name  of  Person  injured 
—Joseph  Corfield.  Age  of  Person 
injured — 33.  Capacity  in  which 
employed — Brakesman.  Number  of 
booKed  working  hours  per  diem — 
10.  How  long  on  duty  at  time  of 
Accident — 3^  hours.  Nature  of 
Injury — ^Bight  knee  injured. 

Description  of  Accident. — In  this  case 
Co^eld  was  working  with  the 
10.43  p.m.  coal  train  from  Ellen- 
brook  to  Bridgewater  sidings.  On 
arrival  there  he  ran  forward  to 
uncouple  his  engine,  and  while 
doing  to  he  came  in  contact  with  a 
pieoe  of  wood  resting  on  a  heap  of 
coal,  with  the  result  stated  above. 


Date  of  Accident— 1st  March  1902. 
PlaOe  at  which  Accident  happened 
— Chorley.  Name  of  Person  in- 
jured^^eorge  Edwardson.  Age 
of  Person    injured — 49.    Capacity 


In  this  case,  owing  to  there 
being  a  fence  fixed  at  the 
east  side  of  the  shunting 
neck  only  3  feet  from  the 
running  line,  it  was  ne- 
cessary for  Stanfonl  to 
perform  the  uncoupling 
operations  at  the  opposite 
side  between  the  shunting 
neck  and  up  main  line, 
and  while  doing  so  his 
foot  came  in  contact  with 
a  stretcher  bar. 

Although  the  mishap  appears 
to  have  been  chiefly  due 
to  misadventure,  if  the 
sidings  had  bean  well 
lighted,  instead  of  in  abso- 
lute darkness,  Stanford 
might  have  seen  the 
stretcher  bar  with  which 
his  foot  came  in  contact 
in  time  to  have  prevented 
the  mishap. 


The  mishap  appears  to  have 
been  accidental.  At  the 
same  time  Pittam  was  in- 
experienced with  the  work 
at  which  he  was  engaged. 
Further,  he  had  not  been 
supplied  with  a  copy  of 
the  Company's  rules,  and 
had  to  attend  to  both  ends 
of  the  tail -chain,  as  there 
was  only  one  man  on  the 
engine  while  the  operation 
of  tail-chaining  was  being 
performed. 


The  mishap  was  chiefly  due 
to  Corfleld's  own  want  of 


care. 


J.  J.  H. 


The  abutment  of  the  bridge 
in  question  is  flxed  4  feet 
6  inches  from  the  running 
line  of  the  shunting  neck. 
At  the  time  of  the  mishap. 


From  1  to  1^  honrs'  shnnt- 
ing  takes  place  in  these 
sidQngB  nightly,  and  for 
the  future  saiety  of  the 
men  conducting  it  the 
Company  should  provide 
sufficient  light  to  enable 
them  to  see  to  do  their 
work. 

Jt  J.  H. 


There  does  not  seem  to  be 
any  real  necessity  for  tail- 
chaining  at  this  place,  and 
it  shoidd  either  be  for- 
bidden or  arrangements 
made  for  it  being  done  by 
properly  qualified  men,  and 
only  when  two  men  are 
upon  the  engine. 

J.  J.  H. 
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Fully  four  hours'  shnnting 
takes  place  nightly  in 
these  sidings,  ana  for 
future  safety  it  is  desira- 
ble  that    some   qualified 
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Bailwaj. 


London  and  Nobth* 

WESTEBN— 0Oft<. 


Partionlare  of  Aooident,  kc. 


Conolusionfl  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


BecommflndAtioiifl. 


in  which  employed — Brakesman. 
Number  of  bpoked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident — ^  hours. 
Nature  of  injury — Right  arm  in- 
jured. 
Description  of  Accident — Edwardson 
w^as  working  with  the  8.40  p.m. 
goods  train  from  Blackburn  to 
Round  House,  and  during  shunting 
operations  at  Chorley  at  7  p.m., 
while  attempting  to  uncouple 
some  waggons  in  motion  with  his 
coupling  pole  it  caught  the  draw 
bar  of  one  of  the  waggons,  and 
after  rebounding  became  fast 
against  the  upright  at  the  end  of 
the  vehicle,  and  before  he  could 
release  it  the  other  end  came  in 
contact  with  the  abutment  of  a 
bridge,  with  the  result  that  Ed- 
wardson was  injured,  as  stated 
above. 


Date  of  Accident — 1st  March,  1902. 
Place  at  which  Accident  happened 
— LongBight.  Name  of  person 
injured — Harding  Hunter.  Age  of 
person  injured — 37.  Capacity  in 
which  employed — Engfine  Turner. 
Number  of  booked  working  hours 
per  diem — 12,  with  one  hour  off 
for  meals.  How  long  on  duty  at 
time  of  Accident — 8  hours.  Nature 
of  injury — Right  hand  injured. 

Description  of  Accident — The  engfine- 
men  working  trains  take  their 
engines  into  the  locomotive  yard, 
and  after  placing  them  in  the  coal 
stage  road  leave  them  for  the 
eng^e  turners  to  deal  with.  The 
latter  then  place  them  in  position 
to  ooal  and  afterwards  where  they 
are  required  in  the  ennne  shed. 
In  this  case  Hunter  had  placed  four 
engines  in  position  to  coal,  and 
when  about  to  move  tank  engine 
No.  115,  after  it  had  been  ccNded. 
the  coalman  could  not  get  the  coal 
tip  to  rise  owing  to  its  being 
jammed  against  the  tool  box,  and 
while  Hunter  was  attempting  to 
push  it  up  with  his  hand  the  engine 
was  moved,  with  the  result  that  his 
right  hand  was  caught  between  the 
cab  of  the  engine  and  the  coal  tip, 
and  so  injured  as  to  cause  him  to 
be  off  duty  16  days. 


Date  of  Accident — 6th  March,  1902. 
Place  at  which  Accident  happened 
— Soho.  Name  of  Person  killed 
— William  Joseph  Cope.  Ajfe  of 
Person  killed  —  32.  Capacity  in 
which  employed  —  Goods  Porter. 
Number  of  booked  working  hours 
per  diem — 12,  with  1^  hours  off  for 
meals.  How  long  on  duty  at  time 
of  Accddent — 9  hours  40  minutes. 

Description  of  Accident — The  goods 
shed  at  Soho  holds  nine  waggons. 
In  this  case  there  was  a  space  of 
about  IS  inches  between  the  fifth 
and  sixth  waggons.  While  the 
deceased   and     two    other    goods 


Edwardson,  owing  to  the 
lines  being  oi:  a  curve,  and 
an  overbridge  obstructing 
the  view,  was  unable  to 
see  his  driver  for  signal- 
ling purposes,  and  as  he 
was  working  alone  he  had 
to  give  the  necessary  sig- 
nal by  different  codes  of 
whistling. 
In  this  case,  after  giving  the 
set  back  whistle,  he  was 
anxious  to  uncouple  as 
quickly  as  possible,  be- 
cause after  doing  so,  as 
the  line  is  on  a  falling 
gradient  of  1  in  60  to- 
wards the  sidings,  it  was 
necessary  for  him  to  attend 
to  the  brakes  of  the  vehi- 
cles to  prevent  them  com- 
ing into  violent  contact 
with  other  vehicles  stand- 
ing in  the  sidings.  The 
accident  appears  to  have 
been  chiefiy  due  to  Ed- 
wardson having  to  perform 
the  whole  of  the  shunting 
operations  alone. 


The  mishap  was  due  to  the 
engines  standing  in  the 
coal  stage  road  being 
moved  wi&out  any  warn- 
ing, but  I  was  unable  to 
ascertain  who  moved 
them. 

J.  J.  H. 


The  shunter,  John  Currie, 
who  was  responsible  for 
the  moving  of  the  wag- 
gon, is  solely  responsible 
for  this  accident.  He 
fully  admits  that  he  neg- 
lected to  give  the  necessary 
warning  as  directed  in 
Rule  112  (a),  and  for  his 
n^lect  he  has  been  dis- 
missed the  servioe. 

J.  J.  H. 


peraomhonld  be  appdnfted 
to  assiBt  the  bnkemen 
with  the  uomMimjf  ihiiiit- 
in,op«ati«n..     ^^^^^ 
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Railway. 


Particulars  of  Accident,  &c. 


Conclasions  of  the  Sub- 

Inspector  as  to  tho  causes 

of  the  Aocident. 


ReGdmmendationp. 


IiOirOOlf  AVD  NOBTH-  I 
WkSTBBN— 0OM^. 


porters  were  enga^ired  tying  down 
the  sheet  covering  the  latter  wag- 
gon, the  wa^-gons  were  closed  up 
by  an  engine  and  Cope  was  caught 
between  the  buffers  of  the  vehicles 
and  killed. 


Date  of  Aocident— I2th  March,  1902. 
Place  at  which  Accident  happened 
— Bolton.  Name  of  Person  injured 
—  Frederick  Hodgfson.  Age  of 
Person  injured — 28.  Capacity  in 
which  employed  —  Goods  Porter. 
Number  of  booked  working  hours 
per  diem — 12,  with  I4  hours  off  for 
meals.  How  long  on  duty  at  time 
of  Accident — 11  hours.  Nature  of 
Injury — Right  leg  bruised. 

Description  of  Accident— On  arrival 
of  the  goods  train  at  Bolton  the 
engines  are  uncoupled,  after 
which  the  waggons  are  allowed  to 
run  by  gravitation  into  the 
different  sidings. 

In  this  case  a  waggon  was  allowed 
to  run  into  No.  13  siding  and  come 
in  contact  with  ten  vehicles  stand- 
ing there  with  such  violence  as  to 
drive  them  forward  and  move  the 
waggon  at  which  Hodgson  was 
engaged,  loading  empty  carboys, 
about  12  yards,  with  the  result 
that  one  of  the  carboys  struck  his 
right  leg,  so  injuring  it  as  to  cause 
him  to  be  off  duty  for  one  week. 


Date  of  Aocident— 16th  March,  1902. 
Place  at  which  Accident  happened 
— Eirkless  Hall  sidings,  near  Rose 
Bridge  Junction.  Name  of  Person 
killed— Henry  A.  Gubbins.  Age 
of  Person  killed— 29.  Capacity  in 
which  employed— Brakesman,  act- 
ing as  Shunter.  Number  of  booked 
working  hours  per  diem — 8.  How 
long  on  duty  at  time  of  Accident- 
s' hours. 

Description  of  Aocident — In  this  case 
the  deoeased  was  working  with  a 
shunting  engine  on  the  minend 
branch  between  Springs  branch 
and  Monks  Hall  colliery.  On 
arrival  at  Eirkless  Hall  sidings  at 
about  1.15  a.m.,  he  uncoupled  nine 
waggons  from  the  engine  and 
loose  shunted  them  up  a  rising 
gradient  of  1  in  30  into  what  is 
known  aa  the  **Hindley  Road" 
siding,  and  although  four  sprags 
were  plaoed  in  the  wheels  of  the 
v^des,  after  the  engine  left  them 
they  oommenoed  to  run  down  the 
incline,  and  for  the  purpose  of 
bringing  them  to  rest  he  attempted 
to  place  another  sprag  in  one  of 
the  waggon  wheels,  and  while 
doing  so  he  fell  over  the  siding 
rail  underneath  the  vehicles  and 
was  run  over  and  killed. 


Date  of  Accident— 30th  March,  1903. 
Place  at  which  Accident  hap- 
pened— ^Wolverhampton.  Name  of 
rerson  injured— James  Coad.  Age 
of  Person  injured — 15.  Capacity 
in  which  employed  —  Inspector. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident— 4 1  hours. 
Nature  of  Injury — Right  leg  run 
over. 


The  mishap  appears  to  have 
been  due  to  the  faulty 
system  by  which  the  men 
have  been  permitted  to 
allow  the  waggons  to  run 
down  the  falling  gradient 
into  the  different  sidings 
without  proper  warning 
being  given  to  the  men 
engaged  loading  or  un- 
lofuiing  waggons  at  rest 
in  the  sidings,  as  directed 
in  Rule  112  (a). 


Although  the  mishap  ap- 
pears to  have  been  acci- 
dental, if  the  place  had 
been  well  lighted,  instead 
of  in  absolute  darkness, 
the  deceased  might  have 
seen  the  rail  over  which 
he  fell  in  time  to  have 
prevented  the  accident. 


At  the  time  of  the  mishap 
alterations  were  in  pro- 
gress in  connection  wiUi 
lowering  the  lines  five 
inches,  and  the  watenvalve 
cover  was  that  distance 
above  the  ballast.  The 
work  having  been  00m- 
pleted,  the  water  valve 
cover  has    been   lowered 


As  other  acoidente  have  00- 
curred  at  this  station  from 
similar  causes,  and  as  it 
was  admitted  in  evidence 
that  it  was  not  the  praotioe 
to  warn  the  men  engaged 
lofiding  or  unloading  goods, 
in  aocordance  with  Rule 
112  (a),  it  is  to  be  hoped 
that  the  Company  will 
take  steps  for  this  rule  to 
be  strictly  adhered  to  in 
future,  so  as  to  prevent 
other  aocidents  of  this 
nature. 

J.  J.  H. 


It  appears  from  the  evidence 
that  three  hours'  shunting 
is  necessary  nightly  at  this 
place,  and  for  future  safety 
it  is  desirable  that  sufficient 
light  should  be  provided 
to  enable  the  men  to  see 
to  do  their  work.  Further, 
instructions  might  with 
advantage  be  imued  that 
the  waffgons  must  not  be 
nnooupled  from  the  engine 
on  this  steep  incline  until 
they  have  been  properly 
secured. 

Jt  J«  Ha 
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Railway. 


Particulars  of  Aocident,  &c. 


Conolasiong  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


RecommendatioziJi. 


London  and  North- 

WB8TEBK-— C(m^. 


London  and  South- 
Westebn. 


Description  of  Accident  —  In  this 
case  Coad  was  at  the  up  main  side 
of  the  passenger  station  when  he 
saw  the  10.35  p.m.  down  goods 
train  from  Ettingshall  Road  to 
Bnshbury  shunting,  and  he  crossed 
over  the  lines  to  get  the  necessary 
pai-ticulars  respecting  that  train, 
which  was  being  drawn  along  the 
down  platform  line.  While  doing 
so,  and  when  walking  quickly 
alongside  the  train  examining  the 
waggon  labels,  he  caught  his  foot 
against  the  cover  of  a  water  valve, 
which  is  11^  inches  square  and  is 
fixed  in  the  six-foot  way  between 
the  down  platform  line  and  the 
adjoining  siding,  with  the  result 
that  he  fell  with  his  right  leg 
across  the  rail,  where  it  was  run 
over  by  the  waggons  and  so  injured 
that  it  had  to  be  amputated. 


Date  of  Accident  —  llth  January, 
1902.  Place  at  which  Accident 
happened«-Nine  Elms  Goods  Sta- 
tion. Name  of  Person  injured — 
Henry  Giles.  Age  of  Person  in- 
jured— 56.  Capacity  in  which 
employed — Goods  Shed  Labourer. 
Number  of  booked  working  hours 
per  diem — 11.  How  long  on  duty 
at  time  of  Accident— 54  hours. 
Nature  of  Injury — Thumb  on  left 
hand  crushed. 

Description  of  Accident — Two  wag- 
gons were  being  towed  by  capstan 
along  the  Granary  "  through  line." 
The  firnt  had  to  be  stopped  on  a 
turntable  for  working  into  a  dock 
siding.  It  was  Giles'  duty  to 
scotch  the  waggon  in  position  on 
the  *' table,*'  but  when  he  was 
placing  the  "sprag"  in  front  of 
the  leading  wheel  of  the  first  wag- 
gon, which  had  been  detached  from 
and  had  run  a  short  distance  ahead 
of  the  second,  the  latter  clpsed  up 
sharply,  causing  the  outer  end  of 
the  sprag  to  rise,  with  the  result 
that  his  thumb  was  crushed  as 
stated.  Giles  was  off  duty  a  month. 


Date  of  Accident — 18th  January, 
1902.  Place  at  which  Accident 
happened — Haslemere.  Name  of 
Person  injured — James  Try  home. 
Age  of  Person  injured — 55.  Ca- 
pacitor in  which  employed — i^oods 
Guard.  Number  of  booked  work- 
ing hours  per  diem — 8^.  How  long 
on  duty  at  time  of  Accident — 3^ 
hours.  Nature  of  Injury— Muscles 
of  right  arm  strained. 

Description  of  Accident — ^Tryhome 
was  working  in  charge  of  the 
2.25  a.m.  goods  train  from  Nine 
Elms  to  Eastleigh.  The  train 
arrived  at  Haslemere  at  5.55  a.m., 
at  w<hich  station  there  were  wag- 
gons: to  attach  and  others  to  detach. 
At  fllbout  6.5  a.m.,  when  crossing 
from;  the  up  main  line  for  the 
purpbee  of  givi)ig  an  electric  signal 
to  the  signalman  from  a  plunger 
placed  at  the  north  end  of  the 
down  platform,  in  stepping  over 
the  off  side  rail  of  tiie  down  line 
he  placed  his  foot  close  to  the 
trunking  which  covers  some  point 
rods,'  and  in  taking  the  next  step 
he  tripped  and  fell  on  the  trunking, 
causing  injury  to  his  right  arm, 
which  necessitated  his  htvag  off 
duty  three  weeks. 


and  the  ballast  brought 
up  to  a  level  with  the  top 
of  it. 
The  accident  appears  to 
have  been  chiefly  due  to 
the  water  valve  being  so 
badly  exposed  and  being 
left  unprotected. 

J.  J.  H. 


In  using  a  "sprag"  for 
Rcotchhxg  purposes  Giles 
was  acting  according  to 
the  usual  practice  at  Nine 
Elms,  which  in  my  opinion 
is  dangerous  and  was  the 
cause  of  this  accident. 


It  was  dark  at  the  time  of 
the  mishap,  consequently 
Tryhome  could  not  see 
the  position  of  t^e 
trunking  over  which  he 
stumbled.  I  am  therefore 
of  opinion  that  the  acci- 
dent was  dne  to  misadven- 
ture. 


For  future  safety  1  snggest 
that  for  Bootohj^  waggOEOB 
as  in  this  case,  which 
practice  is  very  general  in 
goods  sheds,  proper  hand 
scotches  as  used  by  other 
Companies  should  be  pro- 
vided. 

A.  P. 


The  night  shunting  at  the 
point  in  question  is  only 
very  light,  so  that  I  do  not 
think  the  Company  could 
be  reasonably  a^ced  to  pro- 
vide a  fixed  light,  but  at 
the  same  time,  for  future 
safety,  I  suggest  that  in- 
structions should  be  given 
that  wherever  trunk&g'  is 
provided  the  path  should 
always  be  kept  level  with 
the  top  of  the  timbers. 

A.  P. 
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Particnlars  of  Accidenti  &c. 


London  Bbiohton 
AND  South  Coast. 


Midland 


Date  of  Accident — 10th  January, 
1902.  Place  at  which  Accident 
happened — Hove.  Name  of  Per- 
son injured — John  Sadler.  A^e  of 
Person  injured— 20.  Capacity  in 
which  employed — Carter,  employed 
hy  Mr.  Jupp,  Com  Merchant,  Hove. 
Nature  of  Injury — Elbow  injured. 
Off  daty  5  days. 

Description  of  Accident — At  12.20 
p.m.  on  the  day  in  question,  while 
Sadler  was  engaged  removing 
sacks  of  com  f  roni  a  box  waggon 
into  his  van,  the  vehicles  standing 
east  of  the  waggon  he  was  engaged 
in  unloading  were  pushed  west- 
ward, causing  the  latter  vehicle  to 
be  moved,  with  the  result  that  he 
fell  and  injured  his  elbow. 


Date  of  Accident  —  5th  January, 
1902.  Place  at  which  Accident 
happened  —  Cbaddesden  sidings, 
Derby.  Name  of  Person  injured — 
Samuel  Wright.  Age  of  Person 
injured — 23.  Capacity  In  which 
employed  —  Pointholder.  Number 
of  booked  working  hours  per  diem 
— 12.  How  long  on  duty  at  time 
of  Accident — II4  hours.  Nature 
of  Injury— Left  side  injured.  Off 
duty  10  days. 

Description  of  Accident — At  6..B0  on 
the  morning  in  question  Wright, 
after  reversing  a  pair  of  points  for 
No.  16  siding,  hurried  northwards 
to  reverse  another  pair  of  points 
for  a  shunt  of  waggons  to  run  into 
No.  6  siding,  and  while  doing  so  he 
caught  his  foot  under  the  point 
rod  working  No.  16  points  and  fell 
on  to  the  point  lever,  with  the  re- 
sult stated  above. 


Date  of  Accident  —  16th  January, 
1902.  Place  at  which  Accident 
happened— Toton  sidings.  Name 
of  Person  killed — George  Richards. 
Age  of  Person  killed — 47.  Capa- 
city in  which  employed  —  Gas- 
fitter^s  Labourer.  Number  of 
booked  working  hours  per  diem — 
11^,  with  1}  hours  off  for  meals. 
How  long  on  duty  at  time  of 
Accident— 8f  hours. 

Description  of  Accident  —  On  the 
afternoon  in  question  the  deceased 
and  gas-fitter  John  Stevenson  were 
engaged  laying  gas-pipes  from  a 
lamp  fixed  between  Nos.  1  and  2 
up  sidings  to  the  main  pipe  west 
of  the  running  line  leading  from 
the  up  bank  sidings  to  No.  1  up 
independent  line.  While  connect- 
ing two  pipes  it  was  necessary  for 
both  men  to  stand  in  a  stooping 
position  in  a  hole  about  18  inches 
deep,  and  for  the  deceased  to  stand 
with  his  back  towards  the  running 
line  mentioned,  upon  which  a  light 
engine  was  travelling,  with  the 
result  that  the  life  guard  of  the 
engine  caught  the  deceased's  coat 
and  threw  him  on  the  rail  in  front 
of  the  leading  wheel  of  the  engine, 
by  which  he  was  run  over  and  in- 
stantly killed. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recommendations. 


The  responsibility  for  the 
mishap  rests  with  goods- 
g^uard  James  Adams,  who 
frankly  admits  that  he 
neglected  to  warn  Sadler 
as  directed  in  Rule  112  (a). 


For  future  safety  the  Com- 
I  pany  should  impress  upon 
all  concerned  the  necessity 
of  strict  compliance  at  all 
times  with  the  important 
rule  quoted. 

J.  J.  H. 


Extensive  alterations  were 
being  made  at  the  time  of 
the  mishap  at  Chaddesden 
sidings.  Wright  had  to 
work  six  pairs  of  what  are 
known  as  "  throw-over " 
points,  the  rods  of  which 
were  exposed  from  the 
running  line  to  the  point 
levers  which  are  a  short 
distance  from  each  other. 

The  mishap  was  chiefly  due 
to  the  point  rods  being  so 
badly  exposed. 


Ganger  Albert  Preston  and 
three  men  had  for  about 
one  year  been  engaged 
with  the  alterations  which 
had  been  made  in  and 
about  the  extensive  sid- 
ings at  Toton.  and  when 
it  was  necessary  for 
Stevenson  and  the  de- 
ceased to  lay  new  gas- 
pipes  Preston  and  his  men 
accompanied  them  for  the 
purpose  of  excavating  the 
ballast  and  filling  it  in 
as  the  pipes  were  laid. 
Ganger  Preston,  in  using 
the  discretion  given  to 
him  in  Rule  273  (/),  had 
never  appointed  a  look-out 
man  to  look  after  the 
safety  of  any  of  the  men, 
undertaking  to  act  as 
look-out  man  himself.  In 
this  case  he  was  within  15 
yards  of  the  deceased  at 
the  time  of  the  accident, 
but  as  he  stood  between 
Nos.  1  and  2  up  sidingfs  his 
view  of  him  was  hidden 
by  wtkggona  travelling 
along  the  former  siding. 
Hawever,  if  Preston  hiMl 
carried  out  Rule  278(a), 
as  he  ought  to  have  done, 
and  8to<^  between  No.  1 
siding  and  the  running 
line  and  kept  a  proper 
look  out  he  could  have 
seen    the     light    engine 


The  point  levers  and  rods  are 
only  temporarily  placed  in 
their  present  position,  as 
all  points  in  ^e  vicinity 
will  shortly  be  worked 
from  two  signal  cabius 
which  are  bemg  built  as 
quickly  as  possible,  and  I 
was  assured  by  the  Com- 
pany's representatives  that 
as  soon  as  it  is  practicable 
the  whole  of  the  point  rods 
will  either  be  protected 
with  side  timbers  or  covered 
in,  and  the  ballast  brought 
up  to  a  level  with  the  top 
of  the  timbers  or  boxing  as 
the  case  may  be. 

J.  J.  H. 


For  future  safety  I  am  of  the 
opinion  that  in  all  such 
busy  yards  as  Toton  a  look- 
out man  is  necessary  to 
protect  the  gas-fitters  and 
their  labourers  while  at 
work  on  or  near  to  the 
running  lines  and  sidings, 
as  they  cannot  perform 
their  duties  and  at  the 
same  time  keep  a  proper 
look-out  for  their  own 
safety. 

They  should  also  be  supplied 
with  a  copy  of  the  Com- 
pany's rules  in  accordance 
with  Rule  (47a). 

J.  J.  H. 
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RBPORTS  OP  SUB-INSPECTORS  OF  RAILWAYS  ON  ACCIDENTS — continued. 


Railway. 


"M-lDhAlSD^mcont, 


Particulars  of  Acddent,  &c. 


Conclusioos  of  the  Sab- 
Inspector  as  to  the  causes 
of  the  Accident. 


Date  of  Accident  —  19th  January, 
1902.  Place  at  which  Accident 
happened  —  Royston  Junction. 
Name  of  Person  injured — Henry 
White.  Apfe  of  Person  injured — 
49.  Capacity  in  which  employed — 
Engine-driver.  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident — 
B^  hours.  Nature  of  Injury — Head 
and  left  shoulder  injured.  Off  duty 
10  days. 

Description  of  Accident. — White  was 
working  with  the  12.20  a.m.  up 
goods  train  from  Leeds  to  Derby, 
and  when  approaching  Royston 
Junction  he  left  the  footplate  of 
his  engine  while  it  was  in  motion 
and  went  to  the  top  of  the  tender 
for  the  purpose  of  ascertaining  the 
quantity  of  water  in  the  tank. 
After  doing  so,  when  in  the  act  of 
returning  to  the  footplate,  his  head 
came  in  contact  with  a  signal  girder 
(upon  which  the  two  up  £stant 
signals  worked  from  Royston  Junc- 
tion are  fixed),  with  the  result  that 
he  was  knocked  down  on  to  the  top 
of  the  tank  lid  and  iajured  as 
stated  aboTe. 


ReoommendationB. 


approaching  in  time  to 
have  prevented  the  acci- 
dent. The  responsibilitiy 
for  the  mishap  rests  wit^ 
Preston  for  neglecting  to 
carry  out  the  important 
rule  mentioned.  Steven- 
son was  in  no  way  to 
blame.  He  was  not  sup- 
plied with  a  copy  of  the 
rules,  and  did  not  hear 
the  light  engine  by  which 
the  deceased  was  caught 
owing  to  the  noise  made 
by  an  engine  and  van 
passing  on  No.  2  indepen- 
dent line. 


The   Company  have    issued 
instruction!  as  follows  : — 

•*  Notice  to  Drivers 
"  AND  Firemen. 

'*  Precautions  to  be  taken 
"  to  Prev(nt  Injury  by  eom- 
"  ing  in  contact  with  Over- 
*•  bridges,  S:e. 

•*  I  regret  to  find  that 
**  serious  accidents  have 
"  rec  ently  occurred  to 
•*  Drivers  and  Firemen 
**  owing  to  tbeir  inad- 
"  vertently  standing  up 
'*  when  going  on  to  the 
**  top  of  the  tenders  and 
**  coming  in  contact  with 
•*  overbridges,  &c. 

"  Drivers  and  Firemen 
"should  avoid  going  to 
*'  the  top  of  the  tenders 
**  while  their  engines  are 
**  in  motion*  unless  it  is 
absolutely  necessary, 
"and  when  it  is  neces- 
**sary  they  should  exer- 
"  cise  great  care  and  stoop 
**  sufficiently  to  clear 
**  the  overbridges,  hignai 
**  girders  and  other  struc- 
**  tures  under  which  the 
"engines    may    have  to 


u 


"  pass." 


Rule  24a  of  the  Company's 
Rule  Book  warns  all 
servants  of  the  Company 
not  to  expose  themselves 
to  danger : — 

**  Drivers  and  Firemen 
**  are  hereby  requested  to 
**take  such  precautions 
**at  all  times  as  will 
"ensure  them  from  risk 
"of  injury." 

It  appears  that  the  train 
White  was  working  had 
been  stopped  at  almost 
every  signal  cabin  between 
Leeds  and  Normanton,  and 
shunted  twice  at  the  latter 
station  for  other  trains  to 
pass,  consequently  more 
water  had  l^en  UFed  than 
usual,  and  he  considered 
it  absolutely  necessary  to 
examine  his  water  when 
approadiing  Royston 
Junction,  so  as  to  decide 
whether  to  stop  at  Cud- 
worth  for  a  supply  or  to 
go  forward  to  Masbro*, 
where  he  was  booked  to 
stop  to  get  it. 

The  under  portion  of  the 
signal  girder  in  question 
is  14  feet  I  inch  above  rail 
level,  and  projects  slighUy 
over  the  up  goods  line, 
upon  which  White's  engine 
was  running.  There  is 
ample  space  for  the  signal 
post    and    girder    to    be 


I  was  informed  by  the  Com- 
pany's representative  that 
water  gauges  have  been 
fitted  at  the  footplate  end 
of  the  tender  of  this  engine, 
and  it  is  to  be  hoped  that 
no  time  will  be  lost  in 
similarly  fitting  all  the 
tenders,  so  tJiat  the  men 
may  see  at  a  glance  from 
the  footplate  what  water 
the  tender  contains  Without 
incurring  the  risk  of  climb- 
ing on  to  the  top  of  the 
tender  for  that  purpose. 

J.  J.  H. 
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REPORTS  OP  SUB-INSPECTORS  OP  RAILWAYS  ON  ACOIDKNTS — continued. 


Railway. 


Midland — eoui. 


Particulars  of  Accident,  &c. 


Oonclasions  of  the  Sub- 
Inspector  aa  to  the  oauaes 
of  the  Accident. 


Date  of  Accident— 24th  January,  1902. 
Place  at  which  Accident  happened 
— ^Eettering.  Name  of  Person  in- 
jured— Jolm  Blake.  Age  of  Person 
injured — 38.  Capacity  in  which 
employed  —  Shunter.  Number  of 
booked  working  hours  per  diem — 
10.  How  long  on  duly  at  time 
of  Accident — 8  hours  50  minutes. 
Nature  of  Injury — ^Right  leg  run 
over  and  subsequently  amputated. 

Description  of  Accident — On  the 
night  in  question  shunter  P.  J. 
NichoUs  was  working  with  a 
shunting  engine  in  the  up  goods 
yard,  and  at  about  6.15  p.m.,  when 
nine  waggons  were  attached  behind 
the  engine,  he  attempted  to  "fly 
shunt"  the  rear  vehicle  into  the 
crane  siding.  Por  this  purpose 
the  engine  was  run  along  the 
shunting  neck,  and  when  the  last 
vehicle  was  approaching  the  points 
leading  to  the  crane  siding  NichoUs 
attempted  to  uncouple  it  with  his 
oouplhig  pole  while  running  along- 
side the  vehicle  when  the  driver 
slackened  speed,  but  failed  to  do 
so.  The  vehicles  were  then  set 
back  to  mi^  the  fly  shunt,  ani 
Blake  (who  had  seen  Nicholls  fail 
to  get  the  coupling  off)  got  inside 
an  empty  carriage  truck  next  to 
the  rear  waggon  for  the  purpose  of 
performing  the  uncoupling  opera- 
tion, and  when  the  driver  reduced 
speed  for  this  to  be  done  he  threw 
the  coupling  off  and  called  to 
Nicholls  ''  Right."  Nicholls  then 
sigfnalled  the  driver  qaickly  for- 
ward, but  as  the  latter  did  not 
immediately  start  ahead  Blake 
thought  he  had  not  seen  the  signal, 
and  he  raised  himself  up  from  the 
bottom  of  the  vehicle  because  he 
observed  at  that  moment  that  his 
knees  were  in  a  pool  of  water,  and 
while  resting  his  hands  on  the  end 
of  the  vehicle  it  was  drawn  ahead 
quicklv,  causing  Blake  to  be  thrown 
over  tne  end  of  it  into  the  four- 
foot  way  with  his  right  leg  on  the 
rail,  where  it  was  run  over  by  the 
waggon  which  had  been  uncoupled, 
wiUi  the  result  stated  above. 


Date  of  Accident — 31  st  January,  1902. 
Place  at  which  Accident  happened 
— Sheepbridge.  Name  of  Person 
injured — ^Thomas  Sheppard.  Age 
of  Person  injured — 23.  Capacity 
in  which  employed  —  Shunter. 
Number  of  booked  working  hours 
per  diem — 8.    How  long  on  duty 


moved  further  from  the 
running  line,  and  this 
might  with  advantage  be 
done,  as  it  is  clear  from 
the  evidence  that  the 
enginemen  on  this  line 
are  in  the  habit  of  going 
on  to  the  top  of  the  tender 
for  the  same  purpose  as 
White  did. 

am  of  the  opinion  that 
White  might  have  ex- 
amined his  water  while 
the  engine  was  at  rest  at 
Normanton,  and  having 
neglected  to  do  this 
the  responsibility  for  the 
mishap  rests  with  himself. 


It  was  no  part  of  Blake's 
duty  to  assist  with  the 
**  fly  shunting,"  as  Nicholls 
was  running  alongside 
the  vehicles  with  the  pur- 
pose of  uncoupling  with 
his  coupling  pole,  but  as 
he  had  failed  to  get  the 
coupling  pole  off  by  that 
means  at  the  first  attempt, 
probably  owing  to  the 
buffers  of  the  carriage 
truck  being  so  long,  Blake 
thought  he  would  be  in  a 
better  position  to  get  the 
coupling  off  with  his 
hands  while  lying  on  the 
bottom  of  the  carriage 
truck. 

To  my  mind  the  primary 
cause  of  the  mishap  was 
fiy  shunting,  which  is 
done  to  avoid  the  few 
minutes  delay  that  would 
be  caused  whilst  the 
engine  was  running  round 
the  vehicle.  This  practice 
is  far  too  general  at  this 
place,  although,  so  far  as 
siding  connections  are 
concerned,  there  is  no 
ne<»ssity  for  it. 


{ 


Recommendations. 


The  siding  in  which  the 
points  in  question  are 
fixed  belong  to  the  Sheep- 
bridge  Coal  and  Iron  Com- 
pany. In  addition  to  the 
point  rod  being  badly  ex- 
posed, the  sleeper  ends  are 
in    a    similar    condition. 


There  is  no  rule  authorising 
"fiy  shunting"  nor  pro- 
vision made  as  to  how  it 
should  be  performed. 

The  practice  is  contrary  to 
the  spirit  of  Rule  24  (a), 
and  is  so  hazardous  that  it 
should  bestrictly  forbidden, 
especially  in  the  dark,  as 
in  this  case. 

V.  J.   Ha 


For  future  safety  the  Mid- 
land Company  should  use 
their  infiuence  with  the 
Sheepbridge  Coal  and  Iron 
Company  to  have  the  point 
rod  protected  with  side 
timbers  and  the  ballast  made 
level  with  the  sleepers,  so 


BBPORT3  OF  SOB-INSPECTORS  OJC  RAILWAYS  OS   ACCIDBNT3— COnilftued. 


ParticulATS  o'  Accident,  kc. 


at   time   of   AooidenC — 1]  hours. 
Nature  of    laJDrj — Left  knee  in- 

Deeuription  of  Accident — At  abont 
11.30  OD  the  night  in  qneation 
Bheppard  was  working  with  a 
Bbnntiog  engine,  to  which  he  at- 
tached IG  waggons,  in  what  ie 
locally  known  as  the  "  New  Cinder 
Cracker  Biding."  Whilit  the 
Tehicles  were  being  drawn  ont  of 
that  siding  he  rode  upon  the  foot, 
step  of  the  engine  nnUl  reaching  a 
certain  pair  of  hand-pointe  which 
it  was  necessary  for  him  to  held, 
to  place  the  vehicles  in  the  yard. 
When  alighting  from  the  engine 
for  the  purpose  of  holding  the 
points  he  canght  his  foot  nnder 
the  point  rod,  which  is  badly 
exposed,  and  fell,  with  the  resnlt 
stated  above. 


Dat«  of  Accident— Cth  Febmory. 
IS02.  Place  at  which  Accident 
happened— Eckingtoa  and  Eeri- 
shaw.  Name  of  Person  injnied 
— Albert  Hatfield.  Age  of  Person 
injured — 12.  Capacity  in  which 
employed  —  W^gon  Emminer. 
Namber  of  booked  working  honra 
per  diem — 12.  How  long  on  dnty 
at  time  of  Accident — 10}  boors. 
Natnre   of    Injury — Lett  eye   in- 

Description  of  Accident  — It  is  Hat- 
field s  duty  to  examine  the  wag- 
gons which  paas  throcgh  the 
sidings  at  Eckington.  At  about 
4.40  a.m.  be  was  engaged  at  some 
wagons  then  standing  in  whet  is 
hicolly  known  oa  the  Great  Central 
Bxcbaoge  siding  and  whilst  walk- 
ing in  the  8-foot  space  between 
the  siding  referred  to  and  the 
ilown  main  line  bis  left  foot  gcA 
under  the  exposed  head  of  a  point 
rod  bench — which  carries  a  pamllel 
point  rod  between  the  siding  and 
main  line  —  and  falling  to  the 
ballast  bis  face  stmck  a  piece  of 
coal,  and  his  left  eye  was  injured 
aa  stated,  from  the  effeots  of  which 
he  was  oS  dnty  15  days. 


Conclnslons  of  the  Snb-- 

Inspector  as  to  the  canses 

of  the  Aocident. 


The  mishap  was  due  to 
these  abstractions  and  to 
the  fact  of  the  plaoe  being 
in  absolnte  darkiie«8. 


The  head  of  the  point  rod 
bench  referred  to  was 
standing  at  leaet  two 
inches  above  the  path 
along  which  Hatfield  had 
to  walk,  and,  as  it  was 
dark  at  the  time  it  was 
impossible  for  him  to  see 

The  condition  of  the  bench 
and  the  position  of  the 
point  rod  mentioned  nn- 
doabtedly  form  a  very 
dangerons  obatmction, 
which  to  my  mind  was 
the  canse  of  the  mishap. 


Dftte  of  Acddent— 19th  February, 
1902.  PlaoeatwhiobAocidentbap- 
peoed — Worcester.  Name  of  Per- 
son injured — Frank  Miles.  Age 
of  Person  injured— 23.  Capacity 
in  which  employed  —  Shnnter. 
Nntnber  of  booked  working  hours 
per  diem — S.  How  long  on  duty 
at  time  of  Accident— 5  bouia. 
Natnre  of  injury — Both  hands  and 
light  knee  cut  and  braised. 

Description  of  Accident  —  On  the 
arrival  of  an  np  goods  train  at 
about  1  o'clock  on  the  morning 
in  qneetion,  the  break  ran  and 
several  waggons  had  to  be  shunted 
into  different  sidings.  MUes  was 
in  aharge  of  the  shunting  opera- 
tions, and  for  hand  signal  ling  pur- 
poses he  ran  rather  wide  of  the 
sidings,  and  momentarily  forget- 
ting that  the  path  be  was  then 
taUng  was  obstructed  with  stock 
sleepers  and  ballast,  he  Btambled 
over  one  of  the  sleepers. 


At   the    point   In  question 
there  is  a  spaoe  of  abont 

IS  feet  between  the  main 
line  and  sidings,  which, 
from  evidence  given,  dur- 
ing the  last  25  years  has 
been  used  for  storing 
sleepers  and  ballast  1^ 
thefingineer's  department. 
The  sleepers  were  plaoed 
abont  6  feet  from  the 
siding  rail,  and  ta  there 
I  was  a  good  lamp  only  7 
yards  distant,  I  oertahily 
think  that  with  proper 
core  on  the  part  of  Hiles 
the  mishap  would  not  have 
happened. 
The  Company's  rapresenta- 
tivee,  who  attended  my 
Inquiry,      agreed       "'    ' 

^ . avoid  any 

risk  of   aooldenta  in  the 

fntnre  they  promised  that 
this  shonld  be  done,  oon- 
sequently      no      further 
action  seems  neoeesary. 
A.  F. 


Beoommendatioiu. 


aa  to  prevent  the  ends 
being  so  badly  expoaed  as 
to  form  an  obatmction. 
In  addition  the  Uidland 
Company  shonld  make  ar- 
rangements for  the  sidings 
being  sufBciently  ligbtsd 
to  enable  the  men  to  see 
to  perform  the  neueajary 
shunting    operations    wiui 

rhe  shunting  is  very  he*iiT 
in  these  sidings,  and  it  u 
unfair  to  expect  the  men  to 
perform  moh  dftngerons 
woA  in  ^nolute  dftrkDeea. 


At  the  time  of  my  Inquiry 
men  were  engaged  in  pn- 
paring  for  the  removal  of 
the  point  rod  to  the  off  side 
of  the  Exchange  siding, 
which,  of  oonree,  will  re- 
move the  obstmction  which 
led  to  this  accident,  but  for 
futnre  safety  I  anggest 
that  the  many  sleepers  now 
badly  expoaed  in  the  some 
siding  shonld  be  covered 
with  ballast. 

A.  F. 
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Railway. 


M  iDijAtfiy^eont, 


Particulars  of  Accident,  &c. 


Conclasions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Date  of  Accident — 22nd  February, 
1902.  Place  at  which  Accident 
happened — Ashby.  Name  of  Per- 
son injured— Thomas  Toon.  Ajre 
of  Person  injured — 40.  Capacity 
in  which  employed — Goods  Guard. 
Number  of  booked  working  hours 
per  diem — -lO.  How  long  on  duty 
at  time  of  Accident — 6J  hours. 
Nature  of  Injury — Right  hand 
and  left  ear  cut  and  bruised. 

Description  of  Accident — Toon  wa.> 
working  in  charge  of  the  11.30  a.m. 
goods  train  from  Burton  to  Coal- 
ville. On  reaching  Ashby  at  3.45 
p.m.,  after  detaching  certain  wag- 
gons, a  tranship  waggon  had  to  be 
taken  to  the  goods  shed,  but  owing 
to  the  goods  shed  siding  being 
nearly  full  of  waggons,  before  the 
tranship  waggon  could  be  got  to 
tho  unloading  stage,  it  was  neces- 
sary either  to  take  some  of  the 
standing  waggons  from  the  siding 
at  the  goods  shed  end  or  to  push 
them  foul  of  other  eidings  at  the 
opposite  end  of  the  goods  yard.  As 
the  work  was  not  likely  to  occupy 
much  time,  and  there  being  no 
other  engine  then  in  tho  goods  yard, 
the  latter  arrangement  was  agreed 
upon  by  Toon  and  the  yardsman, 
J.  A.  Lovell,  who  intended  to  draw 
the  waggons  back  to  their  former 
position  after  the  tranships  had 
been  put  out.  In  the  meantime  an 
engine  was  taken  to  the  yard  at 
tho  opposite  end  for  the  purpose  of 
being  run  to  the  turntable,  and 
owing  to  the  engine  driver,  T. 
Brown,  and  the  fireman,  T.  Laoy, 
not  noticing  that  one  of  the  wag- 
gons in  ithe  goods  shed  road  had 
been  pushed  foul  of  the  siding  on 
which  the  engine  was  running, 
they  allowed  the  latter  to  collide 
witJi  the  waggon  with  such  force 
as  to  cause  at  least  16  waggons  to 
be  moved  back  towards  the  goods 
shed,  with  the  result  that  Toon, 
who  just  at  that  time  was  standing 
on  the  door  of  the  tranship  waggon 
for  the  purpose  of  replacing  the 
sheet  over  the  goods,  was  thrown 
down  and  injured  as  stated. 

Date  of  Accident — February  24th, 
1902.  Place  at  which  accident 
happened— Sheepbridge.  Name  of 
Person  injured — Walter  Barnes. 
Age  of  Person  injured — 23.  Capa- 
city in  which  employed — Shunter. 
Number  of  booked  working  hours 
per  diem — 8.  How  long  on  duty 
at  time  of  Accident  —  i  hours 
10  minutes.  Nature  of  Injury — 
Left  shoulder  injured. 

Description  of  Accident — In  this  case 
Barnes  and  shunter  Shakespeare 
were  working  with  tank  engine 
No.  1,693,  which  had  drawn  11 
waggons  out  of  Pearson's  Pottery 
siding.  Eight  of  the  vehicles  were 
shunted  into  No.  4  exchange  siding, 
and  while  the  other  three  were 
being  shunted  back  into  the  Pot- 
tery siding  Barnes,  when  in  the 
act  of  uncoupling  them  from  the 
engine,  got  dangerously  near  to  the 
point  handle  which  Shakespeare 
was  holding  to  allow  the  vehicles 
to  run  into  the  siding,  and  by  some 
means  which  he  is  unable  to  ex- 
plain, his  foot  slipped  and  he  fell 
against  the  bunker  end  of  the 
engine,  with  the  result  stated 
above. 


Recdm  mendutions. 


In  this  case,  although  I  am  ' 
of  opinion  that  both  Toon 
and  Lovell  are  equally 
to  blame  for  pushing  the 
waggons  in  the  goods  shed 
siding  foul  of  the  others 
adjoining,  contrary  to  Rule 
184(c),  I  consider  the  driver 
and  fireman  are  equally,  if 
not  chiefly,  to  blame  for 
the  accident.  They  were 
running  the  engine  into 
one  of  the  sidings  for 
locomotive  purposes,  and 
being  unattended  by  a 
shunter  It  was  certainly 
their  duty  to  see  that 
all  was  clear.  Had  they 
been  keeping  a  proper 
look  out  as  directed  by 
Rules  139  and  146,  the 
mishap  would  not  have 
happened. 


The  mishap  appears  to  have 
been  a  pure  accident. 


The  point  handle  which  was 
being  held  by  Shakespeare, 
and  which  Barnes  was  so 
anxious  to  avoid,  might 
with  advantage  be  rtrmoved 
further  back  from  the 
running  line  and  made  to 
fall  parallel  with  it  instead 
of  towards  it,  and  further, 
the  point  rod  should  be 
protected  with  side  timbers 
and  the  ballast  brought 
up  to  a  level  with  the  top 
of  the  timbers. 

J,  J«  H. 
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Bailwaj. 


MlDIAVJ>— «9IW. 


t«« 


Particalan  of  Aooident,  &o. 


ConclusionB  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Reoommendatiouji. 


Date  of  Accident-~3rd  March,  1S02. 
Place  at  which  Accident  happened 
—  Chaddeeden  sidings,  Derby. 
Name  of  Person  injured— Charles 
Grnmmett.  Age  of  Person  injured 
—32.  Capacity  in  which  employed 
— Fireman.  Number  of  booked 
working  hours  per  diem— 10.  How 
long  on  duty  at  time  of  Accident  — 
1^  hours.  Nature  of  Injury — Toe 
crushed. 

Description  of  Accident — Grummett 
was  acting  as  fireman  for  engine 
driver  G.  Wright,  and  had  booked 
on  duty  to  work  the  4.30  p.m. 
mineral  train  from  Derby  to 
Chaddeeden  sidings  and  Bipley. 
On  reaching  Chaddesden  sidings 
at  iAO  p.m.  the  engine  was  tak^n 
t)  a  siding  and  attached  to  the 
waggons  which  had  to  be  taken 
forward.  After  the  waggons  had 
been  closed  up  for  coupling  and 
the  engine  had  been  brought  to  a 
stand,  Grummett  left  the  font 
pUte  and  went  to  clean  and  trim 
The  lamps  on  the  front  of  the 
engine.  During  his  absence  from 
the  footplate,  and  without  know- 
ing his  exact  position,  the  engine 
driver  set  the  engine  in  motion. 
Grummett  had  by  that  tin  e 
trimmed  the  lamp?,  but  whilst  he 
was  returning  to  the  footplate  he 
from  some  cause  slipped  on  the  top 
of  the  side  framing  along  ^%hich 
he  was  walking,  and  his  left  f o  't 
getting  under  the  spring  vraa 
crushed  between  the  spring  buckle 
and  the  framing,  and  so  injured 
as  to  cause  him  to  be  off  duty 
1 7  days. 


Date  of  Accident— 6th  March,  1902. 
Place  at  which  Accident  happened 
— Bolsover  Colliery.  Name  of  Per- 
son injured — William  J.  Whittock. 
Age  of  Person  injured — 24.  Capa- 
city in  which  employed — Under 
Goods  Guard.  Number  of  booked 
working  hours  per  diem — 1 1 .  How 
long  on  duty  at  time  of  Accident — 
8 1  hours.  Nature  of  Injury — Both 
legs  injured  ;  left  one  taken  off. 

Description  of  Accident — On  the 
night  in  question  Whittock  was 
working  with  the  6  p.m.  mineral 
train  from  Staveley  to  Bolsover 
Colliery.  As  usual  the  train  was 
taken  to  Bolsover  Station,  about 
\  mile  east  of  the  colliery,  for  the 
purpose  of  getting  the  engine 
round  the  train,  after  which  the 
train  was  drawn  along  the  single 
line  to  the  colliery.  On  arrival 
there  W'hittock  was  on  the  south 
side  of  the  train  for  signalling 
purposes,  and  after  getting  the 
driver's  attention  to  tet  back  he 
attempted  to  cross  over  in  front  of 
it  for  the  purpose  of  being  in  a 
better  position  to  see  his  head 
guards'  signal,  who  had  gone  for- 
ward to  set  the  points,  and  while 
doing  so  he  thinks  that  he  stepped 
on  a  piece  of  coal  and  fell  across 
t>ie  rail,  and  before  he  could  recover 
uimself  he  was  caught  by  the  lead- 
in^-  waggon  and  dragged  for  several 
vards,  with  the  result  stated  above. 


Date  of  Accident— 7th  March,  1902. 
Place  at  which  Accident  happened 
—  Westhouses  and  Blackwell. 
Naoie  of  Person  injured— Samuel 


In  this  case,  although  the 
lamps  should  have  been 
prepared  for  use  before 
the  engine  left  the  sheds, 
as  the  engine  was  not  in 
motion  when  Grummett 
left  the  footplate  and  the 
driver  knew  why  he  had 
gone  to  the  front  of  the 
engine,  I  do  not  think 
Grummett  is  in  any  way 
to  blame. 

Wright  fully  admits  that 
there  was  no  necessity  for 
him  to  start  the  engine  dur- 
ing Grummett's  absence 
from  the  footplate,  and 
that  in  doing  so  he  was 
acting  contrary  to  the 
Company's  Rule  24  (a) 
and  the  special  instruc- 
tion? recently  issued  to 
warn  enginemen  against 
exposing  themselves  to 
danger,  and  the  only 
excuse  he  can  give  for 
so  doing  is  that  he  was 
"simply  working  accord- 
ing to  the  general 
practice." 

This  mishap,  which  might 
have  been  far  more  serious, 
was  due  tp  the  non-obeer- 
vance  of  the  rule  and 
special  instructions  re- 
ferred to,  for  which  in 
my  opinion  engine  driver 
C.  Wright  is  very  much  to 
blame. 

A.  F. 


The  mishap  appears  to  have 
been  due  to  misadventure. 

The  lighting  appears  satis- 
factory, but  at  the  time 
it  was  so  foggy  that  both 
Whittock  and  Howard 
(the  head  guard)  had  to 
give  the  signals  by  whist- 
ling. Whittock's  signal 
was  heard  by  the  driver, 
who  acknowledged  it,  the 
acknowledgment  being 
heard  by  Whittock. 

J.  J.  H. 


There  was  really  no  neces- 
sity for  Allen  to  have 
attempted  to  alight  before 
the     engine     had     been 
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Railway. 


Midland— ri»ii/. 


MlDhASD  ANDGrBAT 

North KRN  Joint. 


North  British 


ConolasionB  of  the  Snb- 

Inspeotor  as  to  the  causes 

of  the  Acoident. 


Allen.  Age  of  Person  injured — 24. 
Capacity  in  which  employed — Fire- 
man. Number  of  booked  workiu}; 
hours  per  diem — 10.  How  long 
on  duty  at  time  of  Accident — 
14  hours.  Nature  of  Injury — Vace  | 
cut  and  bruised. 

Description  of  Accident — On  the  ^ith 
February  Allen  booked  on  duty  at 
3.40  p.m.  for  the  purpose  of  work- 
ing with  the  4.10  p.m.  mineral 
train  from  Blackwell  to  Worksop 
and  back.  In  consequence  of  extra 
traffic  the  train  was  mucli  delayed. 
and  the  enginemen  were  relieved 
at  Tipshelf  at  5.5  a.m.  From  that 
point  Allen  and  the  engine  driver. 
A.  Webster,  rode  to  Westhou-te? 
and  Blackwell  on  a  light  engine 
which  was  then  being  run  to  the 
engine  Fheds. 

When  within  a  few  yards  of  the 
point  where  the  engine  was  to  stop 
for  Allen  and  Webster  to  alight 
Allen  got  on  the  footstep,  and  in 
doing  so  his  coat  caught  the  handle 
of  a  water  bucket  and  pulled  it 
over.  To  avoid  the  water  he 
jumped  from  the  footstep  to  the 
ballast,  and  in  stumbling  he  re- 
oeived  injuries  as  stated  above. 


Date  of  Accident— .5th  February,  1902. 
Place  at  which  Accident  happened 
— Qreat  Yarmouth.  Name  of  P*  r- 
flon  injured  —  Bertie  G.  Pitcher. 
Age  of  Person  injured — 20.  Ca]>a 
city  in  which  employed — Engine 
cleaner.  Number  of  booked  work- 
ing hours  per  diem — 1 1 .  How  lon;r 
on  duty  at  time  of  Accident — 2^ 
hour?.  Nature  of  Injury — Right 
knee  injured.    Off  duty  14  day?. 

Description  of  Accident — On  the 
night  in  question  Pitcher  and 
engine  driver  Thomas  Hubbard, 
with  engine  No.  28,  were  engaged 
in  moving  dead  engines  Nos.  9  and 
27  from  the  east  to  the  west  line 
in  the  cDgine  shed.  When  the 
latter  engine  was  over  the  points 
leading  to  the  latter  line  Pitcher 
alighted  from  engine  No.  23  to  ^t 
the  points  in  position,  and  when 
running  forward  for  that  purpose 
he  caught  his  foot  in  some  boxing 
fixed  between  the  outlet  from  the 
engine  shed  and  platform  line  and 
fell  with  his  right  knee  on  the  rail 
of  the  latter  line,  with  the  result 
stated  above. 


Date  of  Accident — 80th  January, 
1902.  Place  at  which  Accident 
happened — Burntisland  locomotive 
shed — Name  of  Person  injured — 
Alexander  Scotland.  Age  of 
Person  injured — 17.  Capacity  in 
which  employed — Engine  cleaner. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident — 1  hour  and  lo 
minutes.  Nature  of  Injury — Left 
food  crushed,  necessitating  the 
amputation  of  two  toes. 

Description  of  Accident  —  In  the 
centre  of  the  Burntisland  shedn 
there  is  a  turntable,  from  which, 
in  addition  to  the  through  line, 
there  are  14  short  roads,  on  each  of 
which  there  is  standing  room  for 
one  engine.  On  the  night  in  ques- 
tion engine  No.  5')\  'aer  standing  at 


ReoommenoaticnuL 


brought  to  a  stand,  and 
except  for  the  reasons 
mentioned  he  states  he 
should  not  have  done  so. 
In  this  case  I  am  of  opinion 
that  the  accident  was  due 
to  misadventure. 

A.  P. 


The  boxing  in  question 
covers  two  signal  wires, 
and  where  it  is  nailed  to 
a  cross-piece  of  timber  is 
fully  one  inch  higher  than 
the  timber,  thus  forming 
an  obstruction  which  was 
the  chief  cause  of  the 
mishap. 

To  add  to  Pitcher's  dangers 
the  torch  light  he  was 
using  went  out  as  ho 
alighted  from  enprine 
No.  28,  apparently  having 
been  blown  out  by  the 
strong  wind  prevailing. 


The  engine  shed  referred  to 
has  been  in  use  for  many 
years,  consequently  the 
stalls  or  short  roads  are 
not  of  sufficient  length 
to  allow  an  engine  of 
modern  build  to  stand  clear 
of  the  table,  so  that  it 
frequently  occurs  that 
engines  have  to  stand  foul 
of  the  table,  in  which  case, 
as  on  the  night  in  ques- 
tion, a  red  light  is  ex 
hibited  to  indicate  the 
position  of  the  engine. 

There  is  no  doubt  that  fire- 
man O.  Campbell  is  some- 
what to  blame  for  not  ex- 
ercising more  care  ;  at  the 
same  time,  I  feel  it  would 
be  unfair  to  attach  a'l  the 


For  future  safety  the  bottom 
of  the  boxing  should  be 
made  planting  towards  the 
cross  pieoe  of  timber,  and 
arrangements  should  be 
made  for  the  engine 
cleaners,  when  acting  as 
firemen,  to  be  supplied 
with  a  hand-lamp  for  their 
use  during  the  shuntin?  of 
the  engines,  both  for  show- 
them  a  light  in  the  path 
they  have  to  take  while 
attending  to  the  points 
and  for  signalling  pur- 
poses. 

J.  J.  H. 
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PartiCDlnrs  of  Accident,  ic. 


the  north  eoij  of  the  throngh  line,  | 
but  to  enable  him  to  get  into  posi-  ' 
tion  tor  packint;  the  pistons  the  i 
driver  eet  the  engine  back  with  , 
the  trailing  wheels  of  the  («nder 
only  joBt  clear  ot  the  turntable, 
aod  as  a  protection  a  red  light  was 
placed  on  the  rear  of  the  tender. 
At  about  7.10  p.m.  Scotland  wa8 
juit  fiaiHhiag  cleaning  Che  motion, 
and  whilst  under  the  engine  and 
standing  on  the  side  of  the  pit,  bo 
as  to  be  able  to  reach  a  cerUin  part 
of  the  geaiine,  he  placed  bi«  left  : 
foot  on  the  rail.  Jnst  at  that  time 
fireman  Q.  Campbell  took  another 
engine,  No.  151,  from  the  coalinK  1 
stage  to  the  ihed,  and  whilst  trjing  i 
to  briug  it  to  0  Ktand  at  a  certain  | 
mark  on  the  table,  where  he  knew  ; 
thelatt«r  would  be  evenl;  balanced.  I 
he  misjudged  the  distance  of  the 
engine  ahead,  with  the  result  that 
as  the  moving  engine  closed  up  to 
the  standing  engine  the  latter  was 
Blightlf  moved,  and  Scotland'?  left 
foot  was  crushed  as  stated. 


ConclusiouB  of  the  Snb- 
Inspector  as  to  the  catues 

of  the  Accident. 


blame  to  him.  He  hoe 
only  been  in  the  service 
since  19U0,  and  althongh 
ho  is  only  30  yeard  of  age 
and  has  had  very  little  ei- 
perience.  even  as  a  fireman, 
yet  owing  to  the  illness 
of  the  shed  engine-driver 
with  whom  Campbell  was 
usnally  employed,  be  had 
(or  three  nights  been  act-  j 
ing  as  shed  engine-driver,  ' 
with  only  a  very  yonng 
cleaner  as  an  assistant,  as 
inatrncted  by.  or  with  the 
approval  of,  tbe  assJstJUlb 
shed  foreman  J.  H. Taylor. 
For  the  safety  of  the  staff 
in  sncb  a  shed  aa  that  at 
Bumtislnnd  the  greatest 
careiiabsolutcljD  eoeasary 
when  moTingeD|!ines,and 
in  having  appointed  an 
ineiperienced  youth  to  do 


tbe  V 


Q  tbe 


Company's  special 
tion,  I  am  of  opinion  inai 
the  assistant  shed  foreman 
is  chiefly  to  blame  for  Che 
accident,  which  might 
have      been      far      more 

A.  P. 


Date   of   Accident  —  :ilBt  Jnnnary. 
1902.      Place  at   which    Accident 

happened— Queen  Street,  Glasgow. 
Name  of  Person  killed — Donald 
HcLcnald.  Age  of  Person  killed— 
31.  Capacity  in  which  employed —  ' 
Sbret«r.  Namber  of  booked  work- 
ing hours  per  diem— 13.  How 
long  on  doty  at  time  of  Accident — 
i)  hours. 
Deacription  of  Accident — HcDon-tld 
and  another  aheeter  named  Walter 
Harper  were  sent  to  sheet  a  oertain 
waggon,  which,  with  others,  was 
sliding  in  the  goods  shed  in  what 
ts  locally  known  as  the  "  starting" 
sidiog.  On  reaching  the  waggon 
It  was  found  that  some  of  the 
sheet' cords  were  missing,  and 
Harper  left  McDonald  F.nd  went 
to  another  nut  of  the  shed  to  i.">t 
others.  Whilst  left  at  Che  waggon 
McDonald  was  engaged  Sxing  the 
sheet  at  Che  rear  end,  and  hearing 
a  call  from  a  carter  named  J.  Hut- 
ton  (hat  a  goods  van  was  ruoniug 
down  the  siding  he  tried  to  u^t 
from  between  the  rails,  but  berore 
he  conld  do  so,  the  goods  van.  which 
bad  been  run  into  the  siding  by 
shunter  W.  Clsrkson,  closed  up 
to  the  standing  waggons  and 
HoDonald  was  crnsh^  between 
tbe  bnSers  and  so  injured  that  he 
died  on  the  sixth  day  following. 


The  goods  van  referred  to  (s 
worked  to  Olasgow  daily 
on  a  passenger  train,  and 
is  always  shunted  into  the 
same  siding.  Clarkson  is 
a  passenger  shunter  and 
knows  little  of  the  goods 
shed  working,  hnt,  about 

making  the  shnnt,  as  be 
was  walking  down  the 
platform  from  which  he 
oould  get  a  good  view  of 
the  sidiog.  he  satisGed  him- 
self that  there  was  then  no 
one  at  tbe  waggons,  and, 
consequently,  when  mak- 
ing the  shunt  he  did  not 
think  that  any  further 
precautions  were  neces- 
sary, with  the  result  that 
McDonald,  who  had  gone 
to  the  wHggon  after  Clark- 
son  had  passed  it,  was  in- 
jured as  stated. 
From  Cbe  evidence  given  at 
my  inquiry  it  appears 
that,  alt  hong  h  men  are 
frequently  working  at 
waggons  standing  in  the 
''starting"  siding,  it  is 
not    usual   for    the    pas- 

Buy  wamin(r  before  shunt- 
ing the  good*  van  into  it. 
I  am  sati-fled  that,  as  be 
says,  Clarkson  was  work- 
ing according  to  the  naaal 
practice,  but,  of  conroe, 
that  does  not  justify  him 
in  not  acting  to  the  Com- 
pany's Itnle  llSa,  and  I 
most,  therefore,  hold  him 
responsible  for  the  mishap. 


For  future  safety  I  recom- 
mend that,  owing  to  there 
noC  being  a  good  view  of 
the  "  st«rticg  "  siding  from 
the  passenger  shunting 
nack,  when  disposing  ol 
the  goods  van  in  questioD 
it  should  not  be  looss 
shunted  into  the  siding, 
in  whiob  onse  the  shnnter 
would  be  at  liber^  to  tas 
and  warn  any  person  in 
danger. 

A.l\ 


[  Date  of  Accident — ttliFebmary,lli02. 
Place  at  which  Accident  happened 

I  —St.  Margarets,  Edinburgh.  Same 
of  Person  injured- Thomas  Lin- 
dores.    AgeofPersciD  injured— ,"H. 


In  this  case  engine  driver 
Bobert  Watt  valked  for- 
ward to  tnifine  4^8,  and 
asked  John  Brand,  firei 
with  I.lr.dote-'.  whire 


150 

RHPORTS  OF  SUB-INSPECrrORS  OP  RAILWAYS  ON  ACClDEISfTB— Continued. 


Railway. 


North  Bbiti»i; 
rout. 


Partioulatu  of  Accident,  &o. 


Date  of  Accident— 16th  February, 
1902.  Place  at  which  Accident 
happened  —  Bothwell.  Name  of 
Person  injured— John  McDonald. 
Age  of  Person  injured — 32.  Capa- 
city in  which  employed  •-^Soods 
Guard.  Number  of  booked  work- 
ing hours  per  diem— 12,  with  1 
hour  off  for  meals.  How  long  on 
duty  at  time  of  Accident  —  9| 
hours.  Nature  of  Injury — Left 
knee  injured. 

Description  of  Accident— In  this 
case,  during  shunting  operations, 
McDonald  was  steadyirg  into  a 
siding  four  waggons  which  had 
been  uncoupled  by  goods  guard 
William  Morrow.  For  this  pur- 
pose he  applied  two  waggon 
bra*  es,  but  as  thf^y  were  both  de- 
fective he  attempted  to  place  a  sprag 
in  the  wheel  of  the  leading  vehicle, 
when  it  rebounded  and  struck  his 
left  knee,  so  injuring  it  as  to  cause 
him  to  be  off  duty  one  week. 

Date  of  Accident— February  17th, 
1902.  Place  at  which  Accident 
happened  —  Broxburn  Junction. 
Name  of  Person  injured— George 
Brown.  Age  of  Person  injured— 
21.  Capacity  in  which  employed 
— ^Porter.  Number  of  booked 
working  hours  per  diem — 12. 
How  long  on  duty  at  time  of 
Accident— 8  hours.  Nature  of  In- 
jury— Left  leg  run  over  and  so 
severely  injured  as  to  render  am- 
putation necessary. 

Description  of  Accident — On  the 
afternoon  in  question  the  injured 
man  was  asfeistintr  goods  guard 
Hugh  Brown  with  the  shunting 
operations,  and  while  a  train  of 
22  waggons  which  had  arrived 
from  Broxburn  oil  works  was 
being  drawn  along  tLe  shunting 
neck  he  observed  what  he  thought 
to  be  an  ordinary  sprag  in  one  of 
the  waggon  wheels,  but  which  was 
afterwarfis  found  to  be  a  pit  prop 
6^  feet  in  length,  ^^hich  was  also 
through  the  waggon  wheel  at  the 
opposite  side.  He  followed  the 
train,  intending  to  take  the  sprag 
out  the  moment  the  vehicle  was 
set  back.  He  succeeded  in  getting 
the  pit  prop  out  of  the  wheel 
furthest  from  him,  but  before  he 
could  get  it  out  of  the  other  wheel 
he  was  knocked  down  by  it  with 
his  left  leg  on  the  rail,  with  the 
result  stat^  above. 

Date  of  Accident— February  21st, 
1902.  Place  at  which  Accident 
happened  —  Broxburn  Junction. 
Name  of  person  injured — Hugh 
Brown.  Age  of  person  injured — 
40.  Capacity  in  which  employed 
— Goods  Guard.  Number  ol  booked 
working  hours  per  diem — 11^. 
How  long  on  duty  at  time  of 
Accident — 2  hours  50  minutes. 
Nature  of  Injury — Left  leg  injured. 
Off  duty  3i  weeks. 

Description  of  Accident — In  this  caee 
Brown  was  working  trains  between 
Broxburn  Junction  and  Broxburn 
Oil  Works,  a  distance  of  about  j|  of 
a  mile.  At  about  9.40  a.m.  his 
train  arrived  at  the  latter  place 
with  eight  waggons,  which  were 
plf  ced  in  the  short  siding  adjoin- 
ing tlie  <>ingle  running  line  to  and 
from  the  oil  works  For  the  pur- 
pot^e  ot  placing  tbe  eight  vehicles 


Conclusions  of  the  Sub- 
Inspector  as  to  the  oauaes 
of  the  Acddent. 


Reoommendataoni. 


The  mishap  appears  to  have 
been  chiefly  due  to  the 
waggon  brakes  being  de- 
fective. 


The  pit  prop  in  question  had 
evidently  been  placed  in  the 
waggon  wheels  at  Brox- 
burn Oil  Works,  but  it 
cannot  be  ascertained  by 
whom,  and  when  goods 
guard  Hugh  Brown  at- 
tached his  engine  to  the 
vehicles  there  he  did  not 
observe  it  until  porter 
George  Brown  drew  his 
attention  to  it,  when  think- 
ing it  was  an  ordinary 
sprag  he  replied  "  Ton  had 
better  take  it  out,**  and 
while  poi  ter  Brown  walked 
forward  for  that  purpot^e 
he  walked  back  to  hold  a 
pair  of  hand  points. 

The  mishap  appears  to  have 
been  a  pure  accident. 

J.  J.  H. 


The  mishap  was  chiefly  due 
to  the  men  having  been 
permitted  to  prop  the 
points  in  the  manner  de- 
scribed owing  to  there  not 
being  sufficient  staff  to 
properly  perform  the 
necessary  shunting  opera- 
tions. In  this  case  Brown 
had  no  other  alternative 
but  to  prop  the  points,  as 
it  was  impossible,  owing  to 
the  shunting  neck  being 
on  a  curve,  for  him  to  sig- 
nal his  driver  or  to  per- 
form the  necessary  un- 
coupling operations  and 
at  the  same  time  to  hold 
the  points. 

He  was  working  alone,  as 
the  porter  was  otherwise 
enjroged.  This  frequently 
happen?,    owing    to    the 


For  future  aafetj  steps  should 
be  taken  to  see  that  more 
care  is  g^ven  to  the  exami- 
nation and  renewal  of 
waggon  brakes,  eo  that 
the  necessity  for  so  mocii 
spragging,  which  is  far  too 
prevalent  on  this  line,  may 
be  lessened. 

J.  J.  H. 


For  future  safety  it  i»  dmr* 
able  that  arrangemeiits 
should  be  made  for  iseif- 
tance  being  given  to  the 
goo'ls  guards  with  tbe 
shunting  operations. 

Further,  the  present  pointi 
could  with  adTsnta^e  be 
replaced  by  tumbler  poinli. 
which  could  be  set  for 
either  the  branch  line  or  tbe 
siding  without  having  to  be 
held,  and  when  these  iltei»- 
tions  are  being  made  tbe 
point  rods,  which  are  badly 
exposed  at  present,  sbonW 
be  protected  with  side 
timbers,  with  the  btUtft 
brought  up  to  a  level  witb 
the  top  of  the  timbenc 

J.  J.  H. 


151 

REPOBTS  OP  SUB-INSPBCTORS  OP  RAILWATft  ON  AOOIDB XTS— COn^muerf. 


Railway. 


North  Bbittsh — 
cont. 


PardonlarB  of  Aocident,  &o. 


into  the  ahort  Biding,  Brown,  to 
set  the  points  and  keep  them  in 
position  for  that  siding,  placed  a 
briok  on  t^e  top  of  the  point  box 
and  underneath  the  point  lever, 
after  whioh  the  engine  was  taken 
into  another  siding  and  attached 
toll  waggons  for  the  oil  works, 
and  while  tiiese  were  being  pro- 
pelled towards  the  line  leading 
there  Brown  rode  between  the 
two  leading  vehicles,  which,  owing 
to  the  points  being  propped  up, 
entered  the  short  siding  and  came 
in  collision  with  the  vehicles 
standing  there,  causing  the  two 
vehicles  he  was  riding  between  to 
be  derailed  and  buffer  locked,  and 
his  left  leg  to  be  crushed  between 
them,  with  the  result  stated  above. 

Date  of  Aocident — ^February  25th, 
1902.  Place  at  which  Aocident 
happened — Drem.  Name  of  Per- 
son injured — William  Cochrane. 
Age  of  person  injured — 26.  Capa- 
city in  which  employed — Fireman. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accid'snt — 3{  hours. 
Nature  of  Injury — ^Right  foot  in- 
jured. 

Description  of  Accident — Cochrane 
was  working  with  the  2.35  p.m. 
goods  train  from  Berwick  to 
College  (Glasgow),  which  arrived 
at  Drem  at  5.18  p.m.,  where  some 
shunting  operations  werenecess^ir^, 
and  owing  to  neither  of  the  two 
porters  being  in  attendance  it  was 
necessary  for  Cochrane  to  leave  the 
footplate  of  his  engine  to  hold  a 
certain  pair  of  hand  points.  After 
doiniif  80  he  allowed  the  point 
handle  to  fall  on  his  right  foot, 
with  the  result  stated  above. 

Date  of  Accident— 7th  March,  1902. 
Place  at  which  Accident  happened 
— Easterhouse.  Name  of  Person 
injured — John  Adams.  Age  of 
Person  injured — 46.  Capacity  in 
which  employed  —  Goods  Guard. 
Number  of  booked  working  hours 
per  diem — 11.  How  long  on  duty 
at  time  of  Accident — 5^  hours. 
Natury  of  Injury  —  Right  arm 
fractured. 

Description  of  Aocident — Adams  was 
working  in  charge  of  the  l.SO  a.m. 
goods  train  from  Eipps  to  Cam- 
lachie.  On  arrival  at  Easterhouse 
at  8.10  a.m.  (two  hours  late)  there 
were  three  waggons  to  attach  and 
three  to  detach.  After  having 
attached  the  former,  instead  of  the 
engine  being  run  round  the  three 
'^t^goxis  for  detaching  they  were 
placed  in  the  front  siding,  from 
which  it  was  hoped  they  would 
run  to  the  goods  shed  by  gravita- 
tion. Finding  that  they  would 
not  do  so  Adams  decided  to  tow 
them  into  the  goods  shed  siding, 
and  he  therefore  attached  one  end 
of  the  tow  rope  to  the  coupling  of 
the  •  last  of  the  three  waggons 
attached  to  the  engine  and  pla  ;ed 
the  other  end  in  the  horse  hook  on 
the  side  of  the  three  he  had  placed 
in  the  siding.  As  the  latter  closed 
up  to  the  other  waprgons  standing 
in  the  siding  they  rebounded,  with 
the  result  that  the  horse  hook  was 
pulled  from  the  side  of  the  waggon, 
and  the  rope  swinging  round 
f> truck  Richardson,  with  the  re>nlt 
ijtat^d. 


Conolusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


RecommendationB. 


porter  having  so  many 
cudee  to  perform. 
Under  these  circumstances 
it  is  not  surprising  that 
Brown  forgot  to  remove 
the  brick. 


. 


The  mishap  appears  to  have 
been  chiefly  due  to  Coch* 
rane's  own  want  of  care. 
At  the  same  time  the 
evidence  discloses  the  fact 
that  the  firemen  are  regu- 
larly in  the  habit  of  leav- 
ing the  footplates  of  their 
engines  for  the  purpose 
of  holding  points,  owing 
to  none  of  the  station 
staff  attending  to  the  train 
Cochrane  was  working 
with. 


The  necessary  provision  is 
made  ac  Easterhouse  for 
running  round  purposes, 
and  consequently  towing 
is  unnecessary  at  that 
station;  but  even  if  it 
had  been  necessary  Adams 
acted  very  unwisely  in 
attaching  the  tow  rope  to 
the  horse  hook. 

I  am  of  opinion  that  in  this 
case  the  nccident  was  due 
to  the  injured  roan's  own 
want  of  caution. 


For  future  safety  it  is  desir' 
able  that  arrangements 
should  be  made  for  the 
fireman  to  remain  on  the 
footplate  and  aasist  his 
driver  when  shuniiog 
operations  are  proceeding 
at  this  place. 

J.  J.  H. 


For  future  safety  I  recom- 
mend that  the  Company 
should  not  only  forbid  the 
towing  of  waggons  at  this 
station,  but  t£at  at  this 
and  all  other  places  where 
tow-roping  is  unneoeitsary 
the  tow-rope  should  be 
withdrawn. 

A.  P. 
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KailWaj. 


Particulars  of  Accident,  &c. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recomman'latioziflL 


North  Bbitish— 

cnnt. 


Date  of  Accident— 10th  March,  1902. 
Place  at  which  Accident  happened 
— ^Dundee.  Name  of  Person  killed 
— ^Andrew  Bayne.  Age  of  Person 
killed — 50.  Capacity  in  which 
employed — Ganger  of  Platelayers. 
Number  of  booked  working  hours 
per  diem — 11.  How  long  on  duty 
at  time  of  Accident — 10  hours 
20  minutes. 

Description  of  Accident — Bayne  was 
the  ganger  of  the  section  of  main 
lincwbetween  Dundee  Central  Junc- 
tion and  the  Dundee  and  Arbroath 
joint  station.  On  the  date  in 
question  he  and  two  platelayers 
were  working  near  the  Central 
Junction.  At  about  4.45  p.m.. 
according  to  his  usual  practice,  he 
sent  his  two  labourers  over  the 
tunnel  section  for  the  purpose  of 
examining  the  line.  During  that 
time  he  continued  with  the  work 
at  which  they  had  all  been  pre- 
viously engaged.  At  about  5.20 
p.m.,  whilst  he  was  working  on 
the  down  main  line  nearly  opposite 
the  Central  Junction,  he  was 
kncoked  down  by  ^he  engine  work- 
ing the  4.16  pm.  passenger  train 
from  Ladybank  to  Dundee  and 
killed. 


Date  of  Accident -12th  March,  19o2. 
Place  at  which  Accident  happened 
— ^Waterside  Junction,  near  Lenzie. 
Name  of  Person  killed  —  James 
Taylor.  Age  of  Person  killed — 64. 
Capacity  in  which  employed  — 
Platelayer.  Number  of  booked 
working  hours  per  diem —  1 1 .  How 
long  on  duty  at  time  of  Accident 
— 25:  minutes. 

Description  of  Accident — ^Taylor  -was 
one  of  four  platelayers,  including 
the  ganger,  employed  on  a  mineral 
line  leading  eastwards  from  Water- 
side Junction.  On  the  morning  in 
question,  after  giving  his  three 
labourers  the  necessary  instruc- 
tions, the  ganger,  \V.  Stirling, 
went  round  his  length  in  accord- 
ance with  Rule  260  (</).  He  left 
the  men  working  about  150  yards 
east  of  the  Junction  mentioned. 
Shortly  afterwards  one  of  the  men 
went  to  the  Junction  signal  cabin 
for  a  tool,  leaving  Allen  Reid — the 
first  labourer— and  James  Taylor 
working  at  the  point  referred  to. 
At  about  7.2o  a.m.  Reid  was  work- 
ing on  the  off  side  and  Taylor  on 
the  6-foot  side  of  the  down  Line. 
At  that  time  a  mineral  train  ran 
from  the  main  line,  but  neither  of 
the  men  noticed  it  approaching 
until  it  was  close  to  them,  and 
then,  whilst  Taylor  was  trying  to 
get  clear,  he  was  struck  by  the 
engine  and  killed. 


I 
At  the  time  of  the  mishap  | 
there    was     a     shunting 
engine  working  on  a  siding  | 
close  to  the  point  where  , 
Bayne  was  standing,  and  i 
there  is  no  doubt  that  the  ' 
noise    from    that    engine  . 
prevented     him     hearing 
the    passenger    train    ap- 
proaching.   I  understand  * 
that  for  some  days  pre-  ' 
vious     to     the    accident  , 
Bayne  had  been  working 
a     man     short     of      his  ' 
usual  staff,  consequently 
he    would    no    doubt    be  ' 
anxious  to   do    as    much  | 
work  as  he  could  himself ;  | 
but  I  certainly  think  he 
acted    very    unwisely    in 
working  alone  at  vfhat  is 
acknowledged  by  the  Dis- 
trict   Inspector    to    be    a 
very  busy  and  dangerous 
part  of  the  line. 
In  this,  as  in  many  similar 
cases,  neither  of  the  en- 
ginemen  saw  the  deceased 
or  knew  anything  of  the 
accident    until    informed 
later. 
I  am  of  opinion  that,  owing 
to  a  favourable  curve  in 
the  line,  had  the  fireman 
been    keeping    a    proper 
look  out  he  might  have 
seen  Bayne.    Had  he  done 
so  and  sounded  his  engine 
whistle,  as  per  Rule  153, 
the    mishap   might    have 
been  avoided. 


It  is  difficult  to  understand 
how  two  platela\  ers  could 
be  working  at  such  a 
point  without  seeing  or 
hearing  an  approaching 
train.  It  is  said  that  at 
the  time  of  the  mishap  a 
cattle  train  was  passing 
the  Junction  on  the  main 
line  150  yards  distant,  and 
from  Reid's  evidence  it 
appears  that  having  seen 
that  train  they  were 
under  the  impression  that 
the  noise  they  afterwaids 
heard  was  caused  by  the 
cattle  train.  That,  how- 
ever, would  not  prevent 
them  seeing  the  mineral 
train,  and  I  am  tkerefore 
of  opinion  that  the  mishap 
was  due  to  want  of  cau- 
tion, for  which,  as  leading 
labourer,  I  must  hold  Reid 
chiefly  responsible. 

In  this  case  neither  the 
driver,  A.  Peebles,  nor  his 
fireman,  J.  Sorel,  knew 
anything  of  the  mishap 
until  some  time  after- 
wards. The  fireman  states 
that,  owing  to  his  being 
otherwise  engaged,  he  did 
not  see  Reid  until  the  en- 
gine was  within  its  length  ( 
of  him ;  but  although  he  ' 
noticed  some  unusual 
movement  on  the  part  of 
Reid  he  did  not  see  Taylor. 
I  believe  his  statement, 
but  those  made  by  the 
engine  driver  were  so  very 
contradictory      that      his 


The  permanent  waj  district 
inspector  stated  at  my  In- 
quiry that  at  the  time  of 
the  mishap  Bayne  was 
working  at  th€  masi  dan* 
gerout  part  of  the  line,  and 
from  the  nature  of  the 
traffic  and  formation  of  the 
lines  I  should  tMnk  that  is 
correct.  For  future  safety 
I  recommend  that  tfate 
Company  should  issue  in- 
structions against  any  ma% 
working  alone  at  or  near 
that  point,  and  that  when- 
ever men  are  enga^fed  there 
a  look-out  man  ^ould  be 
appointed. 

In  addition  I  sug^gest  that  the 
Company  should  call  the 
special  attention  of  engine- 
men  to  the  necessity  of 
their  keeping  a  good  look- 
out and  warning  plate- 
layers and  others  by  sooiMi- 
ing  their  engine  whistiei 
in  aooordanoe  with  the  rule 
mentioned. 

A.F. 


I 
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Bttiliray. 


Particalan  of  Accident,  &c. 


ConcltifiionB  of  the  Sab- 
Inspector  as  to  the  oausee 
of  the  Accident. 


Bdoommemdatioiw . 


KOBTH  -  Eabtebn 
eont. 


works  Company.  It  was  Hedley*s 
duty  to  copy  the  particnhurs  en- 
tered on  the  labels  of  all  waggons 
going  to  and  from  these  sidings. 
On  5ie  night  in  question  an  en- 
gine was  run  from  the  Beamish 
Junction  for  the  purpose  of  taking 
four  waggons  from  the  Beamish 
Colliery  sidings,  and  six  others 
from  the  Birtley  sidings.  As  the 
engine  with  the  ten  waggons  at- 
tached was  leaving  for  the  Junc- 
tion, Hedley,  who  unknown  to  the 
guard  had  been  working  in  the 
sidings,  got  on  the  footstep  (which 
is  pioiFided  for  working  the  end 
brake  lever)  of  the  last  waggon, 
to  pave  himself  walking  to  the 
Junction,  and  whilst  so  riding  up 
the  siding  he  came  in  contact  with  a 
waggon  standing  in  the  "  middle  " 
siding  adjoining,  with  the  result 
mentioned  above. 


Date  of  Acccident  —  Ist  February, 
1902.  Place  at  which  Accident 
happened — Blaydon  Sidings.  Name 
of  Penjon  injured — James  Wilson. 
Age  of  Person  injured — 25.  Capac- 
ity in  which  employed — Shunter. 
Number  of  booked  working  hours 
per  diem — 8.  How  loug  on  duty 
at  time  of  Accident — 2}  hours. 
Nat  are  of  Injury — One  rib  broken 
and  right  side  injured.  Off  duty 
three  weeks. 

Description  of  Accident — ^The  Blay- 
don marshalling  sidings  are  ar- 
ranged in  different  groups.  In 
each  case  an  independent  goods 
line,  or  a  direct  lead  to  such  line, 
is  used  as  a  shunting  neck.  For 
the  purpose  of  this  report  it  i? 
only  necessary  to  refer  to  the  west 
and  south  groups,  in  which,  owing 
to  the  sidings  lying  in  opposite 
directions,  the  outeide  siding  of  one 
group  runs  parallel  with  the  shunt- 
ing neck  of  the  other.  The  space 
between  the  No.  5  or  outside  siding 
of  the  west  and  the  shunting  neck 
for  the  south  group  at  the  point  of 
the  accident  is  only  5  feet  8  inches. 
On  the  date  in  question,  at  1 2  SO  a.m., 
a  waggon  by  mistake  was  shunted 
into  No.  5  siding  west  group,  and 
for  the  purpose  of  removing  it  the 
shunting  engine  with  several  wag- 
gons in  front  was  set  back  into  the 
siding.  When  these  vehicles  joined 
the  one  at  rest  in  No.  5  siding,  Wil- 
son attempted  to  couple  them  to- 
gether with  his  coupling  pole,  but 
failing  to  do  so  he  signalled  to  the 
driver  to  move  steadily  back  to  en- 
able him  to  perform  the  coupling 
operation,  and  while  so  engaged  he 
caught  his  foot  in  an  exposed  point 
rod  and  fell,  first  with  his  head 
against  a  waggon  at  rest  in  the 
shunting  neck  and  afterwards  with 
his  right  side  on  the  point  lever, 
with  the  result  stated  above. 


Date  of  Accident— 12th  February, 
1902.  Place  at  which  Accident 
happened  —  Between  Forth  and 
Central  Newcastle.  Name  of  Per- 
son injured — ^Thomas  G^eorge.  Age 
of  Person  inj  ured — 42.  Capacity  in 
which  employed — Engine  Driver. 
Number  of  booked  working  hours 
per  diem — 10.    How  long  on  duty 


certainly  acted  very  un- 
wisely in  riding  on  the 
side  of  the  waggons 
through  unlighted  sidings. 


The  mishap  was  due  to  the 
point  rod  over  which 
Wilson  fell  being  so  badly 
exposed,  and  the  insuffi- 
cient space  between  No.  5 
siding  and  the  shunting 
neck  adjoining  upon  which 
a  number  of  waggons  were 
standing  at  the  time. 


Engine  driver  Joseph  Eidd, 
in  charge  of  engine  No. 
737,  is  solely  to  blame  for 
this  mishap,  which  he 
admits.  If  he  had  been 
keeping  a  proper  look- 
out the  collision  would 
not  have  happened. 

J.  J.  H. 


When  making  my  inquiry  I 
learnt  that  extensiye  ndtera- 
tions  were  about  to  be  com- 
menced in  these  marshal- 
ling sidings,  and  it  is  to  be 
hoped  that  when  this  work 
is  being  carried  out,  more 
space  will  be  provided  be- 
tween the  sidmgs,  and  es- 
pecially between  the  shunt- 
ing necks  and  sidings,  and 
that  instead  of  the  single 
hand  point  levers  being 
fixed  in  the  paths  the  men 
have  to  use,  the  pointi  will, 
as  far  as  possible,  be  con- 
nected to  and  worked  from 
ground  fiames,  and  the 
point  rods  protected  by 
aide  timbers. 

J.  J.  H. 
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BEPOBTS  OF  SUB-INSPBCTOBS  OF  BAILWAYS  ON  AOOIDKNTS — continued. 


Bftilw»7. 


Particulars  of  Accident,  kc. 


No«th«Eabtbbn- 
cant. 


at  time  of  Accident  —  ^  hour. 
Nature  of  Injury — Both  hands  in- 
jured. OS  duty  three  days. 
Description  of  Accident — Gtiovfiie  was 
working  with  tank  engine  No.  ]  79, 
which  was  assisting  in  rear  the 
11.12  p.m.  goods  train  (Newcastle 
(Forth)  to  Hull)  from  the  Forth 
to  the  Central.  The  engine  of 
this  train  was  brought  to  rest  by 
signal  at  the  west  end  of  the 
Central,  after  which  G^rge  left 
the  footplate  of  his  engine,  while 
it  was  at  rest,  to  see  what  water 
was  in  the  tank,  and  while  doing 
so  engine  No.  737,  in  charge  of 
engine  driver  J.  Kidd,  collided 
with  engine  No.  179  with  such 
force  as  to  throw  the  tank  lid  of 
engine  No.  737  on  to  the  tank  of 
engine  No.  179,  and  injured  George 
as  stated  above. 


Date  of  Accident— 26th  February, 
1902.  Place  at  which  Accident 
happened  —  Smardale.  Name  of 
Person  injured — J.  J.  Baine.  Age 
of  Person  injured — 56.  Capacity 
in  which  employed — Guard.  Num- 
ber of  booked  working  hours  per 
diem — 9^.  How  long  on  duty  at 
time  of  Accident— 6  hours.  Na- 
ture of  Injury — ^Left  eye  cut. 

Description  of  Accident — The  gangers 
of  the  different  sections  of  the 
line  between  Kirkby  Stephen  and 
Tebay  had  all  been  called  to  the 
district  inspectors*  office  at  the 
former  station  for  certain  special  in- 
structions. Whilst  there,  ganger  H. 
Spooner,  who  is  in  charge  of  the 
3|  mile  section  on  which  Smardale 
is  situated,  obtained  from  the 
stores  a  shaft  for  a  hand  hammer. 
Another  ganger  named  J.  Metcalfe 
wanted  a  similar  shaft,  and  as 
there  were  no  others  in  stock  he 
not  only  asked  Spooner  to  let  him 
have  it,  but  whilst  riding  in 
the  return  2.11  p.m.  passenger 
train  from  Kirkby  Stephen  it 
appears  he  jokingly  remarked 
that  if  possible  he  should  take 
the  shaft.  Just  at  that  time  the 
train  was  passing  Smardale  signal 
cabin,  and  to  avoid  any  risk  ot 
losing  it  Spooner  threw  it  out  of 
the  carrriage  window.  Unfor- 
tunately the  shaft  struck  the 
steps  of  the  signal  cabin  and  re- 
bounded on  to  the  train,  and  then 
striking  the  side  light  in  the 
guard's  van  with  great  force  the 
glass  was  forced  inwards,  with 
the  result  that  a  portion  of  the 
broken  glass  struck  and  cut  the 
guard^s  left  eye,  causing  injury 
from  which  at  the  time  of  my 
inquiry  he  was  stUl  off  duty. 


Date  of  Accident — 27th  February, 
1902.  Place  at  which  Accident 
happened  —  Tweedmouth.  Name 
of  Person  injured  —  George  W. 
Gibson.  Age  of  Person  injured — 
38.  Capacity  in  which  employed 
— ^Pilot  Guard.  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident 
—1  hour.  Nature  of  Injury — Left 
ankle  sprained. 

Description  of  Accident — At  5  a.m. 
on  Lhe  day  in  question  Gibson  was 


ConclusionB  of  the  Sub- 
Inspector  as  to  the  oaoses 
of  the  Accident. 


BecommendatioDB. 


In  this  case  the  ganger, 
H  Spooner,  acted  contrary 
to  the  spirit  of  Bule  200, 
and  besides  fully  admit- 
ting he  is  alone  to  blame 
for  the  accident,  he 
expresses  his  sincere  re- 
gret for  the  injury  caused. 

A.F, 


At  the  extreme  north  end 
of  the  up  independent  line 
there  is  a  disc  signal 
fixed.  Between  this  and 
the  signal  cabin,  for  a 
distance  of  about  1 50  yards 
the  signal  wire  working 
the  signal  is  badly  exposed 
about  1  foot  from  the 
running  line  of  the  up 
independent,  with  which 
it  runs  paralleL  It  works 
on    pulleys    which     are 


For  future  safety  the  small 
posts  and  signal  wire 
should  be  removed,  and 
instructions  given  that 
empty  carriages  must  not 
be  left  stan£ng  at  night 
m  the  siding  so  near  to 
the  north  end  of  the  yard 
as  to  obscure  the  light  at 
and  about  the  spot  where 
this  accident  occurred. 

Further,  if  possible,  a  greater 
clearance  should  be  given 
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RailwAj. 


Partioalars  of  Aooident,  &o. 


ConolnsionB  of  the  Sab- 
Inspector  as  to  the  causes 
of  the  Occident. 


ReoomxnenidAtioiis. 


Nobth-Eastbbn- 
conL 


engaged  shunting.  He  attached 
his  engine  to  15  waggons  standing 
on  the  up  indejiendent  line  and 
then  signalled'  his  driver  ah^ul, 
after  which  he  commenced  to 
examine  the  labels  on  the  wag- 
gons, and  while  running  alongside 
the  rear  vehicle  for  tluit  purpose 
he  caught  his  foot  in  one  of 
the  small  posts  on  which  the 
signal  wire  pnllejs  are  fixed, 
and  fell,  with  the  result  stated 
above. 


Pate  of  Accident— Ist  March,  1902. 
Place  at  which  Accident  happened 
-—Forth  Coal  Depot,  Newcastle. 
Name  of  Person  injured — George 
Knox.  Age  of  Person  injured — 52. 
Capacity  in  which  employed  — 
Mineral  Guard.  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident 
— 7f  hours.  Nature  of  Injury— 
Middle  finger  of  left  hand  injured. 

Description  of  Accident— At  the 
Forth  Coal  Dep6t,  coal  cells  are 
provided  for  the  use  of  traders. 
Between  the  cells  there  are  waUs 
upon  which  girders  are  fixed  which 
carry  two  elevated  sidings.  For 
unloading,  the  waggons  are  placed 
over  the  cells  and  the  coal  and 
lime  runs  through  the  doors  at  the 
bottom  of  tlie  waggons.  The  two 
high  level  sidings  are  reached  by  a 
sharp  incline,  but  there  is  also  a 
siding  similarly  used  on  the  low 
level,  each  siding  holding  21 
waggons.  In  this  case  a  waggon 
standing  on  the  top  of  the  incline 
in  No.  2  siding  was  required  past 
the  engine  which  stood  on  the 
low  level.  For  this  purpose  Knox 
released  the  brake  of  the  vehicle, 
but  it  did  not  run  clear  for  the 
engine  to  be  taken  against  it.  To 
get  it  clear  Knox  placed  one  end 
of  a  prop  against  the  centre  bar 
of  the  waggon  and  the  other  end 
against  the  bunker  of  the  engine, 
and  while  holding  the  prop  it 
slipped,  with  the  result  that  his 
finger  was  so  injured  as  to  cause 
him  to  be  off  duty  two  weeks. 


Date  of  Accident— 14th  March,  1902. 
Place  at  which  Accident  happened 
— Knaresboro*.  Name  of  Person 
injured  —  Sam  Bocth.  Age  of 
Person  injured — 26.  Capacity  in 
which  employed — Porter.  Number 
of  booked  working  hours  per  diem 
12,  with  IJ  hours  off  for  meals. 
How  long  on  duty  at  time  of 
Accident — 11  hours  10  minutes. 
Nature  of  Injury — Middle  finger 
of  left  hand  injured. 

Description  of  Accident — The  unload- 
ing dock  and  sidings  at  Knares- 
boro'  are  fully  a  quarter  of  a  mile 
south  of  the  passenger  station.  In 
this  case  the  10.23  p.m.  passenger 
train,  Harrogate  to  York,  had  next 
the  engine  a  Great  Western  Com- 
pany's horse-box,  No.  686  (which 
contained  one  horse).*     For    the 


fixed  on  small  posts  from 
7  to  9  inches  high,  and 
from  12  to  14  yards 
apart. 
The  space  between  the  up 
independent  line  and  the 
adjoining  siding  is  only 
5  feet  at  the  spot  where 
the  mishap  happened,  and 
owing  to  there  being  some 
empty  carriages  standing 
in  the  siding,  the  light 
from  the  lamps  in  the  yard 
was  obscured.  The  mis- 
was  chiefly  due  to  the 
obstructions  mentioned, 
and  to  the  place  being  in 
darkness.  * 


The  mishap  appears  to  have 
been  accidental.  At  the 
same  time  it  is  clear 
from  the  evidence  that 
propping  is  far  too  general 
at  tlu's  place,  chiefly  owing 
to  the  engine  being  only 
able  to  travel  along  No.  2 
(the  centre)  siding. 


Although  the  mishap  appears 
to  have  been  accidental,  if 
the  horse-box  had  been 
fitted  with  a  hand-brake 
it  would  not  have  oc- 
curred, because  in  that 
case  there  would  not  have 
been  any  necessity  for 
Booth  to  have  used  a 
brake  stick,  but  under  the 
circumstances  it  was  im- 
possible for  him  to  pro- 
perly attend  to  the  horse- 
box, as  he  had  to  leave  it 
in  motion  while  he  rau 
forward  to  hold  the  hand 
points,  and  to  add  to  his 
dangers  the  place  was  in 
absolute  darkness.* 


between  the  up  indepen- 
dent line  and  the  adjoining' 
siding. 

J.  J.  H. 


For  future  safety,  and  with 
a  view  to  avoid  the  neces- 
sity for  so  much  propping, 
the  Company  should  con- 
sider the  advisability  of  so 
strengthening  the  walls 
that  an  engine  can  be 
taken  along  any  of  the 
sidings  to  place  the  wag- 
gons where  they  are  re- 
quired. 

J.  J.  H. 


In  order  to  i^revent  future 
accidents  of  this  nature  it 
is  desirable  that  all  horse- 
boxes should  be  fitted  with 
hand-brakes,  and  until  this 
is  done  loose  shunting  of 
these  vehicles  by  gravita- 
tion should  not  be  allowed 
at  this  place  unless  two 
men  are  in  attendance  to 
X)erform  the  work,  so  that 
one  can  attend  to  the  pro- 
per control  of  the  vehicle 
and  the  other  to  the  hand 
points.  In  addition,  as  a 
considerable  amount  of 
shunting  takes  place  in  the 
dark  at  certain  periods  of 
the  year,  sufScient  light 
should  be  provided  to  en- 
able the  men  to  see  to  per- 


*  The  statement,  given  in  evidence,  that  the  Great  Western  Railway  Company's  horse-box  was  not  fitted  with  a  hand- 
brake was  subsequently  found  to  be  incorrect. 
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Pftrtioalan  of  Acoidenti  kc. 


KOBTH  •  BJlBTBBN  — 


•  « 


Gonoliuions  of  the  Sab- 

Insptetor  as  to  the  oanaes 

of  th«  Aooident. 


Beoommendatioiif. 


purpose  of  plaoinff  the  vehicle  in 
the  nnloading  dook  Booth  aooom- 
panied  the  tndn  from  the  passenfi^ 
station  to  the  sidings,  where  the 
train  was  bronght  to  rest  and  the 
yehiole  taken  nom  the  up  to  the 
down  main,  over  the  points  lead- 
ing to  the  sidings.  While  it  was 
running  by  gravitation  from  the 
down  main  line  towards  the  un- 
loading dook  Booth  plaoed  his 
brake  stiok  on  the  top  of  the  axle 
goArd  while  he  ran  forward  to 
Hold  a  pair  of  hand  points  to  allow 
the  horse-box  to  mn  into  the  an- 
loading  dock  siding,  when  by  some 
means  the  brake  stick  slipped  and 
got  jammed  between  the  spokes  of 
the  wheel  and  axle  guard.  After 
Booth  had  released  the  brake  stick, 
he,  for  the  purpose  of  starting  the 
vehicle  again,  used  his  brake  stick 
as  a  lever,  by  placing  it  under  the 
wheel  of  the  vehicle,  when  prob- 
ably owing  to  the  rail  being  wet 
and  greasy  the  brake  stick  slipped 
and  hiB  finger  was  caught  between 
it  and  the  rail  and  slightly  injured, 
causing  him  to  be  off  duty  two 
days. 


Date  of  Accident— 19th  March,  1902. 
Place  at  which  Aooident  happened 
—  Kirkby  Stephen.  Name  of 
Person  injured  —  John  William 
Dowson.  Age  of  Person  injured — 
27.  Capacity  in  which  employed — 
Shunter.  Number  of  booked  work- 
ing hours  per  diem-^10.  How 
long  on  duty  at  time  of  Accident- 
Si  hours.  Nature  of  Injury— Nose 
and  left  eye  cut. 

Description  of  Accident— On  the 
night  in  question  a  brake-van 
standing  behind  some  others  in 
the  van  line  was  required  in  the 
oarriMfe  siding  adjoming.  After 
it  had  been  cu»wn  over  the  van 
line  points,  Dowson  uncoupled  it 
and  then  held  the  points  for  it  to 
run  back  by  gravitation  into  the 
carriage  sidQng,  and  while  it  was 
running  into  that  siding,  when 
attempting  to  apply  the  brake,  he 
allowed  it  to  collide  with  anotiier 
brake-van  at  rest,  with  the  result 
that  he  was  thrown  down  and  so 
injured  as  to  oause  him  to  be  off 
duty  ten  days* 


Date  of  Aooident— March  21,  1902. 
Place  at  which  Accident  happened 
— ^Darlington  Bank  Top.  Name  of 
Person  injured — Marshall  Bradley 
Age  of  Person  injured — iS,  Capa- 
city in  which  employed— Goods 
Guard.  Number  ef  booked  work- 
ing hours  per  diem — II.  How 
long  on  duty  at  time  of  Aooident — 
3^  hours.  Nature  of  Injury — ^Face 
injured. 

Description  of  Aooident  —  Bradley 
was  working  witii  the  10.36  p.m. 
goods  train  nrom  York  to  Darling- 
ton. While  disposing  of  the  tnJn 
at  the  north  end  of  '*  Bank  Top*' 
goods  yard  at  about  1.10  a.m.,  he 
first  uncoupled  his  brake-van  and 
shunted  it  into  the  York  Boad, 
after  which  he  signalled  his  driver 
to  set  the  vehicles  back  into  the 
Leeds  road,  and  while  this  was 
being  done  he  attempted  to  put 
down  some  of  the  waggon  brakes, 


form  their  work  with  the 
least  possible  risk. 

J  J.  H. 


The  mishap  was  due  to  Dow- 
son misjudging  the  speed 
the  brake-van  was  travel- 
ling at,  and  although  the 
Sradient  it  was  running 
own  is  only  slight,  owing 
to  the  wind  blowing 
strongly  from  the  west 
the  brake-van  travelled 
quicker  than  usual. 

J.  J.  H. 


At  the  spot  where  this  acci- 
dent happened  the  point 
rod  is  badly  exposed  for 
21  inches  from  the  run- 
ning line  to  the  point  box, 
and  then  the  point  handle 
hangs  outwards  from  the 
oppontoside  of  the  point 
box  across  the  path  it  was 
necessary  for  Bradley  to 
take,  and  to  add  to  his 
dangers  the  place  was  in 
absolute  darlmees. 

of  opinion  that  the 


mishap  was  due  to  the  ob- 
struodons  mentioned  and 
the  want  of  light. 


For  future  safety  the  point 
handle  in  question,  and 
the  others  near  the  place 
which  are  similarly  fixed, 
should  be  made  to  fall 
parallel  with  the  running 
line,  instead  of  from  i^ 
and  the  point  rods  should 
be  protected  with  side 
timbers.  Further,  suffi- 
cient light  should  be  pro- 
vided to  enable  the  men  to 
see  to  do  their  work. 

• 

J.  J*  H. 
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RBPOBTS  OF  SVB-UrSPBOTOBS  OF  BAILWAYS  ON  AOCaasSM-^^OonUnued. 


Bail  way. 


Partioiilars  of  A-ooldent,  &o. 


OonoliuionB  of  the  Sab- 

Inspector  as  to  the  oaiuet 

of  the  Aooideiit. 


Beoommendifelooa. 


Nobth-SUbtsbv- 
eont. 


when  he  oanffht  his  foot  nnder 
a  point  hanme,  and  aa  he  was 
falling,  the  coupling  pole  he  was 
carrying  caught  one  of  the  moying 
waggonsjwith  the  result  that  when 
he  fell  to  the  ground  he  fell  with 
his  face  on  to  the  hook  end  of  his 
oonpling  pole,  so  injuring  it  as  to 
cause  hfin  to  be  off  duty  one  week. 


Date  of  Aooident— 37th  March,  1902. 
Place  at  which  Accident  happened 
—Wilmington  Goods  Yard  (Hull). 
Name  of  Person  injured — Samuel 
Arkse^.  Age  of  Person  injured — 
22.  (Opacity  in  which  employed 
— ^Fireman.  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident — 
4^  hours.  Nature  of  Injury — Chest 
and  right  leg  crushed. 

I>escription  of  Accident — ^Arksey  was 
working  with  the  Wilmington 
goods  yard  shunting  engine.  At 
about  1.30  p.m.  the  engine  was 
taken  from  the  goods  yanl  to  the 
Dansom  Lane  Coal  Depot — about 
300  yards  distant — for  the  purpose 
of  removing  two  empty  coal  wag- 
gons. On  returning  to  the  facing 
coal  yard  sidings,  owing  to  there 
being  no  ready  means  by  which 
the  engine  could  be  run  round  the 
two  waggons,  in  accordance  with 
the  usual  practice  a  *'fly  shunt*' 
was  attempted.  It  was  intended 
that  the  engine  should  run  into 
the  coal  sidings  and  that  the 
waggons  should  run  on  to  the 
adjoining  loop  line.  XTnfortu- 
nately  tiie  waggons  did  not  run 
clear  of  the  crossing,  and  the 
only  way  they  could  then  be  got 
clear  was  either  to  push  them 
dear  by  hand  or  to  tow  them  with 
a  chain  kept  on  the  engine.  The 
latter  arrangement  was  agreed  to, 
and  aa  there  was  then  only  one 
shunter  in  attendance  (the  second 
shunter  had  left  to  get  his  mid-day 
meal),  the  fireman,  S.  Arksey,  got 
off  tiie  engine  to  assist  in  attach- 
ing and  detaching  the  chain  from 
the  engine  and  w«ggon.  After  the 
waggons  had  cleaned  the  crossing 
Arksey  attempted  to  detach  the 
chain  from  the  draw-bar  of  the 
leading  vehicle,  but  before  he  could 
do  so  it  dragged  and  caught  a 
point  lever,  and  consequently  the 
chain  tightened,  and  as  the  waggon 
passed  the  then  standing  engine 
Arlaey  was  crushed  between  t^ 
chain  and  the  end  of  tiie  waggon, 
and  was  so  injured  that  at  the 
time  of  my  inquiry  he  w^s  still 
off  dnlgr. 


In  this  case  the  shunter, 
C.  W.  Bogerson,  acted 
very  unwisely  in  taking 
the  engine  to  the  coal 
dep6t,  and  in  attempting 
to  make  the  fly  shunt, 
and  especially  during  the 
absence  of  his  mate,  J. 
Harrison  ;  and  in  leaving 
the  engine  for  the  pur- 
pose stated,  Arksey  un- 
doubtedlv  exceeded  his 
duty,  altnough  with  more 
care  on  Arksey*s  part  the 
misbap  might  have  been 
avoided.  I  am  satisfied 
that  each  of  the  men 
concerned  acted  as  they 
thought  best  for  facilita- 
ting the  working. 

From  the  evidence  given  it 
appears  that  when  there 
are  more  than  six  waggons 
taken  from  the  coal  depots 
to  the  goods  yard  sidmgs 
they  are  placed  on  the  up 
main  line,  and  for  running 
round  purposes  the  en- 
gine iff  taken  through  the 
cross- over  roads  situated 
at  Wilmington  passenger 
station  and  goods  yard 
signal  cabins,  which  are 
a^ut  300  yards  apart ;  but 
if  there  are  not  more  than 
six  waggons,  tx)  avoid 
delay  it  is  usual  to  run 
them  past  the  engine,  t.^., 
make  a  "fly shunt"  snoh 
as  was  attempted  in  tihis 
case.  I  am  of  opinion  t^t 
the  primary  cause  of  tliis 
mishap  was  the  fact  of 
there  being  no  ready  means 
by  which  an  engine  could 
be  run  round    the  wag- 

§on8  taken  from  tiie  coal 
epdts. 


Fbr  future  safety  I  recom- 
mend that  for  running 
round  purposes  a  oroaa- 
over  road  should  be  put  in 
between  two  of  the  goods 
yards  sidings,  and  until 
that  can  be  brought  into 
use  instructions  should  be 
given  that  to  avoid  *'fly 
Granting "  when  any  num- 
ber of  waggons  are  takaa 
from  the  <M)al  dep6t  the 
engine  should  be  mn 
through  the  orosa-over 
roads  at  the  station  and 
goods  yard  signal  oabina. 

A.F. 
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Summary  of  Accidents  and  Casualties  which  have  been  reported 
to  the  Board  of  Trade  as  having  occurred  upon  the  Railways 
in  the  United  Kingdom  during  the  Six  Months  ending 
dOth  June  1902. 


I. — Accidents  to  Trains,  Rolling- Stock,  Pehmanknt-Way,  &c. 

Accidents  to  trains,  rolling-stock,  permanent- way,  &c.,  caused  the  death  of  5  persons 
and  injury  to  408  persons,  viz. : — 


Total  for  6  months  ending 
SOth  June  1902. 

Total  far  the  oorretponding 
period  in  1901. 

Killed. 

Injured. 

KUled. 

If^red, 

x^  cloBvU^^l  D          •••                •••                •••                •••                •••                •••                ••• 

Servants  of  Companies 
Other  Persons 

5 

359 
49 

6 
2 

172 

77 

2 

X  O  wlX                  ••«              •••              •••              ••• 

5 

408 

8 

251 

Of  the  5  persons  killed  and  408  injured,  1  passenger  was  killed  and  37  passengers 
and  10  servants  were  injured  in  collisions  between  passenger  trains  or  parts  of  passenger 
trains  ;  22  passengers  and  9  servants  were  injured  in  colUsions  between  passenger  trains 
and  goods  or  mineral  trains,  light  engines,  or  other  moving  vehicles  ;  10  servants  were 
injured  in  collisions  between  goods  trains,  light  engines,  or  other  moving  vehicles  ; 
16  passengers  and  1  servant  were  injured  in  collisions  between  trains  and  vehicles 
standing  foul  of  the  line  ;  49  passengers  and  1  servant  were  injured  in  collisions  between 
trains  and  buffer-stops  or  vehicles  at  rest,  caused  by  trains  running  into  stations  at  too 
high  a  speed  ;  8  passengers  and  5  servants  were  injured  by  collisions  between  trains  and 
buffer-stops,  &c.,  from  causes  other  than  the  above ;  25  passengers  and  1  servant  were 
injured  through  passenger  trains  or  parts  of  passenger  trains  leaving  the  rails ;  5  servants 
were  injured  through  goods  trains  or  parts  of  goods  trains,  light  engines,  &c.,  leaving  the 
rails  ;  1  servant  was  injured  by  a  collision  between  a  train  and  crossing-gates ;  4  pas- 
sengers were  killed  and  196  passengers  and  6  servants  were  injured  by  accidents  arising 
from  the  failure  of  rolUng  stock  (wheels,  tyres,  axles,  &c.)  ;  and  6  passengers  were  killed 
in  other  accidents  to  trains,  &c. 

Altogether,  including  accidents  in  which  no  personal  injury  was  sustained,  there 
were  reported  during  the  six  months,  12  collisions  between  passenger  trains  or  parts 
of  passenger  trains  ;  15  collisions  between  passenger  trains  and  goods  or  mineral  trains, 
light  engines,  &c.  ;  9  collisions  between  goods  trains,  parts  of  goods  trains,  light 
engines,  &c. ;  7  collisions  between  trains  and  vehicles  standing  foul  of  the  line ; 
18  collisions  between  trains  and  buffer-stops,  &c.,  of  which  11  were  caused  by  trains 
running  into  stations  or  sidings  at  too  high  a  speed,  and  7  were  due  to  other  causes  ; 
1  case  of  a  train  coming  in  contact  with  a  projection  from  another  train  on  a  parallel 
line  ;  28  cases  of  passenger  trains  or  parts  of  passenger  trains  leaving  the  rails  ;  4  cases 
of  goods,  &c.,  trains  or  parts  of  goods  trains,  leaving  the  rails  ;  78  cases  of  trains  running 
through  gates  at  level-crossings  or  into  other  obstructions* ;  4  cases  of  fires  in  trains  ; 
and  2  cases  of  miscellaneous  accidents  to  trains. 


*  Daring  the  six  months,  7  horses,  13  beasts  and  cows,  29  sheepi  3  dogs,  2  deer,  and  1  pig 
were  run  over  and  killed  ;  and  1  horse,  1  beast,  2  sheep,  and  2  dogs  were  injured. 
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In  addition  to  the  above  the  following  accidents  to,  and  failures  of,  rolling-stock  and 
permanent- way  were  reported,  viz. : — 2  cases  of  the  failure  of  the  machinery,  springs,  &c., 
of  engines  ;  117  failures  of  tyres  ;  2  failures  of  wheels  ;  74  failures  of  axles ;  9  failures  of 
couplings;  1  failure  of  a  bridge;  171  failures  of  rails;  4  cases  of  slips  in  cuttings  or 
embankments ;  7  cases  of  fires  at  stations,  &c.  ;  and  ]  miscellaneous  accident. 

Of  the  117  tyres  which  failed,  9  were  engine-tyres,  1  was  a  coac^h-tyre,  9  were  van- 
tvres,  and  98  were  waggon -tyres  ;  of  the  waggons,  64  belonged  to  owners  other  than  the 
Railway  Companies ;  64  tyres  were  made  of  iron  and  53  of  steel  ;  105  of  the  tyres  were 
fastened  to  the  wheels  by  bolts,  or  rivets,  7  of  which  left  the  wheels  when  they  failed  ; 
and  12  by  other  methods  ;  14  tyres  broke  at  rivet-holes,  40  in  the  solid,  and  63  split 
longitudinally  or  bulged. 

Of  the  74  axles  which  failed,  38  were  engine  axles,  viz.,  28  crank  or  driving,  and 
10  leading  or  trailing  ;  6  were  tender  axles  ;  5  were  coach  axles  ;  and  25  were  waggon 
axles  ;  of  the  waggons,  11  belonged  to  owners  other  than  the  Railway  Companies.  Of 
the  28  crank  or  driving  axles,  o  were  made  of  iron  and  23  of  steel.  The  average 
mileage  of  the  5  crank  or  driving  axles  made  of  iron  was  367,919  miles,  and  of  22 
of  the  crank  or  driving  axles  made  of  steel  237,483  miles. 

Of  the  171  rails  which  broke,  30  were  double-headed,  115  were  single-headed, 
1  was  a  bridge  rail,  and  25  were  Vignole^'  rails  ;  of  the  double-headed  rails,  14  had  been 
turned.  -  All  of  these  rails  were  made  of  steel. 


IT. — Accidents  to  Passengers    from    Causes   other  than   Accidents   to   Trains, 
Rolling- Stock,    Permanent- Way,    &c.,    including    Accidents    from    their 

OWN  WANT   OF    CaUTION    OR    MiSCONDUCT  ;    ACCIDENTS   TO    PeRSONS   PASSING  OVER 

Level-Crossings  ;  Trespassers  ;  and  Others. 

Of  the  306  persons  killed  and  918  injured  under  this  heading,  o8  of  the  killed  and 
787  of  the  injured  were  passengers.  Of  these,  16  were  killed  and  79  injured  by  felling 
between  carriages  and  platforms,  viz.,  9  killed  and  39  injured  when  getting  into,  and 

7  killed  and  40  injured  when  alighting  from,  trains  ;  4  were  killed  and  445  injured 
by   falling    on    to   platforms,    ballast,    &c.,    viz.,    57    injured  when  getting  into,    and 

4  killed  and  388  injinred  when  alighting  from,  trains  ;  3  were  killed  and  2  injured  by 
felling  off  platforms   and    being   struck   or   run  over   by  trains  ;    15  were  kiUed  and 

5  injured  whilst  passing  over  th6  line  at  stations,  viz.,  8  killed  and  4  injured  at  stations 
where  there  is  a  subway  or  footbridge,  and  7  killed  and  1  injured  at  stations  wLere 
there  is  neither  a  subway  nor  footbridge  ;  153  were  injured  by  the  closing  of  carriage 
•doors  ;  13  were  killed  and  29  injured  by  falling  out  of  carriages  during  the  travelling 
of  trains  ;  and  7  were  killed  and  74  injured  from  other  causes.  24  persons  were  killed 
and  7  injured  whilst  passing  over  railways  at  level-crossings,  viz.,  9  killed  and  3  injured 
at  public  level-crossings,  11  killed  and  3  injured  at  occupation-crossings,  and  4  killed 
and  1  injured  at  foot-crossings.  133  persons  were  killed  and  60  injured  when  trespassing 
on  railways  ;  73  persons  committed  suicide  on  railways,  and  8  persons  were  injured 
while  apparently  attempting  to  commit  suicide  ;  10  persons  were  killed  and  37  injured 
wldle  on  business  at  stations  and  sidings  ;  and  of  other  persons  not  specifically  classed, 

8  were  killed  and  19  injured. 


II r. — Accidents  to  Servants  in  the  Employ  of  Railway  Companies  or 
Contractors,  caused  by  the  Travelling  of  Trains  or  the  Movement 
OF  Vehicles  used  exclusively  upon  Railways. 

* 

During  the  six  months  there  were  227  servants  of  companies  or  contractors  reported 
as  having  been  killed  and  1,762  injured,  in  addition  to  those  included  in  Division  I. 
9  were  killed  and  243  injured  whilst  coupling  or  uncoupling  vehicles  ;   6  were  injured 


whilst  walking  on  the  line  ;  26  injured  by  hems  trampled  on  or  kicked  by  horses  whilst 
engaged  in  railway  work  ;  2  injui^ed  through  bemg  struck  by  articles  thrown  from  passing 
trams ;  336  injured  by  the  &11ing  of  raus,  sleepers,  &c.,  while  at  work  on  the  line  ; 
5  killed  and  538  injui^ed  in  other  ways  when  at  work  on  the  line  or  in  sidings  ;  and  2 
killed  and  945  injured  from  various  other  causes.  Of  persons  transacting  business  on 
the  companies'  premises,  6  were  killed  and  157  injured  ;  and  of  other  persons  not  coming 
within  ^e  above  classifications,  6  were  killed  and  47  injured ;  malong  a  total  in  this 
class  of  accidents  of  35  persons  killed  and  5,427  injured. 

Thus  the  total  number  of  personal  accidents  reported  to  the  Board  of  Trade  by  the 
several  Railway  Companies  during  the  six  months  amounts  to  573  persons  killed  and 
8,515  injured. 


NOTE. 


All  accidents  which  occur  in  the  working  of  railways  or  on  railway  premises  to 
persons  other  than  servants  of  the  companies   (described  in  the  following  Tables  as 

* 

"  Passengers "  and  *'  Other  Persons")  are  required  to  be  reported  to  the  Board  of  Trade, 
however  slight  the  injuries  may  be ;  but,  as  regards  servants  of  the  companies,  only 
those  accidents  which  prevent  the  servant  injured  from  being  employed  for  five  hours 
on  his  ordinary  work  on  any  one  of  the  three  working  days  next  after  the  accident  are 
reported. 

The  following  Tables  therefore  show  the  total  number  of  persons  other  than 
servants  of  the  companies  injured  from  accidents  arising  in  the  working  of  railways 
or  on  railway  premises,  but  only  the  number  of  servants  whose  injuries  prevented 
them  working  for  five  hours  on  any  one  of  the  three  working  days  next  after  the 
accident. 
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TABLE  No.  1. 

Summary  Statement  of  the  Number  of  Passensrers,  Servants  of  the  Companies  and 
of  Contractors,  and  other  Persons  reported  to  the  Board  of  Tradb  by  Railway  Compantbs 
as  having  been  Killed  or  Injurbd  in  each  Division  of  the  United  Kingdom  in  Accidents  to  Trains, 
and  by  the  Running  of  Trains  or  the  Movement  of  Railway  Vehicles,  during  the  Six  Months 
ending  30th  June  1902  ;  with  corresponding  figures  for  the  United  Kingdom  for  the  Six  Months  ending 
30th  June,  1901. 


# 

1902. 

1901. 

England  and 
Wales. 

Scotland. 

Ireland. 

1 
1 

United 

KlNQDOM. 

United 

Kinqdoh. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured.  < 

i 

1 

Killed. 

Injured. 

Killed. 

Injured. 

Passengers  :— 

In  accidents  to  trains 

(For  details,  see  Table  No.  2, 
p.  10.) 
b>om  other  accidents  connected 
with  the  running  of  trains  or 
the    movement    of    railway 
vehicles. 
(For  details,  see  Table  No.  3, 
p.  12.) 

5 

47 

314 

72S 

... 

10 

42 
53 

•  •  « 

1 

3 
6 

5 
58 

359 

787 

•  •   • 

55 

172 

674 

Total  op  Passengers  ... 

52 

1,042 

10 

95 

1 

1 

9 

63 

1,146 

55 

846 

SKRVANTS  : — 

In  accidents  to  trains 

(For  details,  see  Table  No.  2, 

p.  10.) 

From  other  accidents  connected 

with  the  running  of  trains  or 

the    movement    of    railway 

vehicles. 

(For  details,  see  Table  No.  3, 

p.  12.) 

... 
179 

39 
1,530 

•  •  • 

40 

7 
203 

8 

3 

29 

• 

•  •  • 

227 

49 
1,762 

6 
219 

77 
1,988 

Total  op  Servants  ... 

179 

1,569 

40 

210 

8 

32 

227 

1,811 

225 

2,065 

Other  PERSONS:— 

In    accidents    to   trains.     {See 

Table  No.  2.) 
While  passing  over  railways  at 

level   crossings.     (See  Table 

No.  3.) 
While  trespassing  on  line.  {See 

Table  No.  3.) 
Suicidesand attempted  suicides. 

{See  Table  No.  3.) 
On   business    at    stations    and 

sidings.    {See  Table  No.  3.) 
Miscellaneous      (not      included 
above).     {See  Table  No.  3.) 

•  ■  • 

20 

93 

61 

10 

6 

•  •  * 

5 

36 

8 

31 

14 

... 

1 

31 
10 

... 

2 

•  •  • 

2 
20 

... 

5 
4 

... 

3 

9 
2 

■  •  • 
•  ■  ■ 

•  •  • 

•  •  • 

4 

•  ■  • 

1 
1 

•  •  • 

24 

133 

73 

10 

8 

1 

1 

... 

7 

60 

8 

37 

19 

2 
25 

139 

68 

11 

9 

2 

8 

72 

11 

59 

9 

Total  op  Other  Persons 

Grand  Total  OP  Passengers,  ] 
Servants,     and      Other  [ 
Pbrsoxs.                               ) 

190 

94 

44 

31 

14 

6 

248 

131 

254 

161 

421      2,705 

1 
1 

94 

336 

23 

47 

538 

3,088 

534 

3,072 

Ji'^ote, Por  the  number  of  persons  killed  or  injured  on  railway  premifies  otherwise  than  bhrough  acoidenta  to  trains  or  the  movement 

of  railway  vehicles,  see  Tables  8,  9,  and  10. 
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NuMBBB  OF  Persons  Killed  or 


TABLE  No.  2. 


Number  of  Passkngbrs,  Servants  of  the  Companies  and  of  Contractors,  and  other  Persons 

in  each  DIVISION  of  the  UNITED  KINGDOM,  in  the  different  Classes  of 


Glass  of  accident. 


Number  of  Fassengebs. 


England 
and  Wales. 


ElUedj 


In- 
jured. 


Scotland. 


Rilled. 


In- 
jured. 


Ireland. 


Killed. 


In- 
jured. 


United 
Kingdom. 


Killed. 


In- 
jured. 


NUMBEB  OF  8EBVAMT8. 


En^nd 
and  Wales. 


Killed. 


In- 
jured. 


Scotland. 


Killed. 


In- 
jured. 


Ireland. 


'I      United 
Kingdom. 


Killed. 


In-   ]' 
juredJ; 


Killed. 


In- 
jured. 


1.  Collisions  between  passenger 
trains  or  parts  of  passenger  trains. 


2.  Collisions  between  passenger 
trains  and  goods  or  mineral  trains, 
light-engines,  or  other  moving 
vehicles. 


8.  Collisions  between  goods 
trains  or  parts  of  goods  trains, 
light-engines,  or  other  moving 
vehicles. 


4.  Collisions  between  trains  and 
vehicles  standing  f  onl  of  the  line. 


6.  Collisions  between  trains  and 
buffer-stops,  or  vehicles  at  rest : 
(a)  From  trains  running  into 
stations    at   too    high    a 
speeQ. 

(If)  From  other  canses 

6.  Trains  coming  in  contact 
with  projections  from  other  trains 
running  on  parallel  lines. 


7.  Passenger  trains  or  parts  of 
passenger  trains  leaving  the  rails. 


8.  Qoods  trains  or  parts  of 
goods  trains,  light-engines,  &c., 
leaving  the  rails. 


9.  Trains  running  through  gates 
at  level-crossings,  or  into  other 
obstacles. 


10.  The  bursting  of  boilers  or 
tubes,  &c.,  of  engines. 


1 1 .  Other  accidents  arising  from 
the  failuxe  of  rolling-stock  (in- 
cluding the  failure  of  wheels, 
tyres,  axles,  couplings,  brake- 
apparatus,  and  ropes  on  inclines). 


1 2.  Other  accidents  arising  from 
Uie  failure  of  permanent-way 
(including  failure  of  tunnels, 
bridges,  viaducts,  culverts,  and 
rails,  t^e  flooding  of  the  perma- 
nent-way, and  slips  in  cuttings 
and  eml^aiikments). 


13.  Fires  in  trains 


14.  Other  accidents 


XOTAI« 


37 


21 


46 


8  I     .... 


••  I     .1 


196 


314 


12 


23 


6 


42 


1 

37 

•  •  • 

•  •« 

22 

•  •• 

•  •  • 

•  «• 

•  •  • 

•  •• 

16 

•  ■  • 

•  •  ■ 

49 

•  •  • 

•  •• 

8 

««• 

•  •• 

•  •  • 

•  •  ■ 

•  •  • 

25 

•  •• 

•  •• 

•  •• 

•  •• 

■  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

4 

196 

•  •• 

•  •• 

■  •  * 

•  ■• 

•  •* 

■  •• 

•  •• 

•  •• 

6 

•  •• 

5 

359 

•  •• 

9 


8 


8 


4 


39 


m       ••• 


,1 


2 


10 


9 


10 


I     ••• 


49 


N.B.— The  Board  of  Trade  state  tbe  cause  of  accident  as  returned  by  the  Companies  but  do  not  guarantee 


12 


Number  of  Persons  Killed  or  Injured  from  the  Running 
TABLE  No.  3. 


Number  of  Passengers,  Servants  of  the  Companies  and  of  Contractors,  and  Other  Persons 

in  each  DIVISION  of  the  United  Kingdom,  by  the  Running  of  Trains  or  by  the 


Ekoland  akd  Wales. 


KiUed. 


PA88BK0£B8  :^ 


Injured. 


1.  From  falling  between  traine  and  platforms  : 

(1)  When  entering  trains     

(2)  When  alighting  from  trains     

2.  From  falling  on  to  the  platform,  ballast,  &o. : 

(1)  When  entering  trains     

(2)  When  alighting  from  trains     

8.  From  falling  oS  platforms  and  being  struck  or  run 

over  by  trains. 
4.  Whilst  crossing  the  line  at  stations  : 

(1)  Where  there  is  either  a  subway  or  footbridge 

(2)  Where  there  is  neither  a  subway  nor  footbridge 
6.  By  the  closing  of  carriage  doors        

6.  From  falling  out  of  carriages  during  the  running 
of  trains. 

7.  By  other  accidents        


•  •• 


Total  of  Pasbenoebs    ... 


Seryantb  :— 

By  accidents  occurring  during  shunting  operations, 
viz: 

1.  Whilst  coupling  or  uncoupling  vehicles 

2.  By  coming    in    contact,    whilst    riding    on 

vehicles,  with  other  vehicles,  &c.,  standing 

on  adjacent  lines. 
8.  While  passing  over,  onder,  or  standing  on 

buifers. 
4.  When  getting  on  or  off,  or  falling  off  engines, 

waggons,  ko. 
6.  Whilst  braking,  spragging,  or  chocking  wheels 

6.  Whilst  attending  to  ground-poiDte     

7.  Whilst  moving  vehicles   by  capstans,  turn- 

tables, props,  levers,  &c. 

8.  By  other  accidents  not  included  in  the  pre- 

ceding. 
9.  From  falling  off  trains,  engines,  &c.,  in  motion  ... 

10.  When  getting  on  or  off  engines,  vans,  &c.,  during 
the  running  of  trains. 

11.  By   coming    in    contact    with    over-bridges   or 
erections  on  the  sides  of  the  line. 

12.  Whilst  attending  to,  or  by  the  failure  of,  the 
nukchinery,  &c.,  of  engines  in  motion. 

13.  Whilst  working  on  the  permanent-way,  sidings,  &c. 

14.  Whilst  attending  to  gates  at  level-crossings 

15.  Whilst  walking,  crossing,  or  standing  on  the  line 
on  duty  : 

(1)  At  stations  

(2)  At  other  parts  of  the  line         

16.  From  being  caught  between  vehicles         

17.  From  falling  or  being  caught  between  trains  and 
platforms,  walls,  ko. 

18.  Whilst  walking,  &c.,  along  the  line  to  or  from  work 

19.  Miscellaneous 

Total  op  Sbrvakts        


Other  Persons  : — 

1.  Whilst  passing  over  railways  at  level-crossings 

2.  Whilst  trespassing  on  line       

.S.  Suicides  and  attempted  suicides        

{.  On  business  at  stations  and  sidings 

5.  Miscellaneous  (not  included  above) 

Total  of  Other  Persons 


Grand  Total 


.••        •.•        .•*       I .. 


6 
5 


3 
2 


7 
7 

•  •• 

10 

7 


47 


o 


4 
6 
4 

13 

1 
2 

6 

1 

32 
2 


40 

22 

16 

1 

10 
16 


179 


20 
i>3 
61 
10 
6 


190 


416 


84 
34 

66 

371 

2 


136 
24 

68 


728 


211 
6 


6 

76 

160 

30 

162 

192 

20 
106 

30 

143 

47 


82 
14 
36 
23 

13 
186 


1630 


o 
36 

8 
31 
14 


94 


2,362 


Scotland. 


Killed. 


2 


3 


10 


1 
1 

1 

2 


10 
1 


1 
3 


40 


1 
31 
10 

•  •  • 

2 


44 


94 


Injored. 


3 
6 

1 
17 


18 
6 


.53 


27 
1 


4 

9 

18 

7 

12 

19 

7 
14 

2 

14 

14 


12 

7 
7 
7 

3 
19 


203 


2 

20 

• .. 
6 
4 


31 


287 


N.B.-— The  Board  of  Trade  state  the  cause  of  the  accident  as  returned  by  the  Companies,  but  do  not 
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OF  Trains  or  the  Movkmbnt  of  Railway  Ybhiglbs. 

TABLE  No.  3. 


reported  to  the  BOARD  of  Tradb  by  Railwat  Companibs  aa  having  been  Killed  or  Injured 
Movement  of  Railway  Ybhiglbs  during  the  Six  Months  ending  30th  Jane,  1902. 


ISBLAKD. 

t 

United  Kikgdom. 

Killed. 

Injured. 

Killed. 

Injured. 

« 

Passbngebb  :— 

1.  From  falling  between  trains  and  platforms : 

••. 

2 

9 

S9 

ri}  Wlien  entering  trains. 
(2)  When  alighting  from  trains. 
2.  From  falling  on  to  we  platform,  ballast,  &c. : 

■•• 

... 

7 

40 

••• 

... 

• .. 

57 

(1)  Wlien  entering  trains. 

1 

... 

4 

388 

(2)  When  alighting  from  trains. 

•  •• 

... 

3 

2 

3.  From  falling  off  platforms  and  being  struck  or  ran 
over  by  trains. 

4.  Whilat  crossing  the  line  at  stations  : 

... 

... 

8 

4 

CI)  Where  there  is  either  a  subway  or  footbridge. 

... 

1 

7 

1 

(2)  Where  there  is  neither  a  subway  nor  footbridge. 

■  a. 

•  •• 

. .. 

153 

5.  By  the  closing  of  carriage  doors. 

•  •• 

•  •• 

18 

29 

6.  From  falling  out  of  carriages  daring  the  running  of 

1 

trains. 

■  •« 

3 

7 

74 

7.  By  other  accidents. 

1 

6 

68 

787 

Total  of  Pabsbnqebs. 

SrBYANTS  ;— 

By  accidents  occurring  daring   shunting  operations, 

1 

2 

5 

9 

243 

Vis.  • 

1.  Whilst  coupling  or  uncoupling  vehicles. 

•  •• 

•  •• 

■  •  • 

6 

2.  By  coming  in  contact,  whilst  riding  on  yehicles, 
with    other     vehicles,    &c.,     standing     on 

adjacent  lines. 

•  «  • 

1 

9 

8.  ^liile  passing    over,  under,  or   standing?    on 

butfers. 

•  •• 

•  •  • 

5 

85 

4.  When  getting  on  or  off,  or  falling  off  engines, 
waggons,  ftc. 

1 

6 

169 

5.  Whilst  braking,  spragging,  or  chocking  wheels. 

1 

1 

38 

5.  Whilst  attending  to  ground-points. 

... 

8 

0 

182 

7.  Whilst  moving    vehicles    by   capstans,   turn- 
tables, props,  levers,  &c. 

I 

4 

15 

215 

8.  By   other    accidents    not    included    in    the 
preceding. 

*  •• 

... 

3 

27 

9.  From  falling  off  trains,  engines,  &c.,  in  motion. 

•  •  • 

2 

1 

2 

122 

10.  When  getting  on  or  off  engines,  vans,  &c.,  during 
the  running  of  trains. 

•  •■ 

4 

6 

36 

11.  By    coming     in    contact    with    over-bridges    or 
erections  on  the  sides  of  the  line. 

«■• 

•  •• 

1 

157 

12.  Whilst   attending    to,  or  by  the  failure  of.  the 
machinery,  &c.,  of  en^rines  in  motion. 

•  •• 

42 

61 

IS.  Whilst  working  on  the  permanent- way,  sidings.  &c. 

•  •• 

.  ••• 

8 

.. 

14.  Whilst  attending  to  gates  at  level-crossings. 

15.  Whilst  walking,  crossing,  or  standing  on  the  line 
on  duty : 

2 

1 

49 

95 

(1)  At  stations. 

.•* 

23 

21 

(2)  At  other  parts  of  the  line. 

... 

19 

48 

16.  From  being  caught  between  vehicles. 

1 

... 

8 

30 

17.  From  falling  or  being  caught  between  traii:^  and 
platforms,  walls,  &c. 

1 

... 

13 

16 

18.  Whilst  walking,  &c.,  along  the  line  to  or  from  woik. 

1 

3 

21 

207 

19.  Miscellaneous. 

8 

29 

227 

1,762 

Total  op  Sebvants. 

• 

0th  RR  Persons  :^ 

3 

... 

24 

7 

I.  Whilst  passing  over  railways  at  level-crossings. 

9 

4 

133 

60 

2.  Whilst  trespassing  on  line. 

2 

... 

73 

8    - 

3.  Suicides  and  attempted  suicides. 

1 

10 

37 

4.  On  business  at  stations  and  siding}. 

•  •• 

1 

8 

19 

5.  Bfisoellaneous  (not  included  above). 

U 

6 

248 

131 

Total  of  Other  PEBsoNfi. 

23 

41 

533 

2,680 

Grand  Total. 

guarantee  or  otherwite  adopt  the  statement,  except  in  cases  where  an  official  inquiry  has  ')ecn  held. 
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NuMBBR  OF  Persons  Killed  or 


TABLE  No.  4. 


Number  of  Persons  reported  to  the  Board  op  Trade  by  Railway  Companies  as  having  been  Killed  or 

to  Trains,  Rolling-Stock,  and  Permanent-Way  of  the 


Name  of  Company, 


CoUlAions 

between 

Passenger 

Trains 
or  Parts  oi 
Passentrer 

Trains. 


K.» 


U 


Collisions 

between 

Passenger 

Trains  and 

Goods  or 

Mineral 

Trains, 

Light- 

Engines, 

Ac. 


ENGLAND   VXD  WALES. 
OambriaD     ...        ...        ...  ! 

Great  Eastern 
Great  Northern 
Great  WeRtern 


•    •  ••• 


Lanoashire  and  Yorkshire... 

Loudon  and  North- Western 

London  and  South- Western 

London,      Brighton,      and 

South  Coast. 
Metropolitan  District 

Midland       ...        ...        ... 

North-Eastern        ...        ,.. 

North- Eastern  and  London 

and  North- Western  Joint. 

Sheffield  and  Midland  Joint 

South-Eastern  and  Chatham 


ToTAii,  England  and 
Wales 


SCOTLAND. 
Caledonian  ... 
Dundee  and  Abroath  Joint 
Glasgow  and  South- Western 
Glasgow  District  Subway... 
North  British         


Total,  Scotland 


IRELAND. 
Belfast  and  Oonnt^  Down 
G  reat  Sou  them  and  Western 
West  Clare 

Total,  Ireland 


Total,  United  Kino- 

DOil    •••  ••• 


•••  •  •• 


Collisions 
between 
Goods 
Trains  or 
Parts  of 
Goods 
Trains, 
Light- 
Engines, 


OoUiflions 
between 
Trains  and 
Vehicles 
standing 
foul  of 
the  Line. 


K.    I     L 


Collisions  between  Trains 

and  Buffer-Stops, 

or  Vehicles  at  rest. 


(OFrom 
Trains  run- 
ning into 
Stations  at 
too  high  a 
speed. 


K. 


(b.)  From 

other 

Causes. 


K. 


6 

Trains 

coming  in 

Contact 

with 

Projections 

from  other 

Trains 

rnuninff 

on  Parallel 

Lines. 


K. 


Trains  or 
Parts  of 

Passenger 
Trains 
leaving 

the  Bails. 


8 

Goods 

Trains  or 

ParUof 

Goods 

Trains, 

light-     ' 

Engines,  ike. 

leavior 
theBaik.  | 


i:> 

-•  •  • 

•  •  • 

•  •  • 

4 

14 

•  •  • 

1 

.  .• 

.*• 

2 

•  •• 

-  •  • 

U 

46 

•  •• 

12 


2y 


2 
3 


8 


3 


:^o 


•  •  • 

•  •  • 

2 

•  •  • 

I 

•  * . 

•  •• 

."» 

•  • 

47 

i2 


I ••  ••• 


•  •• 


'  .1 


I  ••• 


•  «•  ••« 


» •  •  • •• 


»•*      I  •«• 


• ••      )  • •• 


•  ••  ••• 


•••  ••• 


12 


13 


1 

•  •• 

1 

... 

1 

... 

«•. 

... 

.•• 

... 

•  «• 

... 

... 

•  • 

... 

.  .. 

•  •• 

... 

.  •• 

... 

.•« 

... 

•  •• 

... 

*•• 

•  •• 

.•• 

•  •• 

••• 

«•• 

••• 

•  .. 

• '  • 

... 

... 

I 

..• 

•  •• 

... 

23 


•*•       ... 


23 


•  ••  • • « 


... 

..« 

... 

3 

... 

... 

... 

•  •• 

... 

•  .. 

... 

•  •• 

... 

... 

... 

8 

...  ... 


...  ... 


1 


47 


81 


10 


17 


60 


18 


.»•  ••• 


. ..  ... 


1 

...  ...  A 


...  . 


•••      I  .< 


26 


...  ... 


...  ... 


I..  ...  ... 


...         ... 


...         ... 


>..  ... 


>.  «• 


Note. — In  tlie  above  Table  the  persons  killed  and  injured  from  aooidents  are  entered  against  the  Companj  on  whose 
•  Killed.  t  Injured. 
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Number  of  Persons  Killed  or  Injured  by  the  RmcNiNO 


TABLE  No.  5. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the  several 

during  the  Six  Months 

A.  Passengers. 


Name  of  Company. 


1 

From  falling 

between  Trains 

and  PlatformB. 


(a) 

When 

entering 

Trains. 


K.» 


Lt 


When 
alighting 

from 
Trains. 


K. 


From  falling  on  to 

the  Platform, 

Ballast,  Ac. 


(a) 

When 

entering 

Trains. 


K. 


(b) 

When 

alighting 

from 

Tialns. 


K. 


From 

falling 

off 

Platforms 

and 

being 

strack 

or  run 

over  by 

Trains. 


Whilst  crossing 

the  line  at 

Stations. 


(a) 
Where 
there  is 
either  a 
Subway 
or  Foot- 
bridge. 


K. 


(b) 
Where 
there  is 
neither  a 
Subway 
nor  Foot- 
bridge. 


E. 


By  the 

closing 

of 

X2arriage 

Doors. 


K. 


6 


From 

faUing 

out  01 

Carriages 

during 

the 
ruxming 

of 
Trains. 


By 

other 
Accidents 


Total. 


ENGLAND  AND  WALES. 

BreooD  and  Merthyr 
Cambrian       ...        ... 

Carlisle  Joint  Station 

East  London  Joint 

FomeBS         ...        ... 

Great  Central  

Great  Eastern  

Great  Northern       

Great  Western         

LEmoashire  and  Yorkshire ... 

Lancashire  and  Yorkshire 
and  London  and  North- 
western Joint. 

Lancashire,  Derbyshire,  and 
East  Coast. 

London  and  North- Western 

London  and  North- Western 
and  Great  Western  Joint. 

London  and  North- Western 
and  Midland  Joint. 

London  and  Sonth  Western 

London  and  South-Western 
and  London,  Brighton  and 
South  Coast  Joint. 

London,  Brighton,  and  South 
Coast. 

London,  Tilbury,  and  South- 
end. 

Manchester,  South  Junction, 
and  Altrincham. 

Metropolitan... 

Metropolitan  and  Great  West- 
ern Joint. 

Metropolitan  and  Metropoli- 
tan District  Joint. 

Metropolitan  District 

Midland 

Midland  and  Great- Western 

Joint. 
North-Ea-stern  

North  Eastern  and  London 

and  North- Western  Joint. 

North  London  

North  Wales  and  Liverpool 

Oldham,  Ashton -under- Lyne, 
and  G  uide  Bridge  Junction. 


1 
1 


1 

I 


2 

8 


•  •  •     I     •  ■  • 


1 
2 


4 : 


'"> 

•  •  • 

1 

••• 

1 

■  ■  • 

•  ■  • 

... 

•  •  • 

•  •  • 

4| 


•  •• 


17 


3 
1 


8 


•  •  •  •  ■ 


I  •  •      I      •  « 


I 
4 


I  •  ■  •  I 


s 


10 


•  •  •  •  •  • 


2 
26 

4 
21 
10 

3 


52 
8 
1 

76 


11 
XL 

■  •  • 

3 
2 
2 
4 

18 

I 

41 


Si 


>  •  ■      I      •  « 


1 
2 


•  «  •  •  I 


•  •  •  •• 


I      ••• 


k  •  ■  •  « 


1 
1 


6 
10 


10 
9 
2 


87 
4 


•  •  •      I     •  •  • 


1 
1 


•  •  •  •  I 


11 

1 

22 


1 
2 


1 
1 
1 
2 


4 

1 


1 
3 
1 


1 


1 
1 


1 

8 


1 
1 


19 
1 


5 


5 
1 


I •      I      • •• 


8 


...  1 

1  •  ... 

...  1 

...  1 

...  ■    3 


4 
5 


li 
75 


1  4 
1  39 
3     24 


I 

5   120 
15 
1 

3  <  98 
1     ... 

21 


2 


14 
'    1 


2  9 

I 

..  3 

..  2 

1  9 

2  !  47 


2 


96 

I 

53 


.       1 


Killed. 


Note.— In  the  above  Table  the  persons  killed  and  injured 
t  Injured. 
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OF  Trains  or  the  Movhmbnt  op  Railway  Ybhiolbs; 


TABLE  No.  5. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movbmbnt  of  Railway  Vehicles 

ending  30th  June,  1902. 

A.  Passengers. 


1 

From  foiling 
1      between  Trams 
and  Platforms. 

2 

From  falling  on  to 

the  Platform, 

Ballast,  Ac, 

3 

From 

falling 

off 

4 
Whilst  crossing 
the  Line  at 
Stations. 

6 
By  the 

6 

From 

fallinff 

onto! 

Carriages 

dnring 

the 
running 

of 
Trains. 

7 

Platforms 

and 

being 

stronk 

or  ran 

over  by 

Trains. 

(a) 
Where 
there  is 
either  a 
Subway 
or  Foot- 
bridge. 

Where 
there  is 
neither  a 
Sabway 
nor  Foot- 
bridge. 

closing 

of 

Carriage 

Doors. 

By 

other 

Accidents 

Total. 

Namv  op  Oompant. 

(a) 

When 
entering 
Trains. 

(h) 

When 

alighting 

from 
Trains. 

ia) 

When 
entering 
Trains. 

Wken 
alighting 

from 
Trains. 

K.* 

Lt 

S.. 

L 

K. 

L 

K.      L 

K. 

t 

K. 

L 

K. 

L 

1 

K. 

L 

K. 

L 

K. 

L 
1 

K. 

I 

England  Ain>  Walkb— 
eont. 

Sheffield  and  Midland  Joint 

Soiith-Eafltem  and  Chatham 

South-Eastem  and  Chatham 
and  London,  Brig^hton^and 
South  Coast  Joint. 

Sonth  Shields,  M^sden,  and 
Whitbnrn. 

Tottenham  and  Forest  Gate 
Joint. 

Tottenham  and  Hampstead 
Joint. 

Waterloo  and  City 

West  London  Extension    ... 

1 

■  ■• 

•  •• 

•  ■• 

•  ■• 

•  •• 

•  •  • 

6 

•  •  • 

2 

•  •  • 

1 

m     m 

34 

1 

■  *  • 

•  •  • 

■  ■  • 

•  •• 

■  •« 
« 

5 

■  ■  • 

4 

•  •• 

•  •  • 

1 

•  «  • 

•  • 

84 

•  •• 

•  ■  • 

•  •  • 

•  •  • 

•  •• 

•  •  • 

•  •  • 

•  •• 

•  •  ■ 

1 

•  ■  • 

•  •  • 

1 

■  •  • 

66 

•  •• 

•  «  • 

•  •• 

■  •  • 

•  •• 

•  •  • 

•  •  • 

8 

1 

34 
1 

•  •• 

1 
2 

•  •• 

5 
371 

■  •  • 

•  •• 

•  •  ■ 

•  •  ■ 

•  •• 

•  •• 

•  •  • 

•  •  ■ 

2 

•  •• 

•  •• 

■  •  • 

•  •• 

■  ■• 

•  •  • 

■  a  • 

2 

... 
1 

•  •  • 

•  •• 

ft  ■  • 

ftftft 

ft  •• 
*•• 

ft  ft  ft 

■  ft  ft 

■  ftft 

ft   ft  ft 

■  ft  ft 

■  ft  ft 

ft  •« 
ft  •• 

ft  ftft 

1 

•  ftft 
ft  •• 

•  ftft 

ft  •• 

•  •• 
ft  ftft 

•  •• 
ftftft 
ftftft 

■  ■  ft 
ft  •  ft 
ft«f 

■  ft  ft 
ftftft 

•  •• 

•  •ft 

•  ft* 

ftftft 

ftftft 
ft  ftft 

•  •• 
ftftft 

ftwft 

•  •• 

ftftft 

4 
1 

ft  ft  ft 
ft  ft  ft 

•  ftft 

•  ftft 

2 
185 

ftftft 

1 

ft  ■  . 

ft  ft* 

•  ftft 

•  ftft 

«  ft  « 
ft  ft  ft 

10 

•  •• 

2 

ft  •  ft 

1 

ft  ft  ft 

ft  •• 

■  ft  ft 
•  •• 

24 

... 
... 
... 

ft  ft  ft 

•  ft  ft 
ft  •• 

ftftft 

•  ftft 

7 

■  ft  • 

2 

ftftft 
ft  ft  ft 
ftftft 
ft  ft  ft 

1 

ftftft 

68 

ft  ft  ft 

5 

•  aft 

•  •  • 
■  ftft 

ft  ft  ft 

ft  ft  ft 

•  ftft 

47 

I 

49 
2 

1 

! 
I 

5 

4 

7 

Total,  Bnoland  and  ) 

WAIiB9           ...          ... 

7 

4 

7 

728 

SCOTLAND. 

Caledonian    

Olasfrow  and  Paisley  Joint... 

Glasgow  and  Sonth-Westem 

Glasgow,      Barrhead,      and 

ZUmamock  Joint. 
Glasgow  District  Snbway  ... 

Highland 

North  British           

2 

«  •• 

•  •• 

•  •« 

•  •• 

•  ■• 

1 
S 

I 
1 

•  *• 

•  •• 

1 

•  •• 

•  •« 

8 

•  •• 

■  •• 

2 

... 
... 

... 
... 

2 

2 

2 

«  •  * 

1 
1 

6 

•  •• 

«  ■• 
«  ■  • 

•  •  • 

•  ■• 

•  •• 

•  •• 

•  •« 

•  •• 

•  ■• 

•  •  • 

1 

•  •  • 

■  •  • 

•  •• 

1 

•  •  • 

•  •• 

■  ■• 

■  •• 

•  •• 

•  •• 

■  ■• 

•  •• 

6 

1 
2 

1 

•  «• 

•  •• 

7 
17 

1 

•  •• 

•  •• 
■  «• 

•  •• 

•  *  • 

1 

• 

•  •• 

•  •  ■ 

•  •• 

•  •• 

•  *  • 

ft  •• 

•  •  ■ 

■  •  • 

•  •• 

•  •• 
ft  •■ 

ft  •• 

•  •• 

... 
1 

1 

•  ftft 

•  ft  ft 
ft  ft  ft 
ft  ftft 
ft  ft  • 
ft  ft  ft 
ft  ftft 

•  ft« 

ft  ft  ft 

ftft* 
ft  •• 
■  ft  • 

•  ftft 

•  •• 

ft  ft  ft 

•  •• 
«•• 

•  •• 

ftftft 
ft  ftft 
ftftft 

... 

•  •• 

•  mm 
■  •• 

•  •• 
ft  •• 
ft  ftft 
«•• 

ftftft 

8 
2 
1 
1 

• .. 

... 

6 

18 

2 

*•• 
. .. 
... 
... 
... 
1 

8 

.«• 

... 
1 

... 

... 
1 
3 

5 

... 
••■ 
... 

.. 
... 
... 
... 

... 

1 

•  ftft 
1  «« 

•  •• 

•  ftft 

«ftft 

2 

5 

... 

2 

... 

... 

*•• 
8 

13 
4 
6 
8 
1 
2 

19 

Total,  Sootlaio)     ... 

• 

1 

; 

ft  ftft            ft  •  ■ 

8 

10 

63 

IRELAND. 

Belfast  and  Northern  Conn- 
ties.  , 
Cork  and  Macroom  Direct ... 

Donegal         ... 

Great  Bonthem  and  Western 

•  •• 

•  •• 

•  •• 

■  •• 

2 

•  •• 

•  •• 

2 

... 
... 

. .. 
».. 

.*• 

•  •• 

•  *■ 

•  •  • 

... 

•  •• 

•  ■ 

•  •• 

•  •  • 

•  •  • 

•  •• 

•  •• 

•  ■  • 

•  •  • 

>  •  • 

•  •• 

■  •  • 

1 
1 

•  •  • 

•  •  • 

•  •• 

•  •• 

•  •  • 

•  •  • 

•  •• 

•  •• 

•  •• 

f" 

•  •  • 

•  ■  ■ 

•  •  • 

•  •  • 

•  •  • 

ft  ft  ■ 
ft  •  • 
ft  ft  • 

ft  aft 
•  ft  ■ 

1 

1 
1 

ft  ftft 

! 

ft  ft  ft 

1 

ftft  ft 

...  , 

ft  ft  ft 

ftftft 
ftft* 
ft  •• 

•  ftft 

•  ft  ft 

•  ftft 

1 

1      1 

1 

... 
... 

1 

ftftft 
•  ■• 

ftftft 
ftftft 

ftftft 

•  ftft 

•  •ft 
ft  •  • 
ftftft 

•  •• 

ftftft 

ftftft 

ft  ftft 
ft  ft  ft 

ftftft 

ft «  • 

ftftft 

•  ft  ft 
ftftft 

•  •• 

... 
... 
• .. 
... 

... 

ft  ftft 
ft  ftft 

1 
2 

•  • 
ftftft 
ft»« 

1 

2 

1 
1 
2 

;  Total,  Ibelakd 

i 

8 

1 

6 

Total,  United  Kingdom... 

9 

39 

7 

40 

•  •  • 

87 

4  'sssl  S 

1 

2 

8 

4 

7 

1 
1 

ft  ftft 

158 

18 

29 

7 

74 

58 

787 

are  entered  against  the  Comnany  on  whose  line  the  injury  was  received. 

*  Killed. 
12445 


t  Injured. 


]8 


NVMBBR  OF  Persons  Killed  or  Injured  by  the  Bunving 

r 

TABLE  No.  5— continued.  ' 


Number  of  Pbrsons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the  several 

during  the  Six  Months 

B.  Servants  of  Companies  and  Contractors. 


Namb  of  Oompant 


BT  AOOIDBMTS  OOCDBBINa  DURINO  SHUNTINO  OPERATIONS. 


i. 


WhUirt 
oonpling 

or  un- 
coupling 
Vehicles. 


By 
coming  in 
contact 
whilst 
ridixigon 
Vehicles 
with 
other 
Vehicles, 
Jbc.,  stand- 
ing on 
adjacent 
Lines. 


3. 


Whilst 
passing 

over, 
under,  or 
standing 

upon, 
Buffers. 


4. 


When 
getting 

on  or  off. 

or  fulling 
off. 

Engines, 

Waggons, 

AC. 


5. 


Whilst 

braking, 

Bpragging, 

or 

chocking 

Wheels. 


6. 


Whilst 
attending 
toOround 

Points. 


7. 

Whilst 
moving 
Vehicles 

Capstans, 
Turn- 
tables, 
Props, 
Levers, 
Ac. 


8. 


By 

other 

Accidents 

not 
included 
in  the 
preced- 
ing. 


9. 


falling 

off  Trains, 

Engines, 

Ac^  in 
Motion. 


10. 


When 

getting 

on  or  off 

Engines, 

Van8,A(L, 

during 

the 

runniag 

of  Trains. 


K.» 


Lt 


K. 


K. 


K. 


K. 


K. 


I. 


ENGLAND  AND  WALES. 


Alexandra  (Newport)  Dook  ... 


Barry     ... 


Breoon  and  Merthyr  ... 


CSambrian  ...        ... 


•..        ..I 


..•        .*• 


Oarlisle  Joint  Siation 


Central  London 


Cheshire  Lines ... 


•••        ...        . ■• 


.•*        ...        ... 


Cleator  and  Workington  Junction    . . . 


East  and  West  Yorkshire  Union 


Fumess  ... 


«•.        ...        ...        ... 


Great  Central   ... 


Great  Eastern  ... 


Great  Northern 


•••  •■•  ••• 


•••  ••• 


Great  Northern  and  ^Great  Eastern 
Joint. 

Great   Northern    and    London    and 
North- Western  Joint. 


Great  Western  ... 


...        ...        ... 


Hull,    Bamsiey,  and    West   Riding 
Junction. 

Lancashire  and  Yorkshire    


Lancashire  and  Yorkshire  and  Lon- 
don and  North- Western  Joint. 

Lancashire,     Derbyshire    and    Bast 
Coadt. 

London  and  North- Western 


12 


17 


20 


16 


1 
66     ... 


*  Killed. 


.     ... 


3 
1 
1 


1 
I 


I • «  • «a 


1        ... 


2  1  ... 


6 


o 


13 


8      ... 


•.      . 


20 


12 


>••       I       mt 


12       2  '  43 


15 


9 


l-» 


23 


6 


9 


9 


9 


SS 


1 


43 


2 


16 


8 


58 


I 


11 


14 


2 


17 


t  Injured. 
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Number  of  Pbrsons  Killed  or  Injubbd  by  the  Running 


TABLE  No.  5— continued. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the  several 

during  the  Six  Months 

B.  Servants  of  Companies  and  Contractors— oem^iniiMf. 


By  Aocidknts  OOOURBINQ  DUBING  SHUMTINO  Opsbations. 

8 

1. 

10. 

NA.MB  OP  COMPANT. 

1. 

Whilst 
coapling 

or  nn- 
coapUng 
Vehicles. 

2. 
By 
coming  m 
contaot 
whilst 
riding  on 
Vehicles 
with 
other 
Vehicles, 
<9kc.,  stand- 
ing on 
adjacent 
Lines. 

3. 

Whilst 
passing 

over, 
ander,or 
standing 

npon 
Baffers. 

4. 

When 

getting 

on  or  off, 

or  falling 

off. 

Engines, 

Waggons, 

6. 

Whilst 

braking, 

spragtflng, 

or 

chocking 

Wheels. 

6. 

Whilst 
attending 
to  Groand 

Pointo. 

• 

7. 

Whilst 
moving 
Vehicles 

Capstans, 
Turn- 
tables, 
Props. 
Levers, 
Ae. 

8. 

By 

other 
Accidents 

not 

indiided 

in  the 

preoed- 

ing. 

fall^ 

off  Trains, 

Engines, 

Ac.,  in 
Motion. 

When 

getting 

on  or  off 

Snginefi. 

Vans.  Ac., 

dazing 

the 
mnnintp 
ofTralns. 

1 

1 

1 

K.*  ,  Lt 

1 

K. 

L 

K. 

L 

E. 

L 

E. 

L 

E. 

L 

E. 

L 

K. 

L 

K. 

L 

K.  1   L 
1 

1 

1 

Enoland  Ain>  WA.hvs-~oont. 

i    " 

London    and    North- Western     and 

•  •• 

... 

•  •• 

•  •• 

•  •• 

•  «• 

... 

2 

•  •• 

•  •« 

... 

1 

... 

. .. 

1 

«•• 

... 

1 

1 

Great  Western  Joint. 

London     and     Norfch-Westem     and 

•  •• 

2 

•  •  • 

•  •• 

•  »• 

•  •• 

... 

... 

•  •• 

•  •• 

... 

•  •• 

•  •• 

... 

... 

«•• 

... 

1 

r 
1 

..a           .  ••     1 

Midland  Joint. 

I 

London  and  South- Western 

•  •• 

13 

•  •• 

•  •• 

•  •• 

1 

... 

6 

•  •  « 

4 

... 

•  •  ■ 

6 

... 

6 

... 

1 

a.. 

5 

London,  Brighton,  and  South  Coast 

1 

6 

... 

•  •• 

•  •  • 

•  •• 

1 

1 

1 

5 

... 

•  •• 

3 

. .. 

S 

•  •• 

2 

... 

1 

London,  Tilhury,  and  Southend 

... 

I 

... 

««■ 

■  •• 

•  •• 

... 

... 

•  •• 

... 

•  •• 

... 

... 

... 

1 

«•• 

a  a. 

•  •• 

Manchester  and  Milford        

... 

•  ■• 

... 

•  •• 

•  •• 

•  •• 

.*• 

... 

•  •« 

... 

■  •• 

... 

... 

... 

•  •• 

•  •• 

»mm           ... 

Manchester  Ship  Canal          

... 

■  •• 

. .. 

•  •• 

«•  • 

«•• 

*•■ 

... 

•  •• 

... 

•  •• 

... 

... 

... 

•  •• 

1 

1 
•a.           ... 

Metropolitan 

... 

•  •• 

... 

■  •• 

•  «• 

•  •• 

... 

... 

.  •• 

... 

•  •• 

..• 

... 

2 

■  •• 

..a 

...            ■•. 

1 

Metropolitan  District 

. « 

2 

. .. 

•  •  • 

«  ■  ■ 

«•• 

... 

... 

•  •• 

... 

•  •• 

•  .* 

... 

•  •• 

■  •• 

... 

1 
•  •a     j         1 

Midland...        ...        ...        ...        ... 

... 

23 

. .. 

•  •• 

•  •  • 

1 

7 

... 

10 

... 

4 

21 

1 

20 

•  •• 

3 

aa. 

21 

Midland  and  Great  Northern  Joint 

... 

... 

. .. 

•  •• 

■  •• 

... 

... 

... 

... 

... 

1 

•  •  A    * 

1 

. .. 

1 

•  •• 

•  «• 

... 

1 

Midland  and  Great  Western  Joint  ... 

... 

2 

... 

•  •• 

'•  •• 

... 

... 

... 

... 

... 

... 

1 

... 

... 

•  •• 

•  •■ 

1 

•••     <     ... 

I 

Midland  and  Lancashire  and  York- 

... 

1 

• «. 

•  ■• 

•  •• 

... 

... 

... 

... 

... 

... 

... 

... 

1 

•  •• 

•  •• 

aaa           ...     [ 

shire  Joint. 

Midland  and  South- Western  Junction 

... 

•  •• 

• .. 

•  •• 

•  •• 

... 

... 

... 

... 

. .. 

... 

... 

... 

.*• 

••• 

•  •• 

... 

... 

Neath  and  Brecon       

... 

»•• 

... 

•  «• 

•  •• 

... 

... 

... 

... 

•*• 

•  B« 

... 

... 

... 

•  •• 

•  •• 

•  a. 

... 

Normanton  Joint  Station      

... 

•  ■• 

... 

•  •• 

•  •• 

... 

... 

.. « 

... 

... 

... 

5 

... 

I 

•  •• 

•  •• 

..a 

■  •• 

North-Eastem 

... 

18 

... 

2 

«•• 

2 

9 

... 

14 

... 

2 

1 

10 

8 

14 

•  •• 

3 

a*. 

10 

North  London  ...        ...        ... 

... 

... 

... 

... 

■  •• 

... 

... 

... 

1 

... 

... 

... 

... 

... 

1 

•  •• 

1 

a*. 

s 

North  Staffordshire 

... 

1 

... 

... 

•  •• 

... 

2 

... 

2 

... 

... 

... 

..  I 

... 

1 

•  •• 

•  •• 

.•• 

•  •■ 

Port  Talbot      

... 

1 

... 

... 

•  •• 

... 

... 

... 

... 

... 

... 

... 

... 

... 

2 

•  •• 

»■• 

... 

•  ■• 

Rhondda  and  Swansea  Bay 

... 

... 

... 

... 

•  •  • 

... 

... 

... 

1 

... 

... 

... 

... 

... 

... 

•  •• 

•  •• 

»»'     \      ..a 

Rhynin^y          •••        ...        ...        ... 

... 

2 

... 

... 

•  «• 

... 

...1 

... 

... 

1 

... 

... 

.  .. 

... 

•  a. 

... 

•  •• 

•  •• 

a. a 

1 

Severn  tind  Wye  Joint 

■ .. 

... 

... 

... 

•  •  • 

... 

... 

... 

1 

... 

... 

•  .. 

... 

... 

•  a. 

•  ■• 

•  •■ 

1 

*'     ! 
1 

•  •• 

KiUed. 


t  Injured. 


21 


OF  Trains  or  the  Movkmknt  of  Railway  Ybhiglbs. 


TABLE  No.  5— continued. 


Railways  in  the  United  Kingdom  from  the  Running  ofTRAiNS  or  the  Movement  of  Railway  Vehicles 
ending  30th  June  1902 — continued. 

B.  Servants  of  Companies  and  Contractors— «/n^muf5d. 


u. 


oomlngin 

contact 

withOrer- 

bridgetor 

Broctioxiii 

on  the 

SidM  of 

the  Line. 


12. 


Whilrt 
attending 

to  the 
Machinery, 

Ac.,  of 

Eoffines  in 

im>tion. 


13. 


Whilst 
working  on 

the 
Permanent- 
Way. 
Sidings,  Ac. 


14. 


Whilst 

attending 

to  Gates 

at  Level 

Orostlngs. 


15. 

Whilst  walking, 
crossing,  or  standing 
on  the  Line  on  Duty. 


(a.) 

At 
Stations. 


At  other 

Parts  of 

the  Line. 


16. 


From 

being 

canght 

between 

Vehicles. 


17. 


From 

frilling 

or  being 

caught 

between 

Trains  and 

Platforms, 

Walls,  Ac. 


18. 


Whilst 

walking, 

Ac.,  along 

the  Line 

to  or  from 

Work. 


19. 


Miscellaneons. 


TOTAL. 


K.« 

Lt 

•  •• 

••• 

.  m» 

.•• 

.  «• 

••• 

.«. 

•  *• 

*•• 

.  •• 

.*• 

••• 

.■• 

■•• 

•  •• 

••• 

«•• 

2 

«■• 

8 

■  *• 

■•• 

•  •• 

••  • 

•  •• 

■•■ 

•  •• 

••• 

•  •• 

••• 

•  •• 

••• 

•  • 

8 

*•• 

••• 

•  •• 

••• 

•  •• 

■•• 

•  ■• 

••• 

•  •• 

••• 

•  >• 

••• 

z. 


K. 


K. 


L 


I. 


I. 


K. 


29 


...        12 


•  •• 

... 

«•« 

... 

2 

2 

3 

8 

1 

«•• 

1 

... 

... 

... 

••■ 

..• 

••• 

. .. 

6 

3 

••• 

... 

... 

... 

... 

. .« 

... 

... 

... 

1 

... 

1 

3 

2 

... 

... 

... 

... 

«.* 

>.. 

..• 

... 

... 

... 

... 

... 

3 


6 


6 


10 


8 


1 


2 


1 


... 

. .. 

... 

... 

... 

2 

•  •* 

2 

■  «. 

... 

•  *. 

... 

... 

at. 

... 

... 

... 

4 

.  .. 
1 

... 

... 

... 

... 

.•* 

... 

... 

... 

... 

... 

... 

•  a. 

... 

... 

... 

... 

... 

... 

»•• 

... 

... 

... 

••• 

... 

... 

•  •a 

1 

... 

2 

... 

... 

... 

... 

... 

... 

6 

... 

. .. 

.*• 

... 

.*■ 

••• 

2 

I       .1 


... 

2 

... 

•  •• 

1 

•  •• 

... 

•  •• 

... 

•  •» 

... 

•  •• 

.a. 

•  •• 

3 
2 


3 


11 


24 


3 


1 


10 

11 

3 


8 


55 

35 

2 


5 


20  '     187 


...     I         6 


H 


15        IBO 

d. 

S  10 

3 
I 


*  KiUed. 


f  Injnied. 
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NUKBBR  OF  PBRSONS  EILLBD  OB  IKJUBBD  BY  THB  RUNNING 


TABLE  No.  i^-contintied. 


NuMBBR  of  Pbrsons  reported  to  the  Board  op  Trade  an  having  been  Killed  or  Injured  upon  the  several 

daring  the  Six  Months 

B.  Sbrvants  of  GOMPANIBS  and  CONTRACroRS^-con^mu^. 


Namb  of  OOXPANT. 


Bnolakd  asd  Walbs— <T0n^. 

Sheffield  and  Midland  Joint 

Somerset  and  Dorset  Joint    

Sonth-Bastem  and  Chatham 

^•1*  vaie  .«■        ...        ...        ,,, 

Tottenham  and  Hampetead  Joint  ... 
Wrexham,  Mold,  and  Connah's  Quay'  •  • 
Railway  Clearing  Honse        

Total,  Bnglako  and  Wales  ... 

SCOTLAND. 

Caledonian        

Dumbarton  and  Ballooh  Joint 

Dundee  and  Arbroath  Joint 

Glasgow  and  Paisley  Joint 

Glasgow  and  South- Western 

Great  North  of  Scotland       

Highland  

North  British 

Railway  Clearing  Hoase        

Total,  Scotland     

IRELAND. 

Belfast  and  County  Down     

Belfasc  and  Northern  Counties 


Cavtiu  and  Leitrim 


...        ••• 


Clogher  Valley 

Cork,  Bandon  and  South  Coast 

Great  Northern  

Great  Southern  and  Western 

Midland  Great  Western        

Total  Ibiland       

Total,  Ukitbd  Kjsqdou  ... 


BT  A00n>XNT8  OOOURBIKO  DUBINO  SHUNTmo  OPSBATIONS. 


1. 


Whilst 
coupling 

or  un- 
oonpling 
Vehlclea. 


2 
By 

oomiogin 

contact 

whilst 

riding  on 

Vehicles 
with 
other 

Vehicles, 
Ac,  stand- 
ing on 

adjacent 
Unes. 


S. 


Whilst 
passing 

over, 
under,  or 
standing 

apon, 
Buffers. 


4. 


When 

getting 
on  or  off, 
or  falling 

off. 
Engines, 
Waggons, 


K/ 


6. 


Whilst 

braking, 

spragging, 

or 

chocking 

Wheels. 


a 


Whilst 
attending 
toOround 

Points. 


Lt 


K. 


7 
1 


211 


10 


2 
18 


27 


1 
1 


2 


243 


1 
5 
1 


76 


7. 

Whilst 
moving 
Vehicles 

Capstans, 
Turn- 
tables, 
Props, 
Levers, 
Ac. 


a 


By 

other 
Accidents 

not 
included 
in  the 
preced- 
ing. 


e. 


famng 

off  Trains, 

Engines, 

ftc.,  in 

Motion. 


10. 


When 

getting 
on  or  off 
Engines, 
Yana,^., 

during 

the 

running 

of  Trains. 


K. 


1 


150 


30 


162 


13 


1 


192 


20 


K.      L 


1 


2 


•••  •■•  ••• 


•  ••  •! 


»•  «l 


I*  •  ■  I 


•  ••• 


•  ••  •  % 


2 


••      ••• 


9 


2 


8 


2 


6 


9 


86 


6 


169 


38 


183 


16 


216 


3 


27 


106 


9 

4 

•  •• 

3 

4 

1 

4 

■  •• 

•  •• 

••■ 

•  •• 

••■ 

•  •• 

1 

••• 

•  •• 

.«• 

•  •• 

••• 

••• 

■  •• 

••• 

1 

•■• 

1 

•  •« 

1 

•  •• 

••• 

1 

1 

«•• 

1 

■  •• 

••• 

1 

••• 

•  •• 

1 

8 

1 

2 

.  «• 

8 

1 

13 

•  •• 

1 

.«• 

•  •• 

•  •• 

■•• 

••• 

•  •« 

••• 

•  •• 

■  •• 

18 

1 

7 

1 

12 

1 

19 

2 

7 

II 


14 


2 


s 


182 





EiUed. 


t  Injured. 
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OF  Trains  ob  thb  Movbhbnt  of  Railway  Ybhiclbs. 


TABLE  No.  5—continiMd. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of  Railway  Vehicles 
ending  30th  June  1902 — continued, 

B.  Servants  of  Companies  and  Contraotors— con^int^ed. 


11. 


By 

ooming  in 

contact 

with  Over- 

bridires  or 

SrectioDB 

on  the 

Sides  of 

the  Line. 


12. 


18. 


AC,  Ox  Wqit 


14. 


Whilst 

attending 

toGate^ 

at  Level 

Orossings. 


16. 

Whilst  walking, 

oroBsing,  or  standing 

on  the  Line  on  Dnty. 


(a.) 

At 
Stations. 


(&.) 

At  other 

Parts  of 

tbe  Line. 


16. 


From 

being 

canght 

between 

Vehioles. 


17. 


From 

falling 

or  being 

caught 

between 

Trains  and 

Platforms, 

Walls.  Ac. 


18. 


Whilst 

walking, 

Ssc.,  along 

the  Line 

to  or  from 

Work. 


10. 


Miscellaneous. 


Total. 


K.» 


l.t 


K. 


L 


K. 


E. 


K. 


E. 


K. 


E. 


5 


•  •• 

•  •* 

•  •• 

•  •• 

1 

•  •• 

«  •  ■ 

•  ■« 

4 

2 

2 

3 

•  •• 

5 

•  •• 

•  •• 

•  •• 

.  .• 

•  •* 

•  •• 

•  •• 

.*• 

•  «• 

•  •• 

•  •• 

»«• 

.  *• 

•  •• 

32 

•  •• 

30 

1 

143 

47 

•  ■• 


2 


•  •• 

..« 

•  •• 

•  •• 

•  •• 

1 

*• 

«•• 

6 

1 

1 

I 

«  •  > 

•  •• 

■  •• 

•  •• 

a  •  • 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

«»• 

•  •• 

«  «• 

■  «• 

I 

•  •• 

40 

82 

22 

H 

16 

86 

•  •  ■  •  >  • 


I  ■  •  •  •  • 


23 


10 


13 


15 


•  •• 

•  •• 

1 

1 

9 

9 

3 

•  •• 

1 

•  «• 

•  •  • 

I 

•  •• 

1 

185 

179 

1 

4 
49 
23 

I 


1,680 


6 


1 
1 


2 


36 


1 
1 

••• 

10 


14 


10 


14 


3 


1 
1 
1 
5 


12 


5 

2 

•  •  • 

«■• 

•  •• 

*•• 

•  •  • 

..« 

•  •• 

1 

1 

•  •• 

■  ■• 

2 

3 

•  • 

4 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •■ 

■  •  • 

7 

3 

7 

1 

2 


•  a  •         I  •  ■  • 


a  •  •        !  a  ■  I 


2 


2  I 


6 


9 


8 


19 


9 
1 


80 


1  '     ... 
1 

6  11 

1  4 

1  H 

20  98 

1 


40  !     203 


1 
1 


167 


42 


61 


3 


2 


49 


•.«      •<• 


«      ... 


. ••  i    . .• 


...  I    ...      ••• 


1  ■    Iff 


B 
1 
I 
I 


8 


96 


28 


21 


19 


48 


80 


18 


16 


21 


207 


8 


227 


8 


<i 


39 


1,762 


Killed. 


t  Injured. 
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Number  of  Persons  Killed  or  Injured  by  the  Running  of  Trains  or  the  Movement  of 

Railway  Vehicles. 


TABLE  SLO,  b^continued. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  haying  been  Killed  or  Injured  upon  the 
several  Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of 
Railway  Vehicles  during  the  Six  Months  ending  30th  June  19O2--con/mu0tf. 

C.  Other  Persons. 


LKYBL  CB0B8IN08. 

Tres- 
passers. 

Suicides 

and 

attempted 

Suiciaes. 

Persons  on 
Business 

laneous. 

1\W^   L 

^•«» 

Name  ot  ConPAinr. 

Public. 

Occupa- 
tion. 

Foot. 

Total. 

at  Stations 

and 

Sidings. 

Total. 

K.» 

i.t 

K. 

L 

K. 

I. 

K. 

I. 

E. 

I. 

E. 

I. 

• 

K. 

I. 

K. 

I. 

K. 

I. 

ENGLAND  AND  WALES. 

Burry  Port  and  Gwendraeth 
Valley. 

... 

•  •  • 

•  •• 

... 

•  •• 

•  •• 

• «. 

1 

•  «• 

... 

■  •• 

«  «■ 

1 

•  •• 

Cambziaii    ...        ...        ... 

... 

•  ■• 

■  •• 

... 

««• 

1 

... 

•  ■• 

•  •• 

... 

•  «• 

1 

1 

1 

Central  London     

... 

•  •  • 

•  •• 

... 

•  •• 

•  •• 

... 

2 

•  •• 

... 

•  •• 

•  •• 

2 

■  •• 

Cheehire  Linen       

<•• 

■  •• 

•  •• 

. .. 

■  •• 

»•■ 

... 

1 

... 

•  ■• 

... 

1 

•  ■• 

2 

•  ■■ 

City  and  Sonth  London    ... 

•  •• 

•    ■  •  ■ 

•  «• 

. .. 

•  •• 

•  •• 

... 

•  •• 

■  •  • 

... 

•  •• 

•  •• 

•  ■  • 

I 

Fnmess       .•• 

«•• 

«  •• 

•  «« 

... 

•  •• 

1 

1 

•  •• 

1 

... 

•  •  • 

•  ■• 

2 

1 

Great  Central         

•  «• 

■  •• 

•  •• 

•*. 

•  •« 

5 

4 

1 

•  •■ 

2 

•  •« 

1 

6 

7 

Great  Eastern        

•  •« 

*  •• 

1 

... 

1 

9 

1 

6 

2 

2 

1 

1 

19 

9 

Great  Northern      

•  «• 

•  •• 

■  •• 

... 

••«• 

5 

1 

6 

... 

1 

•  ■  « 

... 

11        2 

Great  Western       

•  •• 

■  ■• 

4 

1 

7 

19 

6 

4 

2 

6 

1 

3 

M  :    15 

1 

Hnl),  Bamsley,  and  West 
Ridings  Jnnotion. 

•  •• 

•  •  ■ 

•  •• 

■  •• 

•  ■• 

■  •• 

1 

•  «• 

•  •• 

... 

... 

•  ■• 

•  •« 

I 

Iflle  of  Wight         

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

■  ■• 

... 

1 

•  •• 

... 

... 

■  •• 

1 

•  ■• 

Lancashire  and  Yorkshire 

«•• 

•  •• 

2 

•  •• 

2 

6 

2 

•  •• 

•  •• 

2 

... 

1 

8 

5 

London  and  India  Docks  ... 

... 

•  •■ 

•  •■ 

•  ... 

•  •• 

... 

1 

... 

•  •• 

■  •■ 

•  •• 

... 

■  «« 

1 

•  •■ 

London  and  North-Westem 

1 

•  «• 

•  •  * 

•  «• 

2 

14 

6 

6 

1 

9 

. .« 

1 

23 

15 

London  and  Sonth- Western 

1 

■  •• 

»  •• 

•  «• 

1 

2 

1 

6 

1 

2 

1 

1 

11 

4 

London  and  South- Western 
and    London,    Brighton, 
and  Sonth  Coast  Joint. 

•  ■• 

•  •• 

■  «• 

•  •• 

«•• 

... 

... 

... 

... 

1 

•  ■• 

... 

«  •• 

1 

London,     Brighton,      and 
Sonth  Coast. 

•  •• 

... 

•  •■ 

«  «• 

•  •• 

2 

1 

5 

1 

... 

2 

«•• 

1 

7 

5 

London,       Tilbury,       and 
Southend. 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

1 

•  •• 

1 

... 

«•• 

1 

«•• 

3 

•  •• 

Manchester,   Louth    Junc- 
tion, and  Altrlncham. 

•  •• 

■  •• 

■  •• 

•  •• 

■  •• 

•  •• 

1 

«  •• 

... 

•  •• 

•  •ft 

««• 

■  •• 

I 

Maryport  aad  Carlisle 

■  •• 

•  •• 

•  «  a 

•  ••* 

•  ■  • 

•  mm 

■  «  • 

•  •• 

... 

«  •  ■ 

•  •• 

1 

>  •• 

1 

Metropolitan          ^ 

• 

■  •• 

«  ■  • 

■  •• 

«  •• 

•  »• 

•  ■• 

•  •• 

•  •• 

... 

•  •• 

•  •• 

•  •• 

•  •• 

1 

Metropolitan  District 

•  •• 

•  •  ■ 

... 

•  ■  « 

■  «• 

•  •• 

•  •• 

1 

. .. 

•  •• 

•  •• 

•  •• 

1 

... 

Midland       ...        ...        ... 

1 

1 

•  •• 

... 

•  •  • 

1 

6 

1 

6 

1 

2 

1 

1 

U 

6 

Midland  and  Great  Wee  tern 
Joint. 

... 

•  •• 

•  ■« 

•  •• 

«•• 

•  •• 

1 

2 

..• 

*■• 

.•• 

••• 

2 

1 

■ 

Neath  and  Brecon 

... 

«■• 

•  ■• 

•  •« 

•  •• 

•  •« 

•  ■• 

ft  •• 

1 

... 

... 

•  •• 

1 

... 

Ncrth'Sastem        ...        ... 

3 

1 

1 

1 

•  ■ ... 

4 

16 

7 

1 

■  •• 

2 

... 

1 

20 

11 

North  London        ...        ... 

•  •• 

■  •  • 

... 

1 

•  •  ■ 

1 

•  •  • 

1 

•  •• 

•  •« 

.. 

... 

2 

••• 

North  Staftordshire 

■  •• 

•  •• 

... 

... 

•  ••* 

■  ■• 

1 

1 

1 

•  •• 

■  •• 

... 

... 

2 

I 

Rhymney  and  Great  West- 
em  Joint. 

•  •• 

•  •• 

... 

... 

•  •  • 

•  •• 

1 

1 

•  •• 

•  *• 

•  «• 

... 

... 

1 

1 

Sheffield  and  Midland  Joint 

•  •• 

•  •« 

... 

*  •• 

•  •« 

1 

.  *. 

*•• 

■  ■  • 

•  «• 

... 

... 

1 

•  •• 

■  Killed. 


f  Injured. 
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Ntjmbbr  of  Pbrsons  Eillbd  OB  Injured  by  thb  Running  of  Trains  or  thb  Movbhbnt  of 

Railway  Ybhiglbs. 


TABLE  No.  ^--continued. 


NUMBBR  of  Pbrsons  reported  to  the  Boabd  of  Tradb  as  having  been  Eillbd  or  Injurbd  upon  the 
several  RAILWAYS  in  the  Unitbd  KINGDOM  from  the  RUNNING  of  TRAINS  or  the  MOVBMBNT  of 
Railway  Ybhiglbs  daring  the  Six  Months  ending  30th  June  1902 — contintted. 

C.  Othbr  Pbrsons— am/vnuAf. 


Level  Gbobsinob. 

riVi 

Suioides 

and 
attempted 
Soioides. 

Persons  on 
BnoLness 

Misoel- 
laneons. 

Grand 
Total. 

Name  or  Compaitt. 

Public. 

Ooonpa- 
tion. 

,  Foot. 

Total. 

passers. 

at  Sidings 

and 
Stations. 

K.» 

i-t 

K. 

L 

K. 

I. 

K. 

L 

K. 

L 

K. 

I. 

K. 

L 

K. 

I. 

K. 

L 

Ekolavd  and  Walsb — eont. 

Somerset  and  Dorset  Joint 

•  •• 

.. 

■ .. 

... 

... 

. .. 

... 

... 

... 

... 

1 

... 

•  ■•. 

... 

•  •• 

... 

1 

•  •• 

Soath-Eastem   and    Ghat- 
ham. 

2 

... 

... 

... 

... 

..• 

2 

... 

2 

1 

7 

... 

1 

1 

•  •• 

1 

12 

s. 

TikflVale     

... 

1 

... 

1 

... 

... 

... 

2 

•  •• 

... 

1 

... 

•  ■• 

•  •• 

«  •• 

•  •  • 

1 

2 

Tottenham  and  Hampstead 
Joint 

... 

•  .• 

8 

.«. 

... 

... 

... 

... 

•  •• 

... 

1 

... 

•  •• 

■  •• 

•  •• 

■  •• 

1 

•  a. 

Total,  England  and  ) 
Wales      ■•.       ■••  ( 

8 

3 

1 

4 

1 

20 

6 

98 

86 

61 

8 

10 

31 

6 

14 

190 

94 

SCOTLAND. 

Caledonian 

... 

... 

•«. 

... 

... 

... 

... 

... 

15 

12 

2 

... 

... 

1 

1 

1 

18 

14 

Dondee  and  Arbroath  Joint 

... 

... 

1 

1 

... 

... 

1 

1 

1 

... 

... 

... 

« .. 

... 

... 

.  ■ . 

2 

1 

Glasgow  and  Sonth-Weetern 

... 

•■■ 

... 

... 

• .. 

... 

... 

... 

1 

1 

'  ... 

... 

... 

... 

1 

... 

2 

I 

Glasgow,     Barrhead,    and 
Kilmamoek  Joint. 

*•• 

... 

■  •• 

... 

... 

... 

... 

... 

1 

... 

... 

... 

... 

... 

... 

... 

I 

••w 

Oieat  North  of  Scotland ... 

... 

... 

... 

... 

... 

... 

... 

... 

... 

... 

1 

... 

... 

... 

.•• 

... 

1 

•  •• 

Highland     

... 

... 

... 

1 

... 

... 

... 

1 

1 

••• 

... 

... 

... 

.•• 

... 

... 

1 

1 

North  Brituh         ...        ... 

... 

••« 

... 

... 

... 

... 

• .« 

... 

12 

7 

6 

... 

... 

4 

..* 

3 

18 

14 

Perth  General  Station      ... 

... 

... 

... 

..  • 

... 

... 

. .. 

... 

•  •• 

... 

1 

... 

. .. 

... 

... 

•  •• 

1 

••• 

Total,  Scotland    ... 

• 

... 

... 

1 

2 

... 

... 

1 

2 

31 

20 

10 

... 

*.• 

6 

2 

4 

44 

81 

IRELAND. 

' 

• 

i 

Belfast  and  Gonnty  Down 

... 

... 

1 

... 

... 

... 

1 

... 

... 

1 

•  •• 

1 

... 

... 

... 

... 

... 

2 

.••- 

Belfast       and       Northern 
GoontieB. 

... 

... 

... 

... 

... 

... 

... 

... 

... 

1 

... 

..> 

... 

... 

... 

... 

... 

1 

Donegal       ...        ...        ••• 

... 

.•* 

... 

... 

... 

... 

... 

... 

1 

... 

••. 

... 

... 

... 

... 

... 

1 

... 

Chreat  Northnm      ...        ... 

••• 

... 

... 

... 

... 

... 

... 

... 

2 

1 

... 

... 

..• 

... 

... 

. .. 

2 

1 

Great  Soathem  and  Western 

... 

... 

1 

... 

... 

... 

1 

... 

4 

1 

... 

... 

... 

1 

... 

1 

6 

8 

Londonderry    and    Longh 
SwiUy. 

1 

... 

... 

... 

... 

... 

1 

... 

... 

... 

1 

... 

... 

... 

... 

... 

2 

... 

Midland  Great  Western  ... 

•  •• 

... 

... 

... 

... 

... 

... 

... 

2 

1 

... 

... 

... 

... 

... 

... 

2 

1 

Total,  Ibbland 

1 

... 

S 

... 

... 

... 

8 

••• 

9 

4 

2 

..• 

... 

1 

... 

1 

14 

6 

Total,  United  KrNO^) 

DOM      ...            ■••            ••« 

9 

3 

11 

3 

4 

1 

24 

7 

133 

• 

60 

78 

8 

K) 

37 

8 

19 

248 

131 

12446 


Killed. 


t  Injured. 


^^26 

Natctrb  op  I^^juribs  to  Pkb^vons  from  Accidents  to  Trains  and  prom  the  Movement  of  Railway 

Vehicles. 


1. 


TABLE  No.  6. 


Number  of  Passengers,  Servants  of  the  Companies  and  of  Contractors,  and  Other  Persons  reported 
to  the  Board  of  Trade  by  Railway  Companies  as  having  been  Killed  or  Injured  in  the  Tnitbd 
Kingdom,  in  Accidents  to  Trains  and  by  the  Movement  of  Railway  Vehicles  during  tlie  Six 

Months  ending  30th  June  1902,  classified  according  to  the  Nature  of  the  INJURIES ;  with  figureb  for  the 
corresponding  period  of  1901. 


'~  ■    " 

■ 

Natubb  of  Injuhibs. 

• 

- 

Fatal. 

Injuries  restating 
in  Loss  of 

Fractures  of 

Dis- 
loca^ 
lions. 

Inter- 
nal 
In- 

Jurieit. 

Contusions 
of 

Scalds 

or 
Bums. 

Sprain& 

Cuts 

or 
Lace- 
ra- 
tions. 

Shock 
to 
Sys- 
tem. 

M^s- 
cella- 
Deou(> 

In- 
juries. 

Total 
In- 
jured 

V 

Logs 

or 

Feet 

Arms 

or 
Hands. 

Fin- 
gers 
or 
Toes. 

SkulL 

^  Bones 
^"^«-  Ribs. 

Other 
Bones. 

Head 

or 
Body. 

Limbs. 

1 1. 

2. 

X 

4. 

5. 

6.   ;    7. 

8. 

9. 

10. 

11. 

12. 

IS. 

14. 

15. 

10 

17. 

Passengers  : 

( 

■ 

1 

• 

. 

. 

. 

1902     

63 

7 

I 

•  »■ 

4 

24 

2 

I 

7 

9 

82 

195 

t 
•  •• 

26 

141 

79 

5G9 

i;u6 

.I9UI              •••                  ••                    ra* 

1 

1 

55 

4 

I 

1 

2 

16 

8 

7 

5 

7 

62 

179 

1 

20 

144 

86 

303 

sin 

Ber7ants  of  the  Com- 
panies   and    Con- 
tractors : 

1 

1 

I 

% 

1902  ...  i       •••          ..« 

227, 

26 

8 

7 

P 

49 

41 

9 

14 

84 

242 

479 

40 

211 

170 

20 

4.')6 

l.Sll 

l"Jx      ...    ,             ...                  ••. 

225 

.    44 

10 

16 

8 

67 

4i 

20 

20 

54 

197 

607 

58 

256 

193 

13 

564 

2,005 

(For  details,  M0  Table 
iCo.  7.) 

1 
I 

t 

••  • 

i                . 

t 

, 

• 

■ 

. 

. 

• 

i 

. 

# 

, 

, 

•  • 

^ther  Persons : 

« 

Persons  having  1 1902 
--hoainees     at  < 
stations           (  1901 

• 

10 
11 

1 

1 

•  ■  • 

3 

1 

1 

1 

•  •• 

•  *• 

8 
2 

1 
1 

2 

1 

« *. 

1 

... 

3 
6 

13 
14 

•  •• 

•  •• 

... 

1 

« 

2 

7 

2 
2 

7 
21 

37 
6i» 

.'               190$ 
Trespaasezs 

1901 

138 
139 

6 
9 

7 

4 

1 

1 

•  •• 

2 

7 

4 

3 
2 

2 

1 

•  •* 

2 

1 

6 

8 

7 
8 

•  •• 

•  •• 

... 
••• 

6 
8 

«  •  « 
•  •  • 

13 

60 
72 

1902 

Ofchers < 

.                              1901 

105 
104 

8 

... 

8 

•  ■  • 

1 

1 

•    ■ 

6 

1 

2 

•  •• 

... 
2. 

..^ 

•  •  -• . 

4 
5 

5 

1 

1 

3 

4 

«  «  • 

14 

34 

30 

^Incliidln?  aocidents  at 
level  crossings,  sui- 
oides,  and  accidents 
to  other  persons  not 
coming  In  any  of  the 

,  above  classifications) 

« > 

• 

• 

«  ■ 

•    • 

• 

•  •  • 

■ 

•  ( 1902 

''Total        ...< 

!  .                ( 190J 

1 

538 
534 

43 

58 

19 
18 

9 

10 
12 

88 
90 

.49 

55 

•  • 

14 
81 

23 

26 

46 
6?. 

337 
277 

699 

710. 

41 

154 

236 

.278 

822 
3&6 

101 
101 

1.051 
925 

3.0S.-i 
3,072 

1 

1 

t 

1 

1 

27: 


Nature  of  Ordinary  EMniiO.YHBjiT  of  Servants  of  the  Comranibs  Killed  or  Injured  in 

Accidents  to  Trains,  and  by  the  Movement  of  Railway  Vehicles. 

IZTTT       TABLE  No.  7. 


Statement  showing  the  Numbeb  of  Sbbvants  of  the  Companies  and  of  CoNTaACTORS  reported  to  the  Boabd  of  Tsade  as  having  been 
Killed  or  Injubbd  in  Accidents  to  Thains,  and  by  the  Running  of  Trains  or  the  Movement  of  Railway  Vehicles  during  the 
Six  Months  ending  30th  June  1902,  classified  according  to  the  Nature  of  the  Employment  and  Age  of  the  persons  injured,  and 
the  Nature  of  the  Ikjubibs  ;  and  also  the  total  number  of  Persons  employed  in  each  Chiss  of  Service. 


Natube  of  Injuuies. 

/ 

•  ' 

Number 

Naturjs  of 

1 
1 

Injuries  resulting 
in  loss  of 

Fractures  of 

Dis- 

In- 

Contusions 

(Si 

Scalds 

• 

Cuts 

Shock 

Mis- 

11 

Total 
In- 

of  Persons 
Employed 

Employmbkt. 

Fatal 

Legs 
or 

Arms 
or 

Fin- 
gers 

Toes. 

Skull. 

Legs 
or 

OoUar 
Bones 

or 
Bibs. 

other 

loca- 
tions. 

ternal 

In- 
juries. 

Head 
or 

Limbs 

or 
Boms 

Sprains 

or 
Laoe- 

ra- 
tions. 

to 
Sys- 
tem. 

oella- 
naous 
In- 
juries. 

lOOL 

Feet. 

Haada 

Arms. 

BonoB 

Body. 

1 

2 

3 

4 

6 

6 

7 

8 

9 

10 

11 

12 

IS 

14 

15 

16 

17 

1.  Brakesmen.         QSee 

• 

• 

Goods  (tnardf^ 

2.  Oapstanmen  and  Cap- 

t 

1 

stan- lads:  (1)  Men 

I 

•  •• 

••• 

( 

•  ■• 

1 

•  ■• 

•  •• 

•  •• 

1 

5 

15 

••• 

3 

4 

... 

12 

41 

1,062 

(2)  Boys 

•  •• 

... 

1 
•  •• 

•  •• 

... 

1 

«  •• 

•  •  « 

... 

1 

3 

« •• 

•  •• 

.•• 

1 

3 

9 

204 

3.  Carmen    and    Van- 

guards :'  (1)  Men 
(2)  Boys 

•  •• 

..• 

■  •• 

•  •• 

2 

■  ■• 

•  •• 

•  •• 

.. 

•  •• 

•  •« 

••• 

«*• 

... 

... 

1 

3 

16,819- 

»  ... 

... 

•  •■ 

•  •■ 

•  •• 

«•• 

•  •• 

•  ■• 

•  •* 

•  •• 

•  •« 

•  ■• 

ft  •* 

... 

... 

•  *• 

... 

6,711 

4.  Gamu^e  Cleaners : 

1 

(I)  l^en 

6 

■*• 

... 

... 

•  •• 

1 

1 

•  •• 

•  *• 

2 

5 

■  •• 

ft  •• 

•  •• 

4 

... 

2 

16 

5,084 

(2)  Boys 

,     2 

... 

... 

•  •• 

•  •• 

•  •  • 

m  •• 

•  •• 

... 

•  ■  ■ 

•  •  » 

a  •• 

ft** 

•  *• 

... 

... 

... 

297 

5.  Carriage  and  Wag- 

5 

. .. 

... 

•  •• 

•  •• 

•  •« 

•  •• 

•  «• 

... 

•  •• 

2 

•  ■  • 

•  •• 

2 

... 

1 

5 

3,464 

gon  Examiners. 

6.  Checkers  :    (1)  Men 

1 

a*. 

•  •« 

..• 

«•• 

I 

•  •• 

•  «• 

•  •  ■ 

... 

9  •• 

1 

•  •• 

1 

... 

... 

1 

4 

7,792 

X2)  Boys 

•  •• 

... 

•  ■• 

... 

•  •• 

••• 

•  •• 

•  •• 

•  •• 

... 

«  •  • 

•  »• 

■  •■ 

•  •• 

... 

ft** 

... 

ftft* 

17» 

7.  Checkers.       Chain- 

•  •  • 

• 

•  * 

•  • « 

boys,  and  Slippers : 

(1)  Men 

•  »• 

... 

•  •• 

... 

«•» 

..« 

•  •• 

1 

•  »• 

•  .* 

2 

4 

... 

2 

... 

*•• 

1 

10 

96 

(2)  Boys 

1 

.  .. 

I    ••• 

... 

•  •  ■ 

... 

•  •  • 

•  •  • 

•  •• 

... 

3 

5 

... 

2 

1 

ftft* 

6 

17 

640 

8.  Clerks :  (1)  Men  ... 

•  • 

2 

«  •• 

1 

•  •• 

... 

■  •• 

•  •• 

•  ■• 

... 

1 

1 

... 

ft  ft* 

•  ft  • 

■  *• 

I 

6 

48,245 

(2)  Boys  ... 

•  •  • 

•  •• 

••• 

•  •  ■ 

•  •• 

... 

■  •• 

•  •• 

•  «  • 

... 

... 

•  •• 

... 

•  *• 

*•* 

•  •* 

1 

1 

13,565 

9.  Engine  Cleaners : 

■ 



-      " 

(1)  MeU... 

4 

•  •• 

1 

1 

•  ■• 

I 

•  •  • 

1 

•  •« 

1 

5 

9 

4 

1 

1 

•  *• 

7 

32 

15,260 

(2)  Boys 

.     I 

>  •• 

•  •  ■ 

•  •• 

.■• 

•  •• 

•  •■ 

1 

•  !»• 

•  •• 

2 

•  •  ft 

ft  ft  • 

ft  ftft 

ft  •* 

.  1 

4 

3,993 

10.  Engine  Drivers     ... 

:  8 

1 

•  •• 

«  •  •< 

•  •• 

2 

2 

«  •• 

•  •■ 

6 

24 

25 

14 

15 

15 

3 

34 

140 

25,556 

11.  Firemen      ...         ... 

'  11 

3 

2 

1 

4 

2 

4 

1 

3 

11 

49 

15 

13 

35 

2 

59 

204 

24,083 

12.  Gatekeepers 

8 

•  •• 

•  •■ 

.  •* 

... 

2 

•  •■ 

•  •• 

•  •• 

1 

•  «• 

ft  •• 

... 

.... 

... 

.  •• 

.       3 

3,507 

18.  Greasers  :    (1)  Men 

2 

•  •• 

■  «  ■ 

... 

... 

1 

•  •• 

•  •• 

•  •» 

•  •• 

2 

•  •• 

... 

2 

... 

... 

6 

964 

(2)  Boys 

1 

1 

•  •• 

... 

1 

■  •• 

•  •• 

■  •• 

•  •  « 

•  •■ 

1 

•  ft* 

... 

1 

... 

1 

5 

841 

14.  Guards  (Goods)  and 

22 

4 

«  •  • 

... 

8 

3 

•  •■ 

4 

5 

59 

120 

•  •• 

68 

34 

7 

104 

416 

15,70a 

Brakesmen. 

m 

15.  Guards,  Passenger 

1 

•  •• 

•  •• 

1 

2 

2 

•  •• 

2 

•  •• 

9 

10 

««• 

15 

10 

2 

11 

64 

7,291 

16.  Horse  Drivers 

4 

«•• 

•  •• 

.. . 

1 

2 

•  •• 

■  •  • 

«»* 

3 

20 

ft  ft  • 

4 

ftft* 

... 

10 

40 

2,272 

17.  Inspectors: 

* 

- 

w 

(1)  Permanent-way 

«•• 

•  •• 

«  ■  « 

... 

... 

•  •  » 

•  •• 

•  •• 

■  •■ 

.a. 

•  ■  • 

•  ft* 

... 

•  ft* 

... 

•  ** 

... 

1,071 

(2)  Others 

2 

2 

•  •• 

... 

... 

•  ••. 

•  •• 

•  ■  • 

•  •■ 

... 

3 

*•• 

4 

•  ■• 

..« 

4 

18 

5,701 

18.  Labourers:  (1)  Men 

i  17 

1 

• 

...I 

1 

2 

6 

1 

•  •• 

2 

9 

16 

•  •• 

3 

2 

1 

18 

63 

52,S8» 

.  (2)  ^oys 

•  •• 

... 

...1 

... 

1 

... 

k*. 

•  •• 

•  •• 

•  »• 

«  •• 

•  ••' 

•  •» 

•  •• 

•  •• 

•  •• 

... 

... 

899^ 

19.  LampmenandLamp- 

lads  :  (1}  Men    ... 

2 

1 

... 

... 

... 

... 

•  •■ 

•  ■• 

•  •■ 

•  •• 

1 

■  •« 

ftft* 

ft  •  • 

1 

3 

6 

1,813 

(2)  Boys  ... 

S 

•  •• 

...  1 

... 

... 

... 

«  •■ 

•  «  • 

•  ■• 

1 

... 

•  •• 

1 

•  ft* 

*  *  • 

•  »* 

2 

472 

20.  Loaders  and  Sheeters 

3 

•  •• 

.  ■ . 

... 

1 

... 

•  •• 

•  «  • 

1 

4 

2 

«•• 

..• 

•  •• 

•  *• 

6 

13 

4,430 

21.  Mechanics  \  (1)  Men 

'     6 

2 

^ 

11 

... 

1 

1 

•  •  « 

•  •• 

1 

3 

3 

•  •• 

... 

1 

ft  ftft 

4 

16 

70,922 

.  (2)  Boys 

1     1 

•  •• 

...| 

... 

•  •• 

•  •• 

•  ■• 

•  •• 

•  t* 

*  •  «• 

•  •• 

.*• 

I 
*•• 

•  ••ft 

•  *• 

•  ft* 

10,518 

22.  Messengers:  (l)Men 

;    1 

•  •• 

... 

... 

■  •«• 

«  •• 

•  ■  « 

•  «• 

•  •• 

•  •« 

•  •• 

«  •• 

... 

«ft* 

ft  ft* 

m  ft* 

•  ft  ft 

652 

(2)Boys 

.    ••• 

•  «• 

*••  • 

... 

•  •• 

*•• 

«  •■ 

•  •• 

•  V* 

■  «  • 

»•• 

ft  ft  • 

... 

•  ft* 

*•• 

•  ft  ft 

■  *  * 

2,642 

23.  Number  Takers : 

T 

w 

(1)  Men... 

1 

■  •• 

1 

... 

... 

«  •• 

•  •• 

•  •• 

•  •  ■ 

•  •■ 

S 

2 

•  •• 

1 

• 
*•* 

*•* 

•  •• 

7 

828 

(2)  Boys 

•  ■• 

•  •• 

...  1 

... 

«  •  • 

•  ■• 

1 

•  •• 

•  •• 

•  •• 

1 

•  •  • 

... 

•  «• 

•  •• 

1 

3 

745 

34.  Permanent-way  Men 

50 

3 

... 

... 

5 

5 

1 

«  •  • 

•  «• 

13 

10 

■  •• 

... 

6 

•  ** 

19 

62 

66,621 

26.  Pointsmen 

•  •• 

... 

1 
... 

... 

•  •• 

2 

•  ft  • 

•  •• 

3 

1 

.  •  « 

> «  « 

1 

«  •• 

3 

10 

778 

26.  Policemen 

27.  Porters:  (l)Men... 

,  19 

1 

1 
... 

■  *• 

... 
2 

•  •• 

6 

... 

4 

•  •• 

2 

7 

«  •  • 

30 

73 

ft  ftft 

2 

•  •  • 

12 

... 
23 

ft  ft* 

•  ft* 

49 

. .. 
211 

1,998 
50,134 

^  cv     .      C-?)Boys... 

j    4 

... 

...1 

... 

•  •■ 

... 

•  •• 

... 

•  •• 

•  •• 

6 

ft  •• 

1 

*  *ft 

*  V  ■ 

3 

10 

5,142 

«.  bhunters    \ 

!  19 

4 

'3 

1 

... 

6 

4 

•  •• 

4 

3 

27 

68 

4 

57 

18 

2 

69 

270 

10,841 

29.  Signal  Fitters    and 
Telegraph  Wirem^n. 

1    2 

1 

•  •• 

... 
1 

1 
... 

••r 

•  •«' 

... 

•  ■• 

... 

•  «■ 

2 

1 

•  ft* 

• « 

... 

1 

.«•. 

... 

4 

S,84» 

30.  Signal  men  ....     _,  „. 

1 

... 

•  •• 

_.X  - 

■ 

r—    ... 

... 

1 

•  •• 

2 

•  •• 

«  ■• 
•  •• 

-  ...  1 

•  *  • 

2 

5 

•  «  • 

•  •• 

•  •  ■ 

1 

ft  •  * 

ft  •  ft 

*  V  ft 

... 
... 

4 

ft  •  ■ 

16 

•  ft* 

27,72a 

91.  Signal  Box  Lads   ... 

... ' 

2,079 

o2.  Station  Masters     ... 
SS.  Ticket       Collectors 

1 

•  •• 

1 

•  •• 

... 

•  •  • 

•  •• 

1 

•  •  ■ 

•  •• 

•  •  • 

•  •• 

•  •• 

1 
1 

•  •• 

•  ■  • 

•  •• 
ft  •» 

**  ft 

2 

ftft* 
ft  •« 

1 

ftft* 

1 

2 

6 

8,103 
3,642 

and  Examiners. 

W.  Watchmen 

36.  Yardsmen 

36.  MiBcellanequs : 
(1)  Adults 

1 
2 

•  •• 

1 

•  •• 

•  •* 

... 
... 

1 

•  •• 

•  •• 

•  •• 

•  •• 

... 

5 

2 

• « 

■  ft* 

ft  •• 

«•* 

1 

ft  »• 

1 

ft  ft* 

ft  *• 
«  •  - 

ftft* 

3 

ft  ft  ft 

14 

993 
1,717 

11 

... 

•  •  • 

... 

1 

•  • 

•  •• 

•  •  • 

2 

7 

11 

1 

3 

6 

*  ** 

13 

44 

32,723 

(2)  Boys 

Total  of  Railway! 
Servantp.         [ 

87.  Contraotoref  ^^r-" 

.•• 

••• 

•  •  ■ 

... 

5 

•  •  • 

•  «• 

9 

•  •• 

•  •• 

34 

•  •  • 

240 

*> 

... 

•  •• 

1 

ftft* 

20 

ftft* 

3 

2,828 

218 

1 

25 

8 

7 

47. 

41 

14 

476 

40 

210 

169 

45S 

1,800 

575,834 

1 

Tants :  (1)  Men  ... 

9 

1 

... 

... 

... 

2 

•  •• 

... 

•  •• 

•  •• 

2 

3 

... 

1 

1 

ft** 

1 

11 

(»)  Boys... 

Totalof  Oontrac-  \ 
tors'  Servants,  i 

*•• 

*•• 

... 

... 

... 

•  •• 
* 

■  «• 

... 

•  •• 

•  •• 

•  •• 

«  •• 

... 

ft  »• 

•  •• 

ft  *• 

... 

• .. 

9 

1 

^^ 

^^                              tfV 

^ 

4 

1 

11 

... 

... 

... 

2 

•  •• 

... 

•  ■• 

•  •  • 

2       3 

... 

1 

1 

ftft* 

Totalof  Railway ) 

and^  Contrac- > 
tors'  Servant«.1 

227 

26 

8 

7 

5 

49 

41 

9 

14 

34 

242 

479 

40 

211 

170 

20 

456 

1,811 

12446 


D  2 


28 
Number  of  Pbrsoks  Killbd  or  Injured  on  J^ailwat  Premises  otherwise 


TABLE  No.  8. 


Summary  Statement  of  the  Number  of  Passengers,  Servants  of  the  Companies  and 
Killed  or  Injured,  in  each  Division  of  the  United  Kingdom,  otherwise  than  in  Acoidbnts 
Companies  daring  the  Six  Months  ending  3Qth  Jane  1902,  with  corresponding  figures  for  the 


1902. 

Bnolakd  ahd 
Walbs. 

SOOTLAHD. 

Ibbland. 

- 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Passkkoebs  :— 

1.  Whilst  afloendintr  or  desoending  stepe  at  Btations 

S 

146 

..• 

8 

..• 

.•• 

2.  By  being  stmok  bj  barrows,  by  falling  over 

packages,  &o.,  on  station  platforms. 
8.  From  fslling  off  platforms  on  to  the  ballast  ... 

1 

80 
39 

••• 
1 

••• 
2 

••• 
... 

4.  By  other  aooidents 

1 

64 

••• 

2 

•*• 

••* 

Total  of  Passknoebs 

6 

879 

1 

7 

*.. 

••* 

SiCBYANTS  :«— 

1.  Whilst  loading,  unloading,  or  sheeting  waggons, 

tmokB,  and  horse-boxes. 
3.  Whilst  moving  goods  and  luggage  in  stations 

or  sheds. 
8.  Whilst  working  at  cranes  or  capstans 

8 

... 
... 

768 
286 

84 

1 

... 
1 

40 

13 

6 

... 
... 

... 

9 
2 
2 

4.  By  the  falling  of  waggon-doors,  lamps,  bales 

of  goods,  &c. 
6.  Whilst  attending  to  engines  at  rest      

... 

192 
681 

16 
28 

... 
... 

8 

19 

6.  From  falling  off,  or  when  getting  on  or  off 

engines  or  vehicleB  at  rest. 

7.  From  falling  off  platforms  on  to  the  ballast  ... 

1 

426 

97 

88 
4 

••• 
••• 

4 

1 

6.  From  falling  off  ladders,  soaffolds,  ftc 

4 

126 

... 

9 

..« 

8 

9.  By  stumbling  whilst  walking  on  the  line 

1 

826 

9 

••• 

6 

10.  By  being  trampled  on  or  kicked  by  horses 

whilst  engagea  in  railway  work. 

11.  From  being  struck  by  articles  thrown  from 

passing  trains, 

13.  From  the  falling  of  rails,  sleepers,  &o.,  when  at 

work  on  the  line. 
IS.  Otherwise  injured  when  at  work  on  the  line 
or  in  sidings. 

14.  Miscellaneous         

... 

... 

... 
3 
2 

26 

1 

306 

611 

896 

2 
... 

1 

«  •■ 

16 

9 

39 

•«• 
... 
••• 

... 
... 

*•• 
1 
16 
18 
11 

Total  of  Servants       

18 

4,621 

4 

228 

-.. 

98 

Otubb  Pbbbonb  :— 

On  business  at  stations  and  sidings           

6 

146 

1 

8 

... 

8 

Misoellaneoos  •••        •••        •••        •••        •••        ... 

6 

41 

1 

6 

... 

••• 

Total  of  Otubb  Pbbsonb       

10 

187 

2 

14 

»»• 

3 

Gband  Total       

88 

6,087 

7 

244 

••• 

96 

-*  Note.— The  term  "  Railway  Premises »'  includes  stations,  permanent-way,  sidings,  goods  ywds,  and  all  other  premises 

warehousing  goods,  repairing  sheds, 
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THAN  15  AOCIDBNTS  TO  TRAINS  OR  BY  THB  MOVBMBNT  OP  RAILWAY  YBHIOLBB. 


TABLE  No.  8. 


of  Ck)NTBAOTORS,  and  Othbr  Parsons  reported  to  the  Board  op  Tradb  as  haying  been 
to  Trains  or  by  the  Movbmbnt  of  Railway  Vbhiclbs,  on  the  Prbmisbs*  of  the  Railway 
United  Kingdom  for  the  Six  Months  ending  30th  June  1901. 


1902 

1901. 

UhITSD  KlHGDOlC. 

Unitbd  Kingdom. 

KilM. 

Injaied. 

KUled. 

Injured. 

• 
Parsengbbs  :~ 

3 

149 

8 

144 

1.  Whilst  asoending  or  deaoending  stepe  at  etatlont. 

•  •• 

2 

80 
41 

•  ... 

1 

84 
42 

2.  By   being   stmok   by  barrowB,   by  f aUing   over 

paokagee,  &o.,  on  station  platforms. 
8.  Prom  falling  off  platforms  on  to  the  ballast. 

1 

66 

8 

94 

4.  By  other  aooidents. 

6 

286 

12 

814 

TOTAt  OF  PA8BBNGBBB. 

SSBYAKTS  :^ 

8 

••• 

1 

817 

301 

92 

4 
1 
2 

947 

287 

91 

1.  Whilst  loading,  unloading,  or  sheeting  waggons, 

tracks,  and  horse-boxes. 

2.  WhilHt  moTing  goods  and  laggage  in  stations  or 

sheds. 
8.  Whilst  working  at  oranes  or  capstans. 

••• 

211 

628 

••• 

282 
692 

4.  By  the  falling  of  waggon-doors,  lamps,  bales  of 

goods,  dec. 
6.  Whilst  attending  to  engines  at  rest. 

1 

462 
102 

••• 
••• 

890 
118 

6.  Prom  falling  off,  or  when  getting  on  or  off  engines 

or  Tehidds  at  rest. 

7.  Prom  falling  off  platforms  on  to  the  ballast. 

4 

187 

7 

184 

8.  Prom  falling  off  ladders,  scaffolds,  Ace. 

1 

840 

.•• 

842 

9.  By  stnmbling  whilst  walking  on  the  line. 

••• 

••• 

6 

2 

26 

2 

886 

638 

946 

•  a. 

*■• 
1 
1 

8 

82 

9 

880 

660 

797 

10.  By  being  trampled  on  or  kicked  by  horses  whilst 

engaged  in  railway  work. 

11.  Prom  being  strack  by  articles  thrown  from  passing 

trains. 

12.  Prom  the  falling  of  rails,  sleepers,  &c.,  when  at 

work  on  the  line. 
18.  Otherwise  injared  when  at  work  on  the  line  or  in 

sidingfs. 
14.  Miscelliineoas. 

IT 

4,987 

24 

6,061 

Total  of  Sbbtants. 

Othbb  Pbbbonb  :— 

6 

167 

8 

166 

On  bnsiness  at  stations  and  sidings. 

6 

47 

8 

46 

Miscellaneoas. 

12 

204 

16 

200 

Total  of  othbb  Fbbsokb. 

86 

6,427 

62 

6,666 

Gbavi)  Total. 

QBed  for  the  pni 
itaUtt.  botelfl.  a: 

rpo86  of  workini 
Qd  other  flimUai 

^  the  railway,  b 
'vremiBeB. 

at  does  not  inol 

ude  factories,  workshops,  bnildings  used  ezolasi?ely  for 
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Servants  of  the  Companies  and  of  Oontraotors  Killed  or  Injxtrbd  other  wisb 

~ — I ' -i    —  •  —  — 

TABLE  No.  9. 


»  t 


Nqmbbr  of  Servants  of  the  Companies  and  of  Contractors  reported  by  the  several  Railway 

otherwise  than  in  ACCIDENTS  to  TRAINS  or  by  the  Movement 


NiOIX  or  OOMPANT. 


Whilst  loading, 
nnloadingi  or 
,    sheeting 
Waggons. 


EiUed. 


In- 
jured. 


2 


Whilst  moving 

Goods  and 

Luggage  in 

Stations  or 

Sheds. 


Killed. 


In- 
jured. 


Whilst  work- 
ing at  Cranen 
or  Oapstans. 


KiUed. 


In- 
jured. 


4 

By  the  falling 
of  Waggon 

Doors.  I^mps, 

Bales  of 

Goods,  Sec. 


Killed. 


In- 
jured. 


Whilst 

attending  to 

Engines 

at  rest. 


KiUed. 


In- 
jured. 


6 

From  falling 
off,  or  when 
getting  on  or 
off  Engines 
or  Vehicles 
at  rest. 


Killed. 


In- 
jured. 


From  falling 

off  Plaiforms 

on  to  the 

Ballast. 


Killed. 


In- 
jured. 


ENGLAND  AND  WALES. 
Alexandra  (Newport)  Dock 

Brecon  and  Merthyr 
Cambrian     ... 


Central  London 


Cheshire  Lines 


•••        ■•> 


!••  «•• 


I*  .•• 


City  and  Sonth  London    ••• 


Cockermonth,  Keswick,  and  Pen- 
rith. 

Colne  Valley  and  Halstead 


Fomess 


.••        *••        *■• 


Great  Central 


Great  Eastern 


Great  Northern 


•• •        ■•• 


•••        ••• 


Great  Western 


•••        •••        .*• 


Hull,  Bamsley,  and  West  Riding 
Junction. 


Lambourne  Valley... 


•••        ••• 


Lancashire  and  Yorkshire 


Lancashire  and  Yorkshire  and 
London  and  North-Westem 
Joint. 

Lancashire,  Derbyshire  and  East 
Coast. 

London  and  North-Westem 


London  and  North-Westem  and 
Fnmess  Joint. 

London  and  North-Westem  and 
Great  Western  Joint. 

London  and  North-Westem  and 
Midland  Joint. 

London  and  South- Western 


28 


60 


39 


79 


111 
4 
1 

191 


11 


••4« 


28 


•4 


'        1 


16 


22 


59 


11 


87 


2 


42 


3 
17 


|... 


3 


10 


18 


6 


2 


14 


25 


12 


17 


37 


13 


46 


6 


65 


8 


87 


SIO 


16 


11 


20 


26 


43 


36 


112 


.. 


1 


16 


10 


6 


12 


S 

1 

1 

21 


2 


NoTB, — ^The  term  "  Railway  Promises  '*  includes  stations,  permanent-way,  goods  yards^  sidings,  and  all  other  premises  used  for  the 

sheds,  stables,  hotels,  sod 
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THAN  IN  Accidents  to  Trains  or  by  the  Movement  op  Railway  Vehicles. 


TABLE  No.  9. 


Companies  to  tlie  Board  of  Trade  as  having  been  Killed  or  Injured  upon' their  RAilway  Premises* 
of  Railway  YbhiclbS,  during  the  Six  Months  ending  30th  June  1902. 


8 

;  From  faUing 
.  off  Ladders, 
ScalTolds,  Ac. 

9 

By  stumbling 

whilst 

walking  on 

tbe  Line. 

10 

By  being 

trampled  on 

or  kicked  by 

Horses  whilst 

engaged  in 
Railway  Work. 

11 

By  being 

struck  by 

Articles 

thrown  from 

passing  Trains. 

13 
By  the  f alUng 

of  Bails, 
Sleepers,^., 

when  at 

Work  on  the 

Lme  or  in 

Sidings. 

IS 

Otherwise 

Injured  when 

at  Work  on 

the  Line  or 

in  Sidings. 

14 

Miscel- 
laneons. 

Total. 

• 

NAKB  or  DOICPANT. 

•^"^jji^. 

KilkHl. 

In- 
jnred. 

EiUed. 

In- 
jured. 

KiUed. 

In- 
jured. 

KiUed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

! 
1 

ENGLAND  AHD  WALES. 

•  •• 

•  •• 

... 

.*• 

•  •• 

■ .. 

«  •• 

.  •• 

.•* 

... 

a  aa 

1 

•»» 

1 

Alezaodra       (KewpotI) 
Dook. 

1 

•  •• 

•  •• 

*•• 

1 

mm* 

... 

•  •  • 

... 

4 

4 

•  •m 

8 

aaa 

16 

Barry. 

1    *•' 

1 

«  ■« 

»•• 

•  ■  • 

•  •• 

.•• 

•  •  • 

.•* 

•  •• 

**« 

aaa 

•  •• 

aaa 

1 

Bxeoon  and  Merthyr. 

•  •• 

* 

•  •• 

••• 

1 

•  •• 

• .« 

m  mm 

•*. 

1 

■..".    . 

2 

•  t» 

4 

.  aa 

16 

CambriaD, 

•  •• 

•  «  • 

••» 

1 

■  •  ■ 

.  •« 

•  mm 

•  •* 

.•« 

• 

... 

aat 

1 

aa« 

2 

Central  Londozia 

•  ■• 

•  •• 

*•• 

•■  • 

•  •  • 

■•• 

•  •• 

•  ** 

1 

■•. 

aa. 

1 

f 

6 

Cheshire  Lines. 

•  •V 

1 
j 

1 

••• 

■  ■• 

•  •• 

»•• 

«  «• 

.«• 

... 

«•» 

1 

aaa 

1 

1 

City  and  South  London. 

1 

••• 

•• 

•  •■ 

•  •• 

tm» 

«  •  • 

■*• 

1 

• 

■  a* 

.a  a 

1 

■   •   • 

'  2 

Cookermonth,     Keewiok, 
and  Penrith. 

i 

. . « 

.*» 

■  a. 

•  •• 

•  .. 

•  •• 

... 

•  ■  • 

... 

•  09 

aaa 

■   ■• 

1 

Colne  Valley  and   Hftl< 
steada 

•  •• 

•  ■• 

«•• 

2 

•  •• 

... 

•  •• 

... 

2 

aa. 

aaa 

2 

«    •    • 

14 

Fnmees. 

1 

■  •• 

4 

.»• 

5 

■  •• 

I 

•  •• 

••• 

8 

6 

aaa 

12 

•    •• 

96 

Great  Central. 

1 

1 

12 

••• 

82 

•  »• 

6 

•  •• 

•  •• 

25 

69 

a«« 

95 

1 

412 

Great  Eastern. 

... 

3 

•*• 

14 

•  •* 

1 

•  •• 

•*. 

22 

27 

1 

88 

1 

B19 

Great  Northern. 

1 

... 

19 

•■• 

23 

•  •• 

••• 

•  «• 

«•• 

40 

... 

61 

•  •• 

74 

aaa 

433 

••  • 

Great  Western. 

1 

•  «  • 

.•• 

•  •• 

■  «  • 

... 

•  •• 

•** 

«*• 

1 

•  •• 

1 

•  m» 

6 

Hull,  Bamaley,  and  West 
Bidinfi^  Jonotion. 

1 

•  •• 

•  «• 

«•• 

1 

•  •• 

... 

«  ■  • 

•.• 

•** 

1 

•  •• 

•  •■ 

aaa 

"'2 

• 

Lamboume  YaU^y. 

1 

... 

11 

••• 

16 

■  •• 

•  a. 

•  •  • 

.•• 

14 

1 

14 

•  •• 

60 

2 

414 

Lancashire    and     York* 
shire. 

1 
I     ... 

1 

1 

• 

1 

*•• 
... 

1 
1 

•  •• 

• 
... 

... 

• 

•  •• 

•  •• 

1 

*•• 

2 

•  •• 

«  •  B 

•    1 

•  • 

13 
9 

Lanoashire  and  Yorkshire 
and  London  and  North* 
Western  Joint. 

Lancashire,  Derbyshire 
and  East  Coast. 

i 

27 

... 

87 

■  •• 

■  ■* 

•  •« 

•.• 

90 

■  •• 

153 

«   •• 

222 

1 

1,2T0 

London      and       North- 
western. 

» 

••• 

••• 

. .. 

.°^. 

■  •• 

... 

« 

«•• 

•*. 

•  •« 

•  •• 

•  •• 

*•• 

•  «« 

•  •  • 

1 

London  and  North- West- 
ern and  Fnmees  Joint. 

■ 

••• 

>•• 
... 

1 

8 

3 

I 

17 

•  •• 

•  •• 

... 
•  •• 

2 

• 

•  •  ■ 

•  •• 

1 

•  •• 

• 

• 
••• 

»•• 

■  a. 

•  10 

•  •• 

8 

•  •  « 

•  •• 

1 

11 

aa. 

17 

•  •• 

8 

2 

24 

•  •  ■ 

•  -  • 

•  •• 

1 

51 

8 

174 

London  and  North- 
western and  Great 
Western  Joint. 

London  and  North- 
western and  Midland 
Joint  a 

London  and  South- 
western. 

purpose  of  working  the  railway,  but  does  not  include  factories,  workshops,  buildings  used  exolusirely  for  warehousing  goods,  repairing 
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Sbrvaitts  of  thb  Companies  and  of  Contraotobs  Killbd  or  Injurbd  otherwise 


TABLE  No.  9— continued. 


Number  of  Sbrvants  of  the  Companies  and  of  Contraotors  reported  by  the  several  Railway 

otherwise  than  in  AOOIDBNTS  to  TRAINS  or  by  the  MOVEMENT 


Naxb  or  ooicrANT. 


Whibt  loading, 

VBloadlnff,  or 

■heettDg 

WacsoDs. 


Kilted. 


In- 
jured. 


Whilst  moving 

Goods  and 

Luggage  in 

Stations  or 

Sheds. 


KiUed. 


In- 
jnred. 


Whilst  work- 
ing at  Chranes 
or  Capstans. 


Killed. 


In- 
jured. 


By  the  tailing 
of  Waggon 

Door&Lunps, 

Bales  of 

Qoods,^. 


Killed. 


In- 
Jnred. 


Whilst 

attending  to 

Engines 

at  rest. 


Killed. 


In- 
jured. 


From  falling 

offp  or  when 

getting  on  or 

oft  Engines 

or  Vehicles 

at  rest 


Killed. 


In- 
Jnred. 


From  falling 

oif  Platfonns 

on  to  the 

Ballast 


Killed. 


Lb. 
Jnred. 


BVOLAITD  AND  WALBS-H^im/. 

Londoii  and  South- Western  and 
London,  Brighton,  and  South 
Coast  Jomtb 

London,  Brighton,  and  South 
Coast. 

London,  Tilbnry  and  Southend  ... 


Maooleefield  Joint  Station 


Mersey 


•••        •••        »••        ••• 


Metropolitan 


•••        •••        ... 


Metropolitan  and  Oreat  Western 
Joint. 


Metropolitan  District 


•••        ••• 


Midhmd      ... 


...       ...       ... 


Midland    and    Oreat    Northern 
Joint. 

Midland  and  Great  Western  Joint 


idland     and     Lancashire    and 
Yorkshire  Joint. 


Neath  and  Brecon ... 


...        ... 


Nonnanton  Joint  Station 


North-Eastem 


...        ...        ••• 


North-Eastem  and  London  and 
North- Western  Joint. 


North  London 


North  Stafifordshire 


.*•        ... 


...        ... 


North  Wales  and  Liyerpool 


Nottingham  Joint  Station 


Oldham,  Aahton-under«Lyne,  and 
Guide  Bridge  Junction. 

Otley  and  Ilkl^  Joint     


Rhondda  and  Swansea  Bay 


Severn  and  Wye  Joint 


18 


1 


107 


9 


42 


2 


2 


43 


16 


..• 


2 


18 


1 


86 


12 


1 


1 


66 


8 


36 


81 


36 


2 


1 
16 


•  Nu  IE.— T  e  term  "Railway  Premiees*'  includes  stations,  permanent-way,  goods  yards,  sidings,  and  all  other  prendsea  used  for  the 

sheds,  stables,  hotele,  tod 
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THAN  IN  AOOIDBNTS  TO  TRAINS  OR  BY  THE   MOVBMBNT  OP  RAILWAY  VEHICLES. 


TABLE  No.  ^—continued. 


Companies  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  their  Railway  Premises* 
of  Railway  Ybhiolbs,  during  the  Six  Months  ending  30th  June  1902. 


8 


From  falling 
off  Ladders, 
Scaffolds,  StQ. 


Killed. 


By  stumbling 

whilst 

walking  on 

the  Line. 


In- 
jored. 


Killed. 


In- 
jured. 


10 

By  being 
trampled  on 
or  kicked  by 
Horses  whilst 

engaged  in 
Railway  Work. 


^^^  iu^ei. 


11 

By  being 

struck  by 

Articles 

thrown  from 

passing  Trains. 


Killed. 


In- 
jured. 


12 
By  the  falling 

of  Bails, 
Sleepers,  Ac, 

when  at 
Work  on  the 

Line  or  in 

Sidings. 


13 

Otherwise 

Injured  when 

at  Work  on 

the  Line  or 

in  Sidings. 


14 


Miscel- 
laneouB. 


KiUed. 


In-* 
jured. 


Killed. 


In- 
jured. 


KiUed. 


In- 
jured. 


Total. 


Killed. 


In- 
jured. 


N.VME  OF  COMPAMT. 


1 
1 


11 


1 

8 


2 


54 


1 
37 


10 


3 
2 


...     I         1 


34 


...     I 


24 


•  •  •         i         •  •  « 


3 


64 


2 


46 


7 
3 


3 
1 


162 
3 
3 
1 


71 


2 


1 
48 
4 
2 
1 
19 


England  and  Walks— 

coiit. 

London  and  Sonth-Weat- 
ern  and  London,  Brigh- 
ton, and  South  Coast  Jt. 

London,  Brighton,  and 
South  Coast. 

London,  Tilbury  and 
Southend. 

Macclesfield  Joint  Station. 


Mersey. 


9 

696 

28 

7 

.3 

1 

11 

.S42 


Metropolitan. 


Metropolitan  and   Great 
Western  Joint. 

Metropolitan  District • 


Midland. 


«    »  k « * 


28 

17 

1 

3 


2 


3 


Midland       and      Great 
Northern  Joint. 

Midland      and       Great 
Western  Joint. 

Midland  and  Lancashire 
and  Yorkshire  Joint. 

Neath  and  Brecon. 


Normanton  Joint  Station. 


North-Eastem. 


North    -    Eastern      and 
London     and     North 
Western  Joint. 

North  London. 


North  Staffordshire. 


North  Wales  and  Liver- 
pool. 

Nottingham  Joint  Sta- 
tion. 

Oldham,  Ashton-uudet- 
Lyne,  and  Guide  Bridge 
Junction. 

Otley  and  Ilk  ley  Joint. 


Rhondda    and    Swansea 
Bay. 

Severn  and  Wye  Joint. 


purpose  of  working  the  xailwtiy,  bat  does  not  include  factories,  workshops,  buildings  used  exclusiT-ely  foi  warehousing  goods,  repairing 
other  similar  premises.  -i     r-      o 
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Servants  of  the  Companies  and  of  Contbactors  Killed  or  Injured  otherwise 


TABLE  No.  9~c(nvixr¥ued. 


Number  of  Servants  of  the  Companies  and  of  Contractors  reported  by  the  several  Railway 

otherwise  than  in  A4iX)lDBKTS  to  TRAINS  xtr  by  the  Movement 


1 

2 

3 

4 

5 

6 

7 

Name  of  Oompant. 

Whilst  loading, 

unloading,  or 

sheeting 

Waggons. 

Whilst  moving 

Goods  and 

Luggage  in 

Stations  or 

Sheds. 

Whilst  work- 
ing at  Cranes 
or  Capstans 

By  the  falling 
of  Waggon 

Doors,  Lamps, 

Bales  of 

Gk>ods,4be. 

Whilst 

attending  to 

Engines 

at  rest 

From  falling 

off,  or  when 

getting  on  or 

off  Engines 

or  Vehicles 

at  rest. 

From  falling 

offTlatforms 

on  to  the 

BaDast. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jnred. 

Englai^d  and  Wales— <yrfe^. 

Sheffield  and  Midland  Joint       ... 

... 

1 

... 

•  •• 

•  •• 

•  •• 

«  •• 

... 

. .. 

•  •• 

•  a. 

•  •• 

#•• 

Someraet  and  Dorset  Joint 

... 

2 

••• 

•  •• 

•  •• 

•  •• 

•  •• 

... 

1 

•  •• 

s 

•  •• 

•  •• 

Sonth-Baatem  and  Chatham 

... 

11 

.«• 

3 

5 

•  •■ 

2 

... 

12 

•  •• 

10 

■  9 

6 

Stalybridge  Joint  Station 

••• 

1 

... 

... 

1 

•  •• 

... 

... 

■  •« 

•  •• 

.•• 

*  •  ■ 

■  «« 

Tafif  Vale 

■•« 

7 

«•• 

S 

•  •• 

•  •• 

4 

..• 

21 

•  •• 

9 

•  •• 

1 

Waterloo  and  City 

... 

... 

... 

... 

•  «  • 

•  •• 

... 

... 

«  «  • 

•  •• 

•  •• 

•  •• 

•  ■■ 

Wast  London  Extension 

•*■ 

•■• 

•••  . 

... 

•  •• 

•  •• 

... 

... 

•  ■  « 

•  •• 

■  •• 

•  •• 

■  •• 

Wrexham,    Mold,   and    Oonnah's 
Qnay. 

•>. 

... 

... 

•  •• 

... 

•  •  ft 

•  •• 

... 

... 

1 

•  «• 

2 

425 

•  «• 

97 

Total,  EKoi*A]n>  and  Walbb 

2 

768 

... 

286 

84 

•  •• 

192 

... 

rsi 

1 

•  •» 

SCOTLAND. 

1 

1 

1 

Caledonian  ...        ...        ..•        ... 

••• 

19 

... 

7 

••• 

4 

•  •  • 

4 

... 

12 

•  •• 

14 

•  •• 

3 

Dnmbarton  and  BaUooh  Joint   ... 

... 

•  •• 

••• 

1 

... 

«•• 

•  •• 

2 

... 

•  •• 

•  •  • 

•  •• 

• ••                           ••• 

Olas^row  and  Paisley  Joint 

... 

2 

... 

... 

.*• 

•  •• 

•  «  ■ 

2 

... 

•  •  • 

■  •• 

1 

•  •• 

••• 

Glasgow  and  Sonth-Weetem 

••• 

3 

•■• 

... 

••• 

•  •• 

•  •• 

mm  % 

... 

•  •• 

•  •• 

... 

a  •• 

«•• 

Gf>eat  North  of  Scotland 

••« 

.•• 

.  •• 

... 

«•• 

■  •• 

•  •• 

•  «  • 

... 

1 

•  •• 

... 

■  •• 

■  •« 

Highland     

•>• 

3 

.  •• 

... 

... 

•  •• 

... 

•  •• 

... 

1 

•  •• 

1 

•  •• 

•  •• 

North  British         

1 

13 

... 

5 

1 

2 

■  •• 

8 

... 

14 

•  •• 

17 

•  •  • 

1 

Total,  Scotland 

1 

40 

... 

13 

1 

6 

•  •• 

16 

... 

28 

•  •« 

33 

•  •• 

1 
1 

4 

IRELAND. 

1 

Belfast  and  County  Down 

••> 

«  •• 

... 

•  •  • 

•  a  • 

•  •  • 

«  •  • 

•  •  • 

... 
1 

•  •• 

•  •• 

•  •• 

«  •« 

■  ■■ 

Belfast  and  Northern  Counties  ... 

• 

... 

6 

... 

1 

•  at 

2 

•  •  • 

2 

... 

10 

■  •• 

2 

•  •• 

1 

Cork,  Bandon,  and  Sonth  Coast ... 

••• 

1 

... 

•  •• 

«  •• 

«  •« 

•  «  • 

•  •• 

... 

1 

•  ■  • 

■  B  • 

1 

Dublin,  Wioklow,  and  Wexford  ... 

... 

•  •• 

... 

•  •• 

•  •• 

•  •  • 

•  •• 

•  «  • 

1 
... 

1 

1 

•  •• 

•  •  • 

a  •« 

.  •• 

Great  Northern      

••* 

•  •• 

... 

«  •• 

•  •  • 

•  •- 

•  •• 

•  •• 

... 

4 

•  •• 

■  •• 

1             •••                         ••• 

Great  Southern  and  Western 

... 

2 

••• 

•  •• 

«  «  ■ 

•  •• 

•  •  • 

1 

... 

3 

•  •• 

1 

1 

Midland  Great  Western 

•*• 

.*• 

••• 

1 

««• 

■  «• 

•  •• 

••• 

. .. 

■  •• 

•  •• 

1 

1 

Total,  Ibeland      

*a* 

9 

••• 

2 

•  •• 

2 

•  •• 

3 

••• 

19 

i          •  •• 
1 

4 

;     ...           1 

Total,  United  Kingdom... 

8 

817 

... 

801 

1 

92 

•  •• 

211 

... 

628 

1 

462 

•  •  • 

102 

» 

*  Note. — The  term  "Railway  Premises  "  includes  stations,  permanent- way,  goods  yards,  sidings,  and  all  other  premises  used  for  the 

sheds,  stables,  hotels,  and 
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THAN  m  ACOIDBNTS  TO  TRAINS  OR  BY  THB  MOVEMENT  OF  RAIIiWAY  VBHIOLB& 

TABLE  No.  S-'^ntinued. 


"^~^^^^""»^^"^» 


wwr^tmt 


II         ■  >  I  r      ■' . 


Companies  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  their  Railway  Premises* 
of  RAIX.WAY  Vehicles,  during  the  Six  Months  ending  30th  June  1902. 


8 

9 

10 

u 

12 
By  the  falling 

13 

14 

From  falling 
off  Ladders, 
SnafTbldSf&c. 

By  stumbling 

whilst 

walking  on 

the  Line. 

By  being 
trampled  on 

or  kicked  by 
Horses  whilst 

engaged  in 
Railway  Work. 

By  being 

struck  by 

•  Articles 

thrown  from 

passing  Trains. 

of  Rails, 
Sleepers,  <Jbc., 

when  at 

Work  on  the 

Line  or  in 

Sidings. 

Otherwise 
Injured  when 
at  Work  on 
the  Line  or 
in  Sidings. 

Miscel- 
laneous. 

Total. 

Namb  of  Company 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

1 

1 
1 

; 

England  and  Walb&— 

cont. 

•  «■ 

*•• 

•  •• 

1 

•  •• 

a  va 

f  •• 

1 

•  •• 

••• 

aaa 

1 

a*a 

4 

Sheffield  and  Midland 
Joint. 

a  •• 

1 

•  «• 

2 

■  ■  a 

ai» 

a  a  a 

2 

•  aa 

5 

•  a  a 

1 

• 

*  •• 

16 

Somerset  and  Dorset 
Joint. 

2 

4 

1 

9 

••• 

aca 

a  aa 

4 

a  a  a 

3 

a  Va 

15 

3 

84 

Soath-Eastern  and  Chat- 
ham. 

•  •• 

•  •• 

•  «• 

•  •  • 

«  a  a 

a     • 

a  aa 

■  aa 

•  •• 

aaa 

••• 

aaa 

aaa 

2 

Stalybridge  Joiin»  Station. 

■  •• 

1 

•  a  ■ 

2 

a  •  • 

•  m» 

•  a  • 

8 

a  aa 

5 

a  a 

10 

•  •• 

71 

Taff  Yale. 

•  ■• 

*  «• 

•  t  • 

a  ac 

a  aa 

a  •• 

a  aa 

a  aa 

m  »m 

a  a» 

a  ^a 

2 

aaa 

2 

Waterloo  and  City. 

•  •• 

•  •  • 

•  a  • 

I 

•  •  * 

•  a  a 

•  aa 

a  •• 

•  a  a 

aaa 

m  am 

aaa 

aaa 

1 

West  London  Extension. 

•  «  • 

•  •■ 

•  •  • 

•  a* 

a  a  1 

•  •« 

•  •• 

a  •  a 

a  aa 

a  a  • 

aaa 

1 

aaa 

4 

Wrexham,      Mold,     and 

4 

511 

Connah*8  Quay. 

125 

1 

326 

»  •• 

2.5 

•  aa 

1 

... 

305 

3 

2 

895 

13 

4,621 

j  Total,  England  and 
)     Walbs. 

1 

1 

SCOTLAND. 

•  •• 

3 

•  •  • 

6 

•  a  a 

1 

a  aa 

a  a  B 

7 

•  •% 

8 

a  •■ 

18 

•• 

101 

Caledonian. 

•  •■ 

«  ■  • 

•  aa 

•  aa 

«•• 

a  « t 

•  •• 

aa  a 

•  aa 

aaa 

aaa 

1  •  t 

8 

Dnmbarton  and  Balloch 
Joint. 

«  •■ 

•  •  a 

•  a  ■ 

•  •  « 

•  •« 

a  •  a 

•  a  a 

•  •• 

•  aa 

•  •• 

2 

« «« 

7 

Glasgow  and  Paisley 
Joint. 

•  •• 

1 

•  •• 

a  a  • 

a  a  a 

•  as 

a  a* 

1 

a«« 

a«% 

a  a« 

1 

4 

Glasgow  and.  South- 
Western. 

•  «  • 

•  •• 

•  •m 

•  a  • 

a  aa 

•  a  • 

a  aa 

aaa 

•  aa 

aaa 

1 

a  •  ■ 

2 

Great  North  of  Sootland. 

•  •• 

•  •« 

■  •  • 

a  •• 

a  aa 

a  Aa 

1 

a  a  a 

1 

a  •• 

2 

aaa 

9 

Highland. 

•  •• 

5 

•  aa 

3 

•  •  ■ 

a  aa 

a  a  a 

8 

1 

5 

aaa 

16 

3 

97 

North  British. 

•  ■» 

9 

a  aa 

9 

a  a  a 

1 

a  aa 

9  •  • 

•  •• 

16 

2 

9 

•  •• 

39 

4 

223 

Total.  Scotland. 

IRELAND. 

•  ■• 

a  ■• 

a  •• 

1 

!•• 

•  •m 

a  ■  a 

a  B  a 

»•  • 

aaa 

■  a  a 

aaa 

■  a  • 

1 

Belfast  and  County  Down . 

•    • 

2 

•  ■• 

1 

■  a  a 

•  mm 

•  a  ■ 

8 

•  •  • 

5 

aaa 

2 

•  a  a 

42 

Belfast  and  Northern 
Counties. 

•  •« 

•  ■• 

•  «• 

•  •• 

a  •  a 

a  aa 

a  a« 

1 

aaa 

1 

•  aa 

1 

09  • 

6 

Cork,  Bandon,  and  South 
Coast. 

•  •• 

•  •  • 

m»» 

a  •  • 

a  •  a 

a  aa 

•  •  a 

•  aa 

•  a  a 

1 

aaa 

1 

aaa 

8 

Dublin,  Wioklow,  and 
Wexford. 

•  •• 

•  •• 

•  a  • 

•  •  a 

■  aa 

a  a  a 

a  »  ■ 

B  a  a 

•  urn 

a  a* 

aaa 

1 

aaa 

5 

Great  Northern. 

•  •• 

1 

•  m  • 

3 

«  aa 

■  a  • 

1 

a  •  • 

5 

aaa 

11 

m»* 

4 

aaa 

32 

Great  Southern  and 
Western. 

•  • 

•  •• 

•  •  a 

a  •  a 

a  ■  a 

•  •# 

a  •  • 

•  a  • 

1 

•  •  • 

aaa 

a  a» 

2 

•  at 

5 

• 

Midland  Great  Wesi  irn. 

•  ■  ■ 

3 

m  •• 

5 

•  Aa 

•  aa 

a  aa 

1 

a  aa 

15 

aaa 

18 

aaa 

11 

•  •  • 

93 

Total,  Ibbland. 

4 

137 

1 

840 

a  tfa 

26 

a  ■  • 

2 

mm9 

386 

5 

538 

2 

946 

17 

4,987 

1  Total,  United  King- 

(     DOM. 

pnrpOBe  of  working  the  railway,  but  does  not  include  factories,  workshops,  buildings  used  exclusively  for  warehousing  goods,  rej airing 
other  similar  premises. 
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Nature  op  Ordinary  Employment  op  Servants  op  the  Companies  and  op  Contractors  Killed  or 
Injured  otherwise  than  in  Accidents  to  Trains  or  by  the  Movement  op  Railway  Vehiclbs. 


TABLE  No.  10. 


Statfmbxt  ghowing  the  number  of  Servants  of  the  Compaijibs  and  of  Contbaotobji  reported  to  the  Boabd  of  Tbadb  as  haTisf 

Killed  or  Injubbd  otherwise  than  in  Aogibentb  to  Trains  or  by  the  Movbmbnt  of  Railway  Vbhiolbs  dorinir  the  &x 
Months  ending  SOth  Jane,  1902,  olassified  according  to  the  Nature  of  the  Emplotment  and  Ao£  of  the  Pbbsohs  injnred  and  ^ 
Nature  of  the  Injuries  ;  and  also  the  total  number  of  Persons  employed  in  each  Class  of  Serrioe. 


Naturb  of  Injuries. 

Total 
In- 
jured. 

Nature  of 

Fatal 

Injories  resulting 
in  l988  of 

Fracture  of 

Dis- 

looa- 
r 
tiona 

In- 
terna 
In- 
.  juries 

Contusions 
of 

1 

Scaldi 

Cuts 

or 

Spraina  Laoe- 

ra- 

tiona 

Sbook   icis_ 

to      ceUa- 
.  a         neous 
8y»-      In- 
tern.  Juries. 

No.  of 
PertocH 

HnploTe4 

Bmplotmbnt. 

Legs 
or 

Arms 
or 

Fin- 
gers 

SkuUs 

Legs 
or 

Head 
L     or 

or 
I 
Limbs.  Bnma 

in 
19QL 

Feet. 

Hands 

'  Toes. 

Arms. 

or 
Bibs. 

Bonea 

Body 

• 

1 

1. 

2. 

8. 

4. 

6. 

6. 

7. 

8. 

1     9. 

10. 

11. 

12. 

13. 

14. 

16. 

16. 

17. 

1.  Brakesmen.    (Sea 

I 

1 

Onodt  Ouardt.') 

► 

i 
1 

1 

2.  Capstan-men  and 

1 

1 

Capstan-lads:  (1)  Men 

... 

«  •  • 

... 

... 

... 

•  •• 

•  •• 

•  «• 

. .. 

•  •  • 

...  1     ... 

•  •• 

1 

1 

... 

4 

« 

1,052 

(-2)  Boys 
3.  Carmen  una  Van- 

... 

•  •  • 

... 

... 

. .. 

•  •« 

•  •• 

«  •• 

... 

•  »• 

..         ... 

•  •• 

... 

... 

... 

*  •• 

•  •• 

204 

guards  :  (1)  Men 

... 

1 

... 

I 

... 

4 

2 

•  •• 

2 

4 

12         58 

•  •• 

29 

20 

... 

40 

173 

16^19 

(2)  Boys 
4.  Carriage-cleaners: 

1 

•  •• 

... 

•  •• 

. .. 

2 

••• 

•  •• 

... 

2 

2         22 

r 

4 

6 

1 

22 

62 

6,711 

(1)  Men 

1 

•  •• 

... 

•  «• 

... 

1 

... 

*•• 

... 

1 

9 

9 

2 

13 

5 

1 

20 

61 

5,084 

(2)  Boys 

•  •• 

•  •• 

... 

•  •• 

... 

•  •« 

... 

•  •• 

... 

•  •• 

•  *  • 

2 

1 

... 

1 

•  •• 

2 

6 

397 

6.  Carriage  and  wag- 

• •• 

•  •  • 

... 

•  •• 

... 

1 

. .. 

•  •• 

... 

1 

1 

5 

1 

4 

2 

•  •• 

7 

22 

3,464 

gon  examiners. 

6.  Checkers:  (l)Men 

•  •• 

•  •  % 

... 

1 

... 

2 

... 

1 

2 

1 

6 

25 

••• 

19 

9 

1 

28 

95 

7,792 

(2)  Boys 

«•• 

•  •• 

... 

•  •• 

... 

•  •• 

... 

•  •• 

«  «  ■ 

•  •  • 

•  «• 

•  •• 

•  •• 

•  •• 

... 

•  •  • 

•  •• 

•  •• 

179 

7.  Chookers,    Cbain- 

boys,     and     Slip- 

pers :  (1)  Men  ... 

■  •• 

•  •  • 

... 

•  •• 

... 

•  •• 

••. 

•  •• 

•  •  • 

•  •• 

•  •• 

1 

•  •• 

•  «• 

1 

•  •• 

•  •• 

2 

96 

(2)  Boys  ... 

•  •• 

•  •• 

... 

•  •• 

... 

•  «• 

... 

•  •■ 

•  •• 

•  •• 

1 

2 

1 

•  «• 

1 

•  •• 

3 

8 

64(i 

8.  Clerks:  (1)  Men 

•  «  • 

•  •• 

... 

•  «• 

... 

«  •• 

... 

•  ■  ■ 

1 

•  •• 

•  •  a 

•  •• 

1 

9 

2 

•  •• 

8 

21 

48,245 

(2)  Boys 

•  «• 

•  •  • 

... 

•  •• 

... 

2 

... 

•  •  • 

«  •  • 

•  •• 

1 

1 

... 

2 

•  •• 

•  •• 

... 

6 

13,565 

9.  Engine-cleaners : 

1 

(I)  Men 

•  •  ft 

■  •  • 

. .. 

•  •• 

... 

1 

... 

2 

2 

6 

12 

42 

12 

25 

24 

•  •• 

61 

187 

15^50 

(2)  Boys 

•  •  • 

•  •• 

... 

•  •• 

... 

1 

. .. 

•  •• 

•  ■• 

1 

3 

7 

3 

2 

10 

•  •• 

14 

41 

8,999 

10.  Engine-drivers  ... 

•  •  • 

•  •• 

... 

•  •  • 

... 

3 

7 

2 

3 

1 

19 

46 

16 

50 

33 

•  •• 

99 

279 

25,566 

11.  Piremen  ... 

•  •• 

•  •• 

... 

•  •* 

... 

4 

1 

•  •• 

2 

8 

21 

82 

19 

58 

40 

•  •• 

114 

349 

24,083 

12.  Gatekeepers 

«•• 

•  •  • 

... 

•  «• 

. .. 

1 

•  •• 

•  •  • 

•  «• 

•  •• 

1 

3 

... 

8 

1 

•  •• 

1 

10 

3,507 

18.  Greasers:  (l)Men 

•  •• 

•  •  • 

... 

•  •• 

... 

1 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •  • 

2 

... 

2 

I 

«  •• 

2 

8 

964 

(2)  Boys 

•  •• 

•  •• 

... 

m  •• 

... 

... 

■  •• 

•  •  • 

•  •• 

•  •• 

•  •  • 

•  •• 

... 

... 

«  •* 

•  •• 

2 

2 

84] 

14.  Guards      (Goods) 

*  «• 

•  •• 

... 

•  •• 

... 

2 

1 

•  •■ 

1 

3 

6 

2d 

1 

55 

16 

•  •• 

48 

160 

16,708 

and  Brakesmen. 

16.  Guards  (P?i*^cnger) 

•  «• 

•  •• 

.1. 

•  •  • 

.  «• 

2 

1 

1 

3 

1 

1 

9 

•  •• 

21 

4 

1 

14 

58 

7,291 

16.  Horse-driVerN     ... 

•  •• 

•  •• 

... 

•  •  • 

... 

... 

1 

•  •• 

•  ■• 

1 

1 

8 

•  •• 

4 

1 

«  *• 

4 

20 

2,272 

17.  Inspectors : 

(1)  Permanent- way 

•  •  • 

•  •• 

... 

m  •• 

... 

... 

•  •• 

•  •• 

•  •  • 

•  •• 

•  *• 

•  •« 

•  •• 

•  •• 

•  •• 

•  •• 

1 

1 

1,071 

(2)  Others 

•  •  • 

•  •• 

■  • . 

•  •• 

... 

... 

•  •* 

•  •• 

•  •• 

1 

•  •  « 

4 

•  •• 

4 

•  •• 

•  •  « 

1 

10 

6,701 

18.  Labourers  (I)  Men 

i 

•  •  • 

... 

1 

1 

13 

9 

7 

3 

8 

18 

200 

10 

68 

61 

•  •• 

203 

602 

52^ 

(2)  Boys 

•  •  • 

•  •• 

... 

•  •• 

... 

... 

•  •• 

•  •  a 

«•• 

•  •« 

•  •• 

2 

•  •• 

1 

•  •• 

•  •• 

1 

4 

899 

19.  Lamp-men       and 
lamp-lads:  (1)  Men 

• 

•  •  m 

•  •  • 

... 

•  •• 

1 

2 

•  •• 

•  •• 

•  •• 

2 

4 

7 

1 

8 

4 

«•• 

14 

43 

1,81) 

(2)  Boys 

•  •• 

•  •  • 

... 

•  •  • 

«  •• 

•  •• 

•  •• 

•  •• 

3 

... 

3 

2 

•  •• 

4 

2 

•  •• 

4 

18 

in 

20.  Loaders     and 

•  •• 

•  •  • 

... 

1 

•  •• 

2 

3 

•  •  • 

1 

3 

3 

27 

•  •  • 

8 

7 

•  «■ 

28 

83 

4,430 

Sbeeters. 

21 .  Mechanics :  ( 1 )  Men 

3 

•  •  • 

1 

•  •  • 

•  •• 

8 

2 

1 

2 

6 

14 

40 

6 

39 

27 

1 

69 

216 

70,922 

(2)  Boys 

•  •  ■ 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

1 

•  «• 

•  •• 

1 

2 

•  •• 

6 

11 

10,618 

22.  Messengers:  (l)Men 

•  •  • 

•  •  • 

•  •  • 

•  «« 

•  •• 

•  •• 

•  •  • 

•  •• 

•  «• 

•  •• 

•  *• 

•  »• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

1 

66S 

(2)BoyB 

•  • 

•  •  • 

•  •• 

•  •• 

t  •• 

•  •• 

•  •• 

1 

•  •• 

•  •• 

•  •• 

1 

■  •  • 

2 

•  •• 

•  •• 

3 

7 

2,642 

28.  Number-takers  : 

(1)  Men 

•  •• 

•  •  • 

•  •• 

■  •• 

•  ■• 

•  •• 

•  •  • 

•  •  • 

•  •• 

•  •  • 

1 

2 

•  •• 

2 

1 

•  •• 

1 

7 

823 

(2)  Boys 

•  •• 

•  •  • 

•  •• 

«  •• 

•  •« 

■  «• 

•  •  ■ 

«  •  • 

•  •• 

•  •• 

1 

1 

•  •  • 

1 

1 

•  •• 

2 

6 

745 

24.  Permanent  -  way 

3 

1 

•  •  « 

2 

1 

16 

4 

9 

6 

9 

16 

227 

1 

92 

48 

•  •• 

202 

633 

66,«31 

Men. 

25.  Pointsmen 

•  •• 

•  •• 

... 

•  •• 

•  •• 

•  •• 

•  •• 

•  «  • 

•  ■  • 

•  •• 

•  •  • 

•  •• 

•  •• 

2 

1 

•  •« 

4 

7 

m 

26.  Policemen 

a  •• 

•  •• 

•••     • 

•  «• 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •  • 

•  •  • 

1 

2 

•  •  • 

4 

1 

•  •• 

6 

14 

],9M 

27.  Porters:  (1)  Men 

2 

1 

•  •  • 

1 

•  •• 

22 

10 

7 

9 

27 

63 

335 

6 

191 

101 

6 

830 

1,109 

60,IS4 

(2)  Boys 

•  •• 

•  •  • 

•  •  • 

•  •m 

•  •  • 

•  •  • 

•  •• 

•    • 

1 

•  •• 

«  •• 

10 

•  •  • 

11 

2 

... 

6 

2S» 

S44J 

28.  Shunters 

•  •• 

•  «• 

•  »• 

•  •• 

•  «• 

1 

1 

1 

2 

1 

4 

16 

•  •• 

34 

9 

1 

26 

95 

10,841 

29.  Siernal  fitters  and 

•  •• 

•  •  • 

•  •• 

1 

•  •• 

1 

•  •  • 

«  •  • 

... 

•  •• 

•  •• 

4 

•••     i 

6 

2 

•  •• 

9 

23 

3,843 

Telegraph  Wiremen . 

\ 

• 

1 

30.  Signalmen 

•  •« 

•  •• 

•  ••          ♦ 

•  •  « 

1 

1 

1 

I 

1 

8 

10 

16 

•  •  • 

31 

9 

•  •• 

19 

93 

27,:^ 

31.  Signal-box  lads ... 

•  •• 

•  •• 

•••          I 

•  •• 

•  •• 

•  •  • 

•  •• 

...  1 

•  •• 

•  •• 

•  •  • 

•  •  • 

« •• 

•  •• 

1 

•  •• 

1 

<» 

«. 

2,079 

82.  Station-masters^. 

•  •• 

•  •  • 

•  •• 

•  •  • 

•  •« 

•  •• 

•  •• 

•  •  • 

•  •  • 

•  •• 

2 

1 

.  ••• 

3 

1 

•  •• 

6 

13 

8,103 

38.  Ticket  -  collectors 

•  •  • 

•  •  • 

•  «• 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

•  •  • 

1 

•  • 

3 

4 

•  •• 

2 

•  •» 

•  •• 

4 

14 

3,642 

and  Examiners. 

t 

34.  Watchmen 

•  •• 

•  •  • 

•  •  • 

•  •• 

•  •  • 

•  •• 

I 

•  •  • 

•  •• 

•  •• 

•  •  • 

1 

1 
•  •• 

•  •  • 

■  •• 

•  •  • 

m  •• 

993 

35.  Yardsmen 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •  • 

•  •• 

•  •• 

•  •  •      * 

•  •  • 

•  •  • 

1 

3 

1 
•  •• 

5 

1 

•  •• 

2 

12 

1,717 

36.  Miscellaneous  : 

1 

(1)  Adults    ... 

•  •  • 

•  t» 

•  •• 

1 

•  •• 

2 

8 

1 

3 

2 

14 

61 

8 

43 

23 

2 

85 

248 

32,728 

(2)  Boys 

•  •• 

14 

•  •  • 

3 

•  •• 

1 

•  •  • 

•  •  • 

1 

95 

< 

•  •• 

1 

•  •  • 

34'l 

i 

1 

49 

•  • 

1 

1 

1 

4 

2 

483 

•  •  • 

4 

U 

2,838 

Total  of  Railway  I 
Servants            f 

10 

4 

47 

92  ;  256 

1 

1,318 

90  , 

868 

14 

1,529 

4,893 

575,834 

37.  Contractors'    Ser- 

1 

vants :  Cn  Men  ... 

3 

•  •  • 

•  •• 

«  «• 

...    1 

8  1 

•  •  • 

•  ■  • 

t 

X 

1 

5            (> 

•  •« 

2 

11 

.  . 

9 

43 

(2)  Boys... 

•  •  • 

3 

•  • 

•  ■  • 

•     • 

... 

1 

•  •  • 

•  •• 

•  •  • 

•  •• 

8! 

•  •  • 

•  •  • 

•  •  • 

.  .. 

1 

•  t  • 

•  •  • 

5 

... 

•  • 

•  «• 

•  •• 

... 

1 

1 

Total  of  Contrac  1 
tors'  Servants     i 

•  •  • 

1 

4 

* 
•  •  • 

1 

1 

6 

•  •• 

2 

11 

... 

10 

44 

Total  of  Railway  | 
and  Contractors*  ( 
Servants 

17 

3 

1 

10 

4 

103 

47 

34 

50 

93 

261 

1,324 

90 

870 

494 

14 

1,539 

4,987 
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AOCIDBNTS  TO  TRAINS,   ROLLING   STOOK   AND  PflRMANBNT  WaY. 


TABLE  No.  11. 


SaMMAHY  STATBMBNT  of  the  NUMBBR  of  ACCIDBNTS  tO   TRAINS,  ROLLING   STOCK,   PBRMANBNT 

Way,  &c.,  reported  to  the  BOARD  OF  Tradb  as  having  occurred  on  the  RAILWAYS  in  each 
Division  of  the  Unitbd  Kingdom  during  the  Six  Months  ending  30th  June  1902,  classified 
according  to  the  Naturb  of  the  AcoiDBNT ;  with  figures  for  the  United  Kingdom  for 
the  corresponding  period  of  1901. 


1902. 

1901. 

Naturb  of  Aociosnt. 

• 

Bnoland 

ASD 
WALB8. 

SOOTLAND. 

Ireland. 

United 

KlNODOM. 

United 

KlNODOM. 

* 

(A)— AOOIDBMTB  TO  TBAINS  :— 

1.  OolliBians  between  passenger  trains  or  parts  of 

passenger  trains. 
8.  GoUisions  between  passenger  trains  and  goods  or 

mineral  trains  or  light-engines. 
S.  Collisions  between  goods  trains  or  parts  of  goods 

trains  and  light-engines. 

4.  Collisions  between  trains  and  vehioles  standing 

foul  of  the  line. 

5.  ColUsionE   between    trains    and    buffer-stops    or 

▼ehicles  standing  against  buffer-stops : — 

(a)  From    trains  running    into    stations    or 

sidings  at  too  high  a  speed. 
(()  From  other  oanses     

10 

12 

7 

4 

10 
•6 

2 
8 
2 
S 

•  •• 

1 

1 

1 
1 

i 
••• 

1 

i 

1 

1 
•••         1 

12 

16 

9 

7 

11 

7 

16 

24 

26 

3 

8 
8 

6.  Trains  ooming  in  oontaot  with  projections  from 

other  trains  running  on  parallel  lines. 

7.  Passenger   trains  or  parts   of   passenger    trains 

leaving  the  rails. 

8.  Goods  trains  or  parts  of  goods  trains,  light-engines, 

&c.,  loaying  the  rails. 

9.  Trains  running  through  gates  at  level  oroesings 

or  into  other  obstaoles. 
10.  Fires  in  trains 

1 
20 

2 
49 

3 

... 
4 
2 

25 
1 

... 

4           ' 

••• 
4 

•••          1 

1 

1 
28 

4 
78 

4 

••• 
33 
13 
87 
11 

11.  Misoellaneous 

1 

1 

.«• 

2 

... 

(B)— Accidents  to  ob  Failurb  or  Rolling  Stock 
AiH)  Permanent  Wat  :— 

1 

12.  The  bursting  of  boilers  or  tubes,  &c.,  of  engines... 

•  •» 

•  •• 

... 

•  •« 

3 

18.  The  failure  of  machinery,  springs,  &o.,  of  engines 

1 

•  •• 

1 

2 

2 

14.  The  failure  of  tyres 

112 

4 

1 

117 

117 

XOb        ff              i«              %%        W JUOOA9 « •  •               •••               •«•               ••                 ••• 

2 

.  .• 

1 

... 

2 

•  •  • 

^0,      II             II            II      AXXoD      «••             •■•             ••«             ■««             •«« 

57 

17 

.*• 

74 

88 

17.    „        „        n    brake  apparatus*     

t  «• 

.•• 

■•• 

.*• 

... 

18.    „        ,,        n    couplings       

8 

••• 

1 
1 

9 

4 

19.    y,        „        .,    ropes  used  in  working  inclines     ... 

•  •• 

... 

«  •• 

... 

•  •« 

20.  „        „        n    tunnels,  bridges,  viaducte,  culverts, 

Jtc. 

21.  JSroKen  raiis      ...        ...        ...        ...        ...        ... 

1 

.•• 

■  •• 

1 

•  •  • 

132 

19 

20          i 

1 

171 

170 

22.  The  flooding  of   portions  of  permanent  way  of 

such  a  nature  as  to  involve  danger. 

23.  Slips  in  cuttings  or  embankments  of  such  a  nature 

as  to  involve  danger. 

24.  Fires  at  stations  or  involving  injury  to  bridges  or 

viaducts. 

25.  Miscellaneous    ... 

•  •• 

3 

7 
1 

1 

■  •  ■ 

...          1 

1 

•  •• 

•  •• 

•  •  • 

... 
4 

7 

1 

1 
5 
2 

•  •• 

*  A  Return  is  published  half-yearly  setting  out  in  detai 

1  all  the  oasesj 

in  which  bra 

ke  apparatus  ] 

tias  failed  to  iv 

ct  properly. 
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ACCIDBNTS  TO  TRAINS,  ROLLIKQ 


TABLE  No.  12. 


K  UMBKR  of  Accidents  of  Each  Class,  to  Trains,  Rolling  Stock,  Permanent  Way,  Ac,  reported  to 

Six  Months  ending 


Name  op  Company. 


A. 


1. 


Collialons 
between 
Passeoffer 
Trains  or 

Parts  qI. 
Passenger 

TrsAuB. 


ENGLAND  AND  WALES. 

Brecon  and  Merthyr 
Cambrian     ...         ... 

Central  London      ...        ... 

Cheshire  Lines       

City  and  Soath  London    ... 

Feetiniog     ... 

Fumess 


•••  «•• 


• ••  ••• 


Great  Central         ... 

Great  Eastern         

Great  Northern 

Great  Northern  and  Lon- 
don and  North  Western 
Joint. 

Great  Western       

Hnll,  Barnsley,  and  West 

Riding  Junction. 
Lancashire  and  Yorkshire 

Lancashire  and  Yorkshire 
and  London  and  North- 
western Joint. 

Lancashire,  Derbyshire,  and 
East  Coast. 

London  and  North-Weet-em 

London  and  North-Westem 

and  Great  Western  Joint. 

London  and  South -Western 

London,  Brighton,  and 
South  Coast. 

London,  Tilbury,  and  South- 
end. 

Mary  port  and  Carlisle 

jner  sey  ...  .*•         ... 

Metropolitan  

Metropolitan    and    Metro- 
politan District  Joint. 
Metropolitan  Dietriot 

Midland       ...         ... 

Midland         and         Great 

Northern  Joint. 
Midland  andSouth- Western 

Junction. 
North  Eastern        

North-Eastem  and  London 
and  North-Westem  Joint. 
North  Staffordshire 


3. 

CoUisiotts 

between 
Passenger 

Trains 

and 

Goods  or 

Uinenl 

Trains  or 

Liffht 

Engines. 


1 
2 


1 


3. 


OolUsions 

between 

Goods 

Trainsor 

Parts  of 

Goods 

Trains 

and  Light 

Engines. 


4. 


Collisions 
between 

Trains 

and 
Vehicles 
standing 

fonlof 
the  Line. 


2 


2 


6. 

Collisions  between 

Trains  and  Buffer 

Btops  or  Vehicles 

standing  against 

Buffer  Stops. 


FromlTBins 
running 

intoStations 
or  Sidings 

at  too  high 
a  speed. 


(h.) 

From 

other 

Causes. 


2 


6. 

Trains 
coming  in 
Contact 
with  Pro- 
jections 
from 
other 
Trains 
running 

on 

Parallel 

Lines. 


7. 


Pas- 
senger 
Trains  or 
Parte  of 
Pas- 
senger 
Trfldns 
leaving 
the  Bails. 


2 


1 


8. 

Goods 

Trains  or 

Parts  of 

Goods 

Trains, 

Lisht 

Engines, 

Jtc., 

leaving 

theBaUB. 


6 
1 


9. 


10. 


11. 


Trains 
running 
through 
Gates  at     Fires 

Level         in 
Crossings  Trams. 

or  into 

other 
obstasleSb 


Miscel- 
laneoTU. 


... 

... 

... 

.*• 

1 

... 

1 

... 

2 

... 

10 

... 

3 

... 

.*• 

13 

..• 

... 

2 

... 

1 

... 

... 

... 

1 

i 

•«• 

4 

•  •« 

•  •• 

«  •• 

•  •• 

•  •• 

•  •* 

•  •• 

1 

•  •• 

2 

•  •• 

•  •• 

3 

I 

Note. — In  this  Table  aocidenta  under  A  are  entered  against  the  Company  on  whose  line  they  occur,  but  thoee 
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Accidents  to  Trains,  Rolung 


TABLE  No.  12— continued. 


Number  of  Accidents  of  Each  Class,  to  Trains,  Rolling  Stock,  Permanent  Way,  &c.,  reported  to 

Six  Months  ending 


A. 

l^AMB  OF  Company. 

1 

Collisions 

between 

Passenger 

Trains  or 

Farts  of 
Passenger 

Trains. 

8. 

Collisions 

between 

Passenger 

Trains 

and 

Goods  or 

Mineral 

Trains  or 

Llffht 
Engines. 

8. 

Collisions 

between 

Goodii 

Trains  or 

Farts  of 

Goods 

Trains 

and  light 

Engines. 

4. 

Collisions 
between 

Trains 

and 

Vehicles 

standing 

foolot 
the  Line. 

6. 

Collisions  between 

Trains  and  Buffer 

Stops  or  Vehicles 

utanding  against 

Bnffer  Stops. 

8. 

Trains 
coming  in 
Contact 
with  Pro- 
jections 
from 
other 
Trains 
running 

on 

Parallel 

Lines. 

7. 

Pas- 
senger 
Trains  or 
Parts  of 

Pas- 
senger 
Trains 
leaving 
theBafla 

8. 

Goods 
Trains  or 
Parts  of 

Goods 
Trains, 

Light 
Engines, 

leaving 
the  Balls. 

9. 

Trains 
running 
through 
Gates  at 

Level 
Crossings 

or  into 

other 
obstacles. 

10.           IL 
Fires     %*»_ « 

1 

FromTralna 
running 

intoStations 
or  Sidings 

at  too  high 
aspeeo. 

From 

other 

Causes. 

in 
Trains 

laaeoQA. 

1 

ENGLAND  AND  WALES 

— flttnt. 
Rhondda  and  Swansea  Bay 

Rhymney 

Sheffield       and      Midland 

Joint 
Somerset  and  Donet  Joint 

Sonth-Eastem    and    Chat- 
ham. 
TafiP  Vale     

Waterloo  and  Oity 

Wigan  Jonction    

Private  Owners      

•  •  • 

•  •• 
«  •  • 
«  •  « 

2 

•  •• 

«  •  • 

•  •  • 

... 

... 

1 
... 

1 
... 
... 

... 
... 

•  •  i 

•  ■ 

■  •! 

■  •  1 

•  •  1 

•  •  1 

•  • 

... 

.a. 
... 
... 

2 

«.. 
... 
... 

... 

. . 
..1 

•  •* 

... 
... 

... 
... 

•  .• 
... 
... 

.  .  a 

«  a  a 
»«• 
.  •« 

•  •• 

1 

•  •• 

.  •  a 

... 
- 

•  •• 

.•* 

... 

.. 

... 

... 

... 

... 

... 

... 

•  •• 

•  •  B 
1 

•  •• 

1 

2 

•  •  • 

•  •• 

•  •• 

•  •  . 

... 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

.«• 

■  •• 

■  •• 
.«• 

tat 

} 

««t 

•  •• 

•  •a 

1 

Total,  Enolaki)  i 
AND  Wales.       f 

10 

12 

7 

4 

10 

6 

1 

20 
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Stock,  and  Pbbmanknt  Way. 


TABLE  No.  IZ-^ontinued. 


the  Board  of  Trade  as  having  occurred  on  the  several  Railways  in  the  UNiTjaD  Kingdom,  during  the 
30th  June  1902. 

B. 


\x 


The 
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•fco^of 
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dbc.,  of 
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Brake 
Apparatus. 
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Bopes 

used  in 
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20. 
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21. 
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of 
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as. 
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ments of 
Buoh  a 
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6 


20 
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I  ••• 


117 


74 


9 


171 


onder  B  are  entered  against  the  Company  to  which  the  rollin(r-atook  or  permanent-way  belonm. 

Board  of  Trade,  FRANCIS  J.  S.  HOP  WOOD. 

11«A  October,  1902. 
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APPENDIX   A. 


REPORTS  TO  THE  BOARD  OF  TRADE  BY  INSPECTING  OFFICERS  OF 
THE  RAILWAY  DEPARTMENT  UPON  CERTAIN  ACCIDENTS  WHICH 
HAVE  BEEN  INQUIRED  INTO. 


GLAfloow  AND  South  Wsbtbbn  :  ' 

Lieutenant-Golonel     Yorke's     report    on     the    \    45 
accident  which  ocoorred  on  the  19th  May  to    i 
a  passenger  train,  a  portion  of  which  left  the 
rails  at  Kilmarnock  Station. 

Gruat  Eastsbk  : 

Lientenant- Colonel  yon  Donop's  report  on  the    '    49 
accident  which  occurred  on  the  25th  April    ' 
to  a  passenger  train,  a  portion  of  which  left 
the  rails  near  Qaokney  Downs  Station. 


LANOASBIBB  and  Y0RK8HIBB  : 

Major  Draitt's  report  on  the  collision  which 
occurred  on  the  22nd  Hay  between  a  passenger 
train  and  buffer  stops  at  Bxohange  Station, 
Liverpool. 


North  Bbitish  : 

Major  Pringle's  report  on  the  collision  which 
occurred  on  the  14tii  May  between  a  passenger 
train  and  a  derailed  waggon  at  Polmant. 


Pagt. 


57 


60 


Note. — The  Report  on  the  fatul  collision  that  occurred  on  the  12th  April  at  Sutton 
Coldfield  on  the  London  and  North- Western  Railway  will  be  included  in  Appendix  A. 
to  the  Railway  Accident  Returns  for  the  nine  months  ending  30th  September,  1902, 

For  other  Reports  of  Inquiries  into  Accidents  which  have  occurred  during  the 

six  months,  see  [Cd.  1232]. 
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GI-ASGOW  AND  SOUTH  WESTERN  RAILWAY. 

Railway  Department  (Board  of  Trade), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W,, 

July  17th,  1902. 
Sir, 

I  H AVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  compliance 
with  the  Order  of  the  2;^rd  May,  the  result  ol  my  inquiry  into  the  accident  that  occurred 
on  the  19th  May  at  Kilmarnock  Station  on  the  Glasgow  and  South  Western 
Railway. 

In  this  case,  as  the  8  a.m.  passenger  train  from  Kilmarnock  to  Glasgow  was  crossing 
from  the  main  line  to  the  joint  (Glasgow  and  South  Western  and  Caledonian)  line  at 
Kilmarnock  Junction,  the  third  vehicle  of  the  train  left  the  rails  at  the  intersection  of  the 
down  joint  line  with  the  up  main  line,  and  falling  over  on  to  its  left  side  dragged  all 
the  other  carriages  of  the  train  off  the  line  with  the  exception  of  the  front  brake  van. 

Twenty-three  passengers  were  injured,  in  two  cases  severely. 

The  train,  which  was  well  filled,  consisted  of  an  engine  and  tender,  and  eight  six- 
wheeled  coaches,  namely,  a  brake-van  next  to  the  engine,  five  third-class  carriages,  one 
first  class,  and  a  brake  third  at  the  rear. 

The  train  was  fitted  throughout  with  the  automatic  continuous  brake,  which  was 
in  good  working  order. 

Fortunately  the  speed  was  low  as  the  train  had  just  left  Kilmarnock  Station,  other- 
wise the  results  of  the  accident  would  have  been  much  more  serious. 

Seven  carriages  were  more  or  less  damaged  (for  details,  see  Appendix). 

Description. 

About  120  yards  north-west  of  Kilmarnock  Station  there  is  a  double  junction 
between  the  main  lines  of  the  Glasgow  and  South  Western  Railway,  and  the  joint 
(Glasgow,  Barrhead  and  Kilmarnock)  lines  of  the  Glasgow  and  South  Western  and 
Caledonian  Companies.  The  junction  is  "  facing  "  to  down  trains,  and  "  trailing  "  to  up 
trains.  The  main  lines  are  practically  straight,  and  the  joint  lines  diverge  towards  the 
north,  that  is,  to  the  right  as  viewed  from  a  train  approaching  the  junction  from  the 
station.  The  junction  presents  no  unusual  features  Tvhatever^  the  angle  of  the  crossing 
between  the  down  joint  line  and  up  main  line  being  about  1  in  8.  The  signal  box 
(No.  1),  from  which  the  junction  points  are  worked,  is  adjacent  to  the  junction  on  the 
south  (or  left)  side  of  the  lines,  and  the  site  of  the  accident  is  in  full  view  of  the 
signalman. 

It  appears  that  permanent-way  foreman  Bernard  Ferry  went  to  the  signal-box  about 
7.15  a.m.,  and  told  the  signalman  that  he  was  going  to  put  a  new  point  chair  in  the 
single  (or  V)  crossing  in  the  south-east  angle  of  the  intersection  of  the  down  joint  and 
up  main  lines,  which  operation  he  said  would  oc^cupy  about  10  minutes.  I  attach  a  plan 
which  clearly  shows  the  position  of  the  chair  which  Ferry  desired  to  renew.  Signalman 
Holland  replied  that  he  could  have  possession  of  the  line  at  once.  Ferry  thereupon 
started  work,  but  through  some  bungling,  which  he  attributes  to  the  inexperience  of  his 
frang,  the  operation  was  not  completed  at  eight  o'clock,  when  the  train  for  Gla^^gow  left 
Kilmarnock  Station.  At  that  time  the  old  point  chair  had  been  removed,  but  the  new 
chair  was  not  secured  in  its  place,  and  several  of  the  keys  on  either  side  of  the  V  were 
removed  {see  plan).  As  soon  as  Ferry  saw  the  train  approaching  he  endeavoured  to  put  a 
key  into  the  chair,  at  the  knee  of  the  wing  rail,  but  he  was  only  partially  successful,  and 
the  key  dropped  out  again  after  the  engine  and  van  had  passed  through  the  crossing.  The 
result  was  that  the  rail  on  that  side  of  the  track  was  pushed  out  of  place  by  the  pressure 
of  the  flanges  of  the  wheels  against  it,  and  the  remaining  vehicles  of  the  train  were 
derailed. 

As  soon  as  the  driver  became  aware  that  something  was  wrorg  he  brought  the 
train  to  a  standstill.  His  engine,  tender  and  the  front  van  were  then  found  to  be  on 
the  down  joint  line,  that  is,  the  line  they  were  intended  to  follow.  The  second  carriage 
had  followed  the  same  course,  but  was  off  the  rails,  the  third  coach  was  on  its  side  in  the 
angle  between  the  do\Mi  joint  and  up  main  lines,  while  the  rest  of  the  train  had  taken 
the  direction  of  the  up  main  line,  all  wheels  being  off  the  rails. 
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Evidence. 


George  Holland^  signalman,  No.  1  cabin,  states : 
On  the  19'th  May  I  came  on  duty  at  6  a.m.  to 
work  till  2  p.m.  I  have  l.een  in  the  service 
21  years,  all  that  time  employed  as  a  signalman, 
and  have  been  6  years  in  No.  1  cabin.  The 
8  a.m.  train  ex  Kilmarnock^  which  is  formed  of 
the  7.30  a^m.  ex  Darvel,  arrived  7.57,  was  warned 
to  Goods  Junction  7.57,  accepted  7.57,  and  left  at 
8  a.m.  I  saw  nothing  until  I  heard  the  noise  of 
the  carriages  off  the  road,  when  I  looked  out  of 
the  window  and  saw  one  of  the  carriages  bump- 
ing. Between  7.30  and  7.35  a.m..  Foreman 
Bernard  Ferry,  of  the  permanent  way,  came  lo 
the  signal-box  and  informed  me  he  was  going 
to  put  a  ch'dir  into  one  of  the  crossings.  I 
asked  him  how  long  it  would  take  him,  and  he 
said  fiiw  or  six  minutes.  I  aaked  him  also  if  he 
was  ready  to  do  it,  and  he  answered  "  Yes,"  to 
which  I  replied  that  he  could  have  possession  at 
once.  I  added  that  the  first  tmin  which  was 
coming  would  be  the  7.5  ex  Ardrcssau.  1  did 
not  say  this  because  I  thought  he  wanted  pos- 
session of  the  up  miin  line,  but  merely  to  let 
him  know  how  matters  stood.  I  understood  him 
to  say  that  it  was  the  crossing  on  the  up  joint 
line  that  he  required  possession  of,  and  I  there- 
fore informed  him  that  I  would  bring  the  pilot, 
which  usually  runs  through  the  up  joint  line  to 
do  some  station  work  on  Monday  mornings,  ind 
the  up  main  line  which  would  leave  him  undis- 
turb<»d  for  a  longer  period.  Ho  left  me  then  and 
went  back  to  his  work,  and  I  do  not  remember 
him  asking  any  further  question  or  making  any 
further  comment.  I  felt  certain  that  they  were 
working  on  the  up  joint  line,  and  not  on  the 
up  main  line  as  the  7.5  a.m.  from  Ardrossan 
came  in  via  the  up  main  line  with  all  signals  off, 
whereas  if  I  had  known  that  they  were  working 
on  the  up  main  line  I  would  have  made  sure 
that  the  crossing  was  safe  to  pass  over  before  I 
lowered  my  signals. 

Robert  Lindsay,  assistant  signalman,  Kilmar- 
nock No.  1,  states :  1  have  been  10  year«  in  the 
service,  and  have  beent  1^  years  at  Kilmarnock, 
and  on  the  19th  May  came  on  duty  at  6  a.m.  to 
work  till  2  p.m.  I  was  in  the  signal  cabin  when 
foreman  Bernard  Ferry  came  up  about  7.30  a.m. 
to  ask  for  possession  to  put  in  a  chair  in  the 
incoming  road.  I  heard  my  mate  answer  him 
tha.t  he  could  have  possession  until  about  7.50,  as 
the  7.5  a.m.  from  Ardrossan  would  be  due  at  753, 
and  he  replied  that  he  would  not  require  more 
than  6  minutes  to  put  in  the  chair.  I  understood 
foreman  Bernard  Ferry  to  say  that  he  required 
possession  of  the  incoming  road  and  the  joint 
line  slip.  I  looked  out  of  the  window  and  saw 
the  surfacemen  were  not  engaged  on  the  up  main 
line  before  I  drew  the  signals  for  that  line  for  the 
7.5  a.m.  train  from  Ardrossan.  I  was  of  opinion 
that  they  had  finished  their  work  on  the  up  main 
line,  and  were  merely  doing  some  ordinary 
service  work  on  the  down  "main  line,  as  foreman 
surfaceman  only  asked  possession  for  5  or  6 
minutes.  I  cannot  say  whether  a  f  agman  was 
out.  I  satisfied  myself  before  I  accepted  the 
7.5  a.m.  train  on  the  up  main  line  by  going  to  the 
window,  as  before  stated,  and  thought  the  work 
was  completed.  At  7.59  I  lowered  the  signals 
for  the  8  a.m.  train  from  Kilmarnock  to  Glas- 
gow. I  may  state  that  at  the  moment  of  the 
accident  I  was  looking  towards  the  down 
advance  starting  signal  of  the  joint  line,  and  I 
saw  the  wheels  of  the  third  carriage  from  the 
engine  leave  the  rails,  and  the  wheels  of  the  rest 
of  the  carriages  followed.  Haviug  seen  this 
I  at  once  went  to  the  place,  and  1  saw  that  the 


point  chair  was  not  in  its  position  on  the  sleeper 
under  the  crossing,  nor  were  the  keys  in  the 
chairs  of  the  wing  rails,  that  is,  on  the  left-hand 
side  of  the  crossing  in  the  direction  the  train  was 
travelling. 

Arthur  Doyle,  driver,  Hurlford,  states  :  I  have 
been  19  years  in  the  service,  and  have  been 
six  years  a  driver.  On  the  19th  May  I  came  on 
duty  at  4.50  a.m.  to  work  till  11  a.m.  Engine  is 
fitted  with  Westinghouse  and  vacuum  brakes,  and 
was  working  latter  on  the  train.  1  was  working 
the  7.30  a.m.  from  Darvel  to  Kilmarnock,  which 
forms  the  8  a.m.  Kilmarnock  to  Glasgow.  I  got 
all  starting  signals  off  at  Kilmarnock,  and,  aecord- 
ing  to  my  watch,  I  started  at  8.1  a.m.  from  No.  3 
platform.  After  passing  No.  1  cabin  1  felt  soiBfi- 
thing  drag,  ami  having  just  drawn  up  the 
expansion  I  thought  perhaps  the  lever  was  over 
the  centre  and  engine  in  back  gear,  but  on 
looking  at  it  I  found  it  was  all  ri^t.  I  looked; 
at  the  vacuum  indicator  to  see  if  the  guard  had 
been  applying  the  brake,  and  I  observed  the 
pointer  of  the  indicator  bobbing  up  and  down. 
I  therefore  felt  sure  there  \vas  something  wrong, 
and  I  immediately  shut  off  steam  and  applied  the 
brake,  which  indicated  18  inches  vacuum,  and  ihe 
Westinghouse  about  80  lbs.,  1  destroyed  both  by 
the  full  application  of  the  brake.  When  the  train 
stopped  I  looked  backwards  and  saw  a  carriago, 
which  I  found  afterwards  was  the  third  from  the 
engine,  lying  broadside  on  the  rails.  I  then 
left  my  engine  and  went  to  the  rescue,  and 
assisted  in  taking  some  of  the  passengers  our. 
One  of  the  passengers — a  female  passenger— was 
injured,  and  blood  was  flowing  from  her  face 
when  I  assisted  her.  I  assisted  ner  across  to  the 
up  side  of  the  line  clear  of  the  obstruction,  and 
left  her  there  in  charge  of  some  people.  I  fait 
nothing  unusaal  when  passing  over  the  crosttng, 
and  I  did  not  look  back  until  1  had  brought  the 
train,  to  a  stand  for  the  reasons  before  mentioned. 
I  was  travelling  about  10  or  12  miles  an  hew 
when  I  shut  off  steam  and  applied  the  bnake. 
The  surfacemen  were  working  on  th&  right  haad 
side  of  the  down  joint  line  as  1  approached  them, 
and  one  appeared  to  me  to  be  driving  in  a  key, 
but  as  the  man  stepped  clear  of  the  train  before  I 
reached  him  it  did  not  appear  to  me  to  be 
anything  unusual. 

Frederick  Monaghan,  fireman,  states :  I  have 
been  seven  years  in  the  service,  and  have  been 
three  years  a  fireman.  I  came  on  duty  at 
450  a.m.  to  work  till  11  a.m.  I  was  on  the 
7.30  a.m.  train,  Darvel  to  Kilmarnock^  and  8  a.m. 
Kilmarnock  to  Glasgow.  The  train  started  about 
8.1^  according  to  my  watch.  I  noticed  nothing- 
until  we  passed  the  cabin,  when  I  felt  the  man 
dragging,  and  1  looked  to  see  if  my  mate  had 
reversed  engine  to  back  gear.  When  1  saw  that 
was  all  right  I  looked  at  vacuum  gauge  to  see  if 
the  brake  was  all  right — I  only  gave  a  glance— 
but  did  not  observe  anything,  and  was  in  the  act 
of  turning  round  whwi  1  noticed  yardsman 
signalling  to  me  to  stop,  and  looking  further  back 
1  observed  one  of  the  carriages  turning  over. 
I  had  previously  called  to  my  mate  when  re- 
ceiving signal  from  the  yardsman,  and  I  called 
to  him  again.  I  saw  what  had  happened,  bat  Irr 
this  time  he  had  brakes  already  on  and  train  was 
almost  stopped.  I  jumped  off  my  engine  to  see 
if  1  could  render  any  assistance,  but  seeing  plenty 
of  people  to  assist  I  returned  to  my  engine, 

Joseph  Williamson,  guard,  states  :  I  have  been 
29  years  in  the  service,  and  have  been  a  passenger 
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guard  for  15  years.  I  came  on  daty  at  7.30  to 
Dtfork  iill  10u50  aau,,  aad  .woald  have  «ome  on 
dcUy  again<at.2  pan.  to  wock  till  jnidoight.  This 
18  special  Monday  working,  which  I  would  have 
had  only  once  in  ten  weeks.  I  had  joined  the 
S  a.m.  train  Kilmarnock  to  Glasc^ow  at  Kilmar- 
nock Station,  and  started  at  8  o'clock  according 
to  the  station  clock.  My  train  consisted  of  the 
following  formation,  reading  from  the  engine  : — 
Brake-van  No.  43  ;  third-class  oarriages  Nos.  373, 
210,-39,  393;  first^ass  No.  151;  third-class  No. 
4'46  ;  und  bi*ake  third  No.  47  ;  and  was  composed 
of  Bht-wheeled  stock  fitted  thronghout  the  train 
with  Tacavm.  The  train  was  well  filled,  being  a 
holiday.  The  signals  were  all  right  for  us  when 
we  st£u*ted,  and  I  was  looking  out  of  the  left- 
hand  window  until  we  entered  the  points  of  the 
junction  to  the  joint  line ;  then  I  withdrew  inside 
to  mark  my  departure  time  into  book.  Imme- 
diately after  this  I  felt  the  irain  dragging,  and 
thought  perhaps  somebody  had  applied  the  brake 
from  some  of  the  carriages.  At  that  moment 
1  felt  my  brake-van  was  off  the  road,  and  I  fell 
4own  on  the  floor,  but  rising  I  seized  hold  of  the 
handle  of  the  brake- valve  and  applied  it  hard  on. 
After  the  train  had  come  to  a  stand  I  alighted 
from  my  brake.  I  then  found  the  people  were 
jumping  out  of  the  train  and  making  towards  a 
carriage  which  I  saw  had  fallen  over  on  its  side. 
I  went  forward  and  rendered  what  assistance 
1  could  in  getting  some  of  the  passengers  out  of 
the  carriage.  With  some  others  I  assisted  one 
lady,  who  was  cut  about  the  face,  over  to  the  up 
side  of  the  line,  where  she  sat  down  on  the  bank. 
I  returned  again  to  the  carriage  and  helped 
another  female  passenger  out  from  the  top.  She 
seemed  to  me  to  be  cut  across  the  face,  and  had 
her  arm  damaged.  She  was  taken  over  to  the 
olher  side  of  the  line — to  the  up  side  line  — ^with 
Ike  other  passengers.  I  also  assisted  another 
ptt:ieenger  to  alight  from  the  carriage  who  seemed 
to  me  to  be  injured  with  a  cut  at  the  back  of  his 
head,  from  which  the  blood  was  flowing.  I  then 
went  round  the  train  to  see  what  vehicles  were 
dff  the  rails,  and  to  take  their  numbers,  and 
found  they  were  all  off  the  rails  except  brake-van 
No.  43,  which  was  next  the  engine.  I  did  not 
notice  any  particular  damage  to  any  particular 
vehicle  except  carriage  No.  210,  which  was  down 
on  its  broadside.  Afi^r  going  round  my  train 
I  came  to  see  the  stationmaster  and  to  report 
myself.  I  am  not  injured,  and  have  not  found 
it  necessary  to  see  a  doctor.  I  do  not  think  we 
were  going  more  than  about  10  miles  an  hour 
when  I  felt  the  train  being  pulled  up.  Train 
was  not  divided  in  any  way ;  neither  the  coup- 
lings nor  brake  pipes  separated. 

Bernard  Ferrt/y  foreman  surfaceman,  states : 
1  have  been  in  the  service  2H  years,  and  have 
been  foreman  about  17  years.  On  19th  May 
I  came  on  duty  at  7  a.m.  to  work  till  5.30  p.m. 
I  went  up  to  the  signal-box  about  7.15  to  inform 
the  signalman  that  we  were  going  to  put  a  point 
chair  in  the  crossing  of  the  incoming  main  line 
anil  outgoing  joint  line  road.  The  signalman 
asked  how  long  it  would  take  to  carry  out  the 
work,  and  I  told  him  about  10  minutes  if  he 
would  give  me  time  for  it.  Wo  had  taken  out 
the  old  chair  before  the  up  Ardrossan  train 
passed,  but  the  new  chair  was  not  put  in  then. 
We  had  secured  the  road  by  keying  up  the  wing 
rails.  The  new  chair  was  put  in  before  the 
8  a.m.  passed,  but  was  not  keyel  before  the  train 
reached  us.  I  observed  nothing  wrong  until 
I  saw  the  wheels  of  the  second  or  third  carriage 
drop  off  the  rails  on  the  left-hand  side  of  the 
road.  It' was  about  2  yards  beyonl  the  crossing 
where   the   wheels    dropped    off.     Immediately 


after  that  I  saw  a  carriage  turn  over  on  its  broad- 
side. I  went  forward  ij  see  if  1  could  render 
.ax\j  aaslstancaY  Jt>ut  ihore  was  already  so  maiiy 
people  that  I  found  there  was  nothing  I  couild 
do.  As  soon  as  we  could  after  this  we  started  to 
replace  chairs  which  had  been  broken.  I  was 
engaged  in  putting  a  key  into  the  knee  of  the 
wing  rail  when  the  8  a.m.  train  approached  me, 
but  I  had  not  got  it  firm  in,  and  it  shook  out 
when  the  train  was  passing  over.  We  were 
working  at  this  particular  crossing,  after  we  had 
given  the  signalman  warning,  until  the  carriage 
went  off  the  road.  I  saw  the  Ardrossan  train 
some  distance  off  approaching,  and  'had  time  to 
get  some  keys  in  the  wing  rails.  The  crossing  is 
such  a  short  distance  from  the  platform  that  we 
did  not  observe  the  8  a.m.  train  until  it  was 
almost  on  the  top  of  us.  After  the  up  Ardrossan 
train  passed  over  the  crossing  in  its  incomplete 
condition  I  did  not  go  to  the  signal-box  to  warn 
the  signalman  that  the  work  at  the  crossing  was 
not  finished.  I  am  quite  certain  the  point  chair 
was  under  the  rail  when  the  8  a.m.  passed,  but  it 
was  not  keyed.  My  gang  consists  of  five  men 
and  myself.  Four  of  us  were  at  work  at  ithe 
crossing  that  morning.  The  reason  that  it  took 
longer  than  I  expected  to  change  the  chair  wad 
bdcause  of  the  inexperience  of  my  men. 

James  Lin  wood,  foreman,  passenger  station, 
states  :  I  have  been  14  years  in  the  service,  and 
have  been  five  years  foreman  at  Eilmamock. 
I  saw  the  8  a.m.  start  from  here  and  was  watching 
it  leave  the  station.  Everything  appeared  to  be 
all  right  until  1  heard  a  noise  which  seemed  to 
me  to  indicate  there  was  something  wrong. 
Immediately  after  hearing  the  noise  I  saw  a 
carriage  turn  over  on  its  broadside.  I  at  onco 
went  forward  to  the  scene  of  the  accident,  and 
rendered  what  assistance  I  could,  and  looked 
round  the  train  and  helped  some  of  the  people 
out  of  the  carriage  which  was  turnt^d  over,  whilst 
along  with  some  passengers  I  assisted  to  raise  the 
carriage  (which  had  &llen  over  on  its  side) 
slightly,  so  as  to  release  a  passenger  who  had  his 
arm  pinned.  The  passenger  had  his  hand  through 
window  of  door  as  though  he  had  been  attempting 
to  open  the  door  before  the  carriage  turned  over. 
After  we  released  the  passenger  we  found  his 
arm  was  broken  in  two  places.  Immediately 
after  helping  to  release  him  I  went  back  along 
the  train  to  rear  to  see  if  I  could  discover  cause 
of  accident,  and  found  that  the  point  chair  at  the 
crossing  to  the  down  joint  line  and  up  main  line 
was  lying  out  of  its  place.  The  chair,  which  was 
a  new  one,  was  lying  outside  the  rails.  After 
this  I  proceeded  to  the  station  to  take  up  my 
station  duties. 

Hugh  Robertson^  way  inspector,  states  :  I  have 
been  in  the  service  over  20  years,  and  have 
been  2  years  and  4  months  inspector  at  Kil- 
marnock. On  the  Friday  previous  to  the  accident 
1  arranged  that  the  chair  at  the  crossing  should 
be  replaced.  The  foreman  surfaceman  had  in- 
formed.melie  was  going  to  put  in  a  new  chair  at 
this  crossing,  but  did  not  inform  me  on  which 
day.  At  the  time  of  the  accident  I  was  at  the 
station  on  the  down  platform  and  saw  the  train 
-start,  and  was  then  proceeding  round  the  end  of 
Nos.  1  and  2  docks.  When  I  got  to  No.  1  plat- 
form I  saw  some  people  running  and  I  went 
down  to  the  scene  of  the  accident.  When  I  got 
down  there  I  saw  the  foreman  surfaceman,  and 
observed  that  the  point  chair  was  not  properly  in 
position  on  the  sleeper,  also  that  there  were  no 
keys  in  the  wing  rails  at  the  end  next  the 
crossing.  I  asked  the  foreman  where  his  flagman 
was,   and  he  said  he  had   no   flagman   out,   but 
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explained  that  he  had  been  up  to  the  signalman  replaced  it  with  a  new  one  in  about  six  minntes. 

and  arranged  with  him,  and  he  thought  that  was  I  think  that  a  flagman  should  have  been  ont. 

sufficient.     It  is  my  opinion  that  two  experienced  Foreman  Perry  is  a  good  experienced  and  careful 

men    could    have   removed    the  old  chair  and  man. 

Conclusion. 

From  the  brief  account  already  given  and  from  the  evidence  it  will  be  seen  that  th 
principal  blame  for  this  derailment  lies  with  foreman  Bernard  Ferry.  Although  the 
repair  he  had  to  execute  necessitated  the  removal  of  the  chair  at  the  point  of  the  crossiiiff, 
and  the  withdrawal  of  the  keys  from  six  adjacent  chairs,  thereby  rendering  this  line 
unsafe,  this  man  took  no  steps  whatever  to  put  out  a  flagman  or  flagmen  for  the 
protection  of  the  traffic  or  of  his  gang.  He  contented  himself  with  telling  the  signalman 
what  he  was  about  to  do,  at  the  game  time  informing  him  that  the  operation  would  occupy 
ten  minutes.  Again  when  after  the  lapse  of  40  or  45  minutes  he  found  that,  owing  as  he 
says  to  the  inexperience  and  want  of  skill  of  the  men  in  his  gang,  the  new  chair  had  not 
been  fixed,  he  took  no  steps  to  warn  the  signalman  that  the  work  was  still  incomplete 
and  the  line  unsafe,  although  he  must  have  been  aware  that  the  8  a.m.  train  was  due  to 
leave  Kilmarnock.  Ferry  has  been  a  surfaceman  lor  28  years  and  foreman  for  17  years, 
and  bears  a  good  reputation  as  an  experienced  and  careful  man.  His  action  on  this 
occasion  does  not  support  this  reputation,  for  he  neglected  to  take  any  precautions  for  tlie 
safety  of  the  traffic,  and  for  the  protection  of  his  own  men,  who  judging  from  his  state- 
ment must  have  barely  had  time  to  get  out  of  the  way  of  the  train. 

But  Ferry  is  not  the  only  man  deserving  of  censure.  Signalmen  George  Holland 
and  Robeit  Lindsay  knew  the  men  were  going  to  work  at  the  crossing,  having  been  so 
informed  by  Ferry.  Holland  says  he  thought  that  the  work  was  to  be  done  on  the  up  joint 
line,  and  not  on  the  down,  but  I  am  disposed  to  doubt  this.  Lindsay  acknowledges  that 
he  understood  what  Ferry  intended  to  do,  and  there  is  no  reason  why  Holland  should 
not  have  done  so  too  ;  moreover  it  is  hardly  probable  that  during  the  interval  that  elapsed 
before  the  train  left  the  station  no  remark  [jassed  between  these  two  men  as  to  the  work 
which  was  being  carried  out.  JBoth  men  say  that  they  saw  the  gang  at  work  before  they 
lowered  the  signals  for  the  train,  but  one  says  he  thought  the  surfacemen  were  working 
on  the  up  joint  line,  and  the  other  that  they  were  working  on  the  down  main  line.  Such 
a  difference  of  opinion,  if  it  really  existed,  shows  that  neither  of  these  men  took  any  pains 
whatever  to  ascertain  where  the  surfacemen  were  at  work,  or  whether  the  job  about  which 
Ferry  spoke  to  them  had  been  completed.  There  is  this  much  excuse  for  them,  that 
Ferry  had  said  the  job  would  take  five  or  ten  minutes,  whereas  after  the  lapse  of  tliree 
quarters  of  an  hour  it  was  still  incomplete.  But,  although  the  signalmen  were  thus 
misled  as  to  the  time  likely  to  be  required,  it  was  their  duty,  knowing  as  they  did  that 
the  line  would  be  unsafe  during  the  time  that  the  point  chair  was  being  replaced,  to  have 
assured  themselves  that  the  work  was  complete,  and  the  line  safe  for  traflic,  before 
lowering  the  signals  for  the  train.  The  signal  box  was  close  to  the  spot  where  the  men 
were  at  work,  and  there  was  no  difficulty  whatever  in  communicating  with  them.  It 
cannot  therefore  be  doubted  that  the  remissness  of  these  signalmen  was  a  contributory 
cause  of  the  accident. 

Foreman  Ferry  had  been  on  duty  an  hour,  and  signalmen  Holland  and  Lindsay  two 
hours  at  the  time  of  the  accident. 

I  have,  &c., 

H.  A.  YoRKE, 

The  Assistant  Secretary,  Lt-Col.  R.E. 

Railway  Department,  Board  of  Trade. 


APPENDIX. 


Damage  to  Vehicles. 

No.  373,  third  class  carriage,  derailed  ;  three  lights,  two  door  handles,  one  door,  one  headstock, 

axleboxes,  two    side    lights,  and    one   stay   rod  and    two    footboards    broken ;     nine    footboard 

broken.  hangers,   two  guide  plates,  two  guide-plate  clips 

No.  210,   third   class   carriage,   on  broadsMe ;  and  stay  rods,  two  buffers,  and  one  axle  bent : 

four    axh  boxes,    eleven    side    lights,    six    door  body  panels  and  corn i'^e  damaged. 
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No.    39,    third    class   carriage,  derailed  ;    one  No.  154,  first  class  cairiage,  derailed ;  one  axle- 
axleboz,  one    side    light,  and    one    door    light  box  and  one  brake  truss  rc^  broken, 
broken  ;  one  drawbar  and  two  gnide-plate  clips  No.  44G,  third  class  carriage,  derailed ;  one  axle- 
bent,  box  broken,  eight  bolts  in  tyre  fastening  shorn  off. 

No.  393,  third  class  carriage,  derailed;   two  No.  47,  brake  third  class  carriage,  derailed; 

axleboxes  and  four  side  lights  broken.  two  safety  chains  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  20th  August. 


GREAT  EASTERN  RAILWAY. 


Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  12th  May,  1902. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in  com- 
pliance with  the  Order  of  the  25th  of  April,  the  result  of  my  inquiry  into  the  circum- 
stances under  which  the  derailment  of  a  passenger  train,  which  was  attended  by  very 
serious  results,  occurred  at  about  7.10  a.m.  on  the  25th  of  April,  near  Hackney  Downs 
station,  on  the  Great  Eastern  Railway. 

In  this  case,  as  the  6.50  a.m.  up  passenger  train  from  Chingford  to  Liverpool  Street, 
consisting  of  an  engine  and  fifteen  vehicles,  was  approaching  Hackney  Downs  station  on 
the  up  Suburban  line,  one  of  its  leading  vehicles  was  derailed  and  caused  the  train  to  split 
at  a  through  crossing,  the  rear  portion  of  the  train  taking  the  rails  of  the  down  through 
line  ;  the  couplings  of  the  train  did  not  in  the  first  instance  part,  and  the  third  and  fourth 
vehicles,  which  in  consequence  of  the  splitting  of  the  train  were  derailed  between  the  two 
lines,  came  into  violent  collision  with  the  end  of  the  iron  girder  of  an  underbridge  w^hich  is 
situated  between  the  lines  at  that  spot.  These  two  vehicles  were  very  seriously  damaged, 
the  left  side  of  the  one  being  entirely  ripped  oiF  and  the  left  side  of  the  other  being 
smashed  in. 

The  train  was  a  very  crowded  one  ;  a  large  number  of  passengers  were  injured,  two 
hundred  notices  of  personal  injuries  sustained  having  been  received  by  the  Company  j 
three  of  these  cases  have  already  proved  fatal,  and  ten  others  are  said  to  be  of  a  serious 
nature. 

When  the  train  came  to  rest,  which  was  almost  immediately  aftir  the  collision  with 
the  girder,  it  was  found  that  the  couplings  had  eventually  parted  between  the  third  and 
fourth  vehicles.  The  engine  and  the  two  leading  vehicles  were  on  their  right  line,  viz.,. 
the  up  Suburban  line,  and  they  were  not  derailed  or  damaged  in  any  wav  ;  the  third 
vehicle,  which  was  still  coupled  to  the  second,  was  derailed  on  the  left  hand  side  of  the 
up  Suburban  line,  and  it  had  come  to  rest  with  its  trailing  end  nine  yards  beyond  the 
^rder  end  with  which  it  had  been  in  contact.  It  was  subsequently  found  that  the  leading 
axle  of  this  vehicle  was  broken,  it  having  parted  almost  exactly  at  its  centre. 

The  fourth  vehicle  of  the  train  was  found  standing  upright  in  the  space  between 
the  up  Suburban  and  down  through  lines  at  right  angles  to  the  lines  of  rails  and  broad- 
side up  against  the  end  of  the  girder  of  the  underbridge. 

The  fifth  and  sixth  vehicles,  which  had  evidently  been  running  on  the  down  through 
line,  were  derailed  on  the  further  side  of  that  line,  both  of  them  leaning  over  in  that 
direction  and  being  severely  damnged. 

The  remainder  of  the  train  was  uninjured,  the  whole  of  it  which  had  passed  the 
throxigh  crossing  being  found  standing  on  the  down  through  line. 

The  engine  was  a  six-wheels-cJoupled  tank  engine  running  bunker  first ;  it  was  fitted 
with  the  Westinghouse  automatic  brake  working  blocks  on  the  six  coupled  wheels  and 
with  a  hand  brake  working  the  same  blocks. 

The  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  the  order 

given : — 

Wheels. 

One  third-class  brake        ...         •••         •••         •••  4 

Three  third-class  carriages  4 

Three  first-class  carriages 4 

Five  second-class  carriages  4 

Two  third-class  carriages •         • 4 

One  third-class  brake         •••         •••         •••         •••  4 

12445  o 
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The  whole  of  these  vehicles  were '  fitted  with  the  Westinghouse  automatic  brake 
working  blocfks  on  all  their  wheels.  All  the  brakes  are  reported  as  having  been  in  good 
order. 

The  train  is  not  a  workmen's  train,  but  it  is  the  last  of  two  trains,  arriving  at 
Liverpool  Street  between  7  a.m.  and  8  a.m.,  on  which  passengers  fi^om  Walthamstow  are 
allowed  cheap  tickets.  It  is  thus  the  last  morning  train  by  which  clieap  tickets  are 
issued,  and  is  consequently  usually  a  very  crowded  one.  The  train  wa^i  not  running  a 
distance  of  20  miles  without  a  stoppage,  so  it  was  not  provided  with  any  means  ot 
communication  between  the  passengers  and  the  guard. 

Details  of  the  damage  don^  to  tolling  stock  and  permanent  way  are  given  in  the 
Appendix. 

DescrifUon. 

Clapton  and  Hackney  Downs  Stations,  between  which  points  this  accident  occurred, 
are  both  stations  on  the  Grejit  Eastern  Railway  Company's  main  line  from  Cambridge  to 
London,  the  former  station  being  to  the  north  of  the  latter.  The  up  and  down  main  lines 
run  between  the  stations  in  a  direction  which  is  approximately  north  and  south,  the  up 
line  on  which  the  train  concerned  in  this  accident  was  running,  being  on  the  east  side. 

Between  these  stations  th^re  are  two  tunnels,  known  respectively  as  the  Clapton 
Tunnel  and  the  Hackney  Tunnel.  The  south  face  of  the  Clapton  Tunnel  is  situated  at  a 
distance  of  1,100  yards  firom  the  Hackney  Downs  Station  ;  there  is, a  space  of  303  yards 
from  the  end  of  this  tunnel  to  the  commencement  of  the  Hackney  tunnel,  the  latter  beincr 
446  yards  in  length,  and  terminating  351  yards  from  the  station. 

The  line  from  the  south  face  of  the  Clapton  Tunnel  to  about  the  centre  of  the 
Hackney  Tunnel  is  quite  level,  but  from  that  point  onwards  into  Hackney  Downs  Station 
it  is  a  rising  gradient  varying  from  1  in  73  to  1  in  25^6. 

From  Clapton  Station  to  a  point  situated  a  short  di«;tance  to  the  north  of  Hackney 
Downs  Station  there  are  only  the  up  and  down  main  lines,  but  at  that  point  there  is  a 
double  junction  where  the  up  and  down  lines  each  bifurcate,  forming  from  that  point 
onwards  a  pair  of  up  and  down  through  lines  and  a  pair  of  up  and  down  Suburban  line^, 
the  former  being  to  the  east  of  the  latter.  The  train  to  which  this  accident  occurred  was 
due  to  run  into  Hackney  Downs  Station  on  the  up  Suburban  line,  and  the  road  was  set 
and  the  signals  duly  lowered  for  it  to  do  so. 

The  Hackney  Downs  signal  box  is  at  the  north  end  of  that  station  and  on  the  west 
side  of  the  line.  The  facing  points  on  the  u|^  main  line,  where  the  up  through  and  up 
Suburban  lines  bifurcate,  are  situated  at  a  point  just  125  yards  to  the  north  of  the  signal 
box,  and  the  diamond  crossing,  where  th6  up  Suburban  line  crosses  the  down  through 
line,  is  90  yards  from  the  box.  It  was  in  running  through  this  diamond  ci-ossing  that 
the  derailment  of  the  train  appears  to  have  occurred. 

Just  to  the  north  of  the  Hackney  Downs  signal  box  there  are  two  underbridges, 
^hich  are  situated  almost  side  by  side  and  parallel  to  each  other,  and  which  carry  the 
through  and  Suburban  lines  respectively  over  the  Amhurst  Road.  These  underbridges 
consist  of  iron  girders,  each  bridge  having  one  of  its  main  girders  standing  in  the  space 
between  the  two  above  mentioned  lines.  The  road  over  which  these  bridges  carry  the 
lines  is  not  quite  at  right  angles  to  the  line,  and  the  bridge  under  the  Suburban  lines  is 
<^nsequently  slightly  north  of  the  other  ;  the  end  of  the  girder  of  the  Suburban  lines  under- 
bridge  is  64  yards  south  of  the  through  crossing  and  that  of  the  through  lines  underbridge 
is  two  and  a  quarter  feet  further  from  it.  It  was  with  the  north  end  of  the  girder  of  the 
Suburban  lines  underbridge  that  the  derailed  carriages  came  into  violent  contact.  The 
flange  of  this  girder  is  2  feet  3  inches  in  width  and  its  upper  surface  is  o  feet  6  inches 
above  rail  level.  The  width  of  the  space  between  the  up  Suburban  and  the  down  through 
lines  opposite  the  end  of  this  girder  is  13^  feet. 

The  first  marks  on  the  permanent  way  to  be  seen  in  connection  with  this  accident 
occur  at  a  point  about  20  yards  to  the  north  of  the  south  end  of  the  Clapton  Tunnel,  i.e. 
Just  inside  the  mouth  of  that  tunnel.  At  this  point  one  of  the  chairs  supporting  the  left 
Jiand  rail  was  found  to  have  been  broken  in  pieces,  it  having  clearly  received  a  severe 
blow  on  the  portion  of  it  lying,  within  that  rail.  At  the  two  next  sleepers  the  inside 
portions  of  the  chairs  supporting  the  right  hand  rail  had  distinct  wheel  marks  on  them, 
end  from  this  point  onward  there  were  .on  tha  ballast  and  on  the  sleepers  marks  of  two 
wheels  having  been  derailed,  one  on  the  inside  of  each  rail.  The  wheel  marks  inside  the 
left  hand  rail  were  just  12  inchjbs  from-  that  rail,  and  those  inside  the  right  hand  rail  were 
ten   inches   distant   from.  it.    .Xhcse  .marks  ^appeared  regularly  in   the  above  described 
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positions  continuously  up  to  the  facing  point  at  the  north  of  Hackney  Downs  Station — a 
distance  of  about  1000  yards. 

At  this  spot  the  facing-point  locking  mechanism,  which  was  fixed  as  usual  in  the 
four-foot  way,  was  broken  in  pieces,  and  here  the  wheel  marks  began  for  the  first  time 
to  appear  in  different  positions  on  the  sleepers  to  those  at  which  they  had  hitherto  so 
regularly  shewed.  The  marks  were  still  between  the  rails  of  the  up  Suburban  line,  but 
they  now  appeared  irregularly,  as  if  the  wheels  by  which  they  were  made  were  being 
swayed  about  from  side  to  side.  Some  of  these  marks  appeared  on  the  chairs  of  the  right 
hand  rail  ot  the  up  through  line,  and  further  on  there  were  marks  on  this  rail  of  two 
wheels  having  been  forced  over  it. 

Onward  fi'om  the  spot  at  which  the  wheels  had  crossed  the  rail  of  the  up  through 
line  the  wheel  marks  then  continued  to  show  fairly  regularly  as^in  between  the  two  rails 
of  the  up  Suburban  line,  but  at  the  through  crossing,  35  yards  beyond  the  facing  point, 
the  rails  and  chairs  were  much  damaged,  and  the  direction  of  the  line  of  marks  changed  to 
the  left,  the  marks  running  for  a  few  feet  parallel  to  and  inside  the  rails  of  the  down 
through  line  ;  the  line  of  marks  then  changed  again  to  the  right  in  the  direction  of  the  up 
Suburban  line,  and  from  that  point  onwards  the  marks  appeared  irregularly  both  inside 
those  rails  and  on  the  east  side  of  them  up  to  the  point  on  the  underbridge  at  which  the 
third  vehicle  of  the  train  came  to  rest. 

The  end  of  the  inside  girder  of  the  Suburban  lines  underbridge  was  much  damaged^ 
having  clearly  been  in  violent  collision  with  some  portion  of  the  train. 

Evidence. 


Mr.  William  Dean  states  :  I  am  Chief  Superin- 
tendent of  the  Locomotive  and  Carriage  Depart- 
ment of  the  Great  Western  Railway.  I  have 
held  that  appointment  for  about  25  years.  I 
have  inspected  the  broken  axle  which  I  under- 
stand belonged  to  one  of  the  vehicles  concerned 
in  this  accident.  From  the  appearance  of  the 
fracture  I  should  infer  that  the  flaw  had  been  in 
existence  for  some  little  time  before  the  breakage. 
As  to  the  original  cause  of  the  flaw  one  can  only 
speculate.  It  most  probably  arose  from  some 
small  particle  of  the  furnace  lining  falling  into 
the  steel  while  it  was  in  a  molten  state,  and  it 
would  not  be  noticeable  in  any  subsequent 
process  of  the  manufacture  of  the  axle.  Flaws 
of  this  kind  are  occasionally  found  to  exist,  and 
generally  their  development  is  rapid.  I  siw 
nothing  in  the  character  of  the  fracture  which 
would  indicate  that  there  was  external  evidence 
of  the  existence  of  the  flaw,  and  this  again  is  no 
uncommon  experience.  I  think  that  the  flaw 
had  extended  to  a  depth  of  about  one>and-a-half 
inches  from  the  surface  of  the  axle  before  the 
final  break  occurred.  I  have  heard  that  this  axle 
had  only  been  four  months  in  use.  I  do  not 
remember  ever  to  have  known  a  case  of  an  axle 
breaking  in  so  short  a  period.  The  axle  was  an 
ordinary  carriage  axle  and  appeared  to  me  to  be 
in  every  way  suitable  for  the  work  which  it  had 
to  do.  The  axles  in  use  on  the  Great  Western 
Railway  are  about  one-eighth  of  an  inch  in 
diameter  larger  than  this  axle,  viz. : — 4^  inches  as 
against  4^.  My  impression  is  that  axles  of  the 
dimensions  in  use  on  the  Great  Fastem  Railway 
are  conmionly  used  throughout  the  country,  and 
I  have  no  reason  to  think  that  they  are  in  any 
way  too  small.  The  axle  in  question  was  made 
of  a  material  which  is  known  as  homogeneous 
iron  which  I  call  a  very  mild  form  of  steel.  It 
is  in  my  opinion  the  best  form  of  material  for 
axles  that  I  know  of. 

William  Lovett^  driver,  states :  I  have  been 
about  41  years  in  the  service  of  the  Great  Eastern 
Hallway  Company,  during  35  years  of  which 
1  have  been  a  driver.  I  came  on  duty  on  the 
25th  April  at  4.18  a.m.  to  work  to  2.13  p.m. 
I  had  come  off  duty  on  the  24th  April  at  about 
2.5  p.m.    On  the  25th  I  was  driving  the  6.50  a.m. 
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up  passenger  train  from  Chingford  to  Liverpool 
Street.  My  engine  was  a  six-wheels- coupled 
tank  engine  running  bunker  first.  It  was  fitted 
with  the  Westinghouse  automatic  brake  working 
blocks  on  the  six  coupled  wheels  and  with  a 
hand-brake  working  blocks  on  the  same  wheels. 
My  brakes  were  all  in  good  order.  We  left 
Chingford  punctually  and  we  were  not  more 
than  a  minute  late  when  leaving  Clapton.  Up  to 
that  point  of  our  journey  nothing  unusual 
occurred.  The  first  I  knew  of  anything  having 
gone  wrong  was  seeing  that  some  platelayers  by 
the  side  of  the  line  were  trying  to  attract  my 
attention.  This  was  just  after  my  engine  had 
passed  the  up  home  signal  at  Hackney  Downs. 
I  immediately  shut  the  regulator  and  turned  the^ 
handle  of  the  Westinghoase  brake,  and  immoo 
diately  after  I  had  done  this  the  accident  occurred. 
There  was  no  shock  on  my  engine,  but  I  looked 
round  and  found  the  train  had  separated,  and  at 
the  same  time  I  heard  a  great  crash.  My  engine 
came  to  a  stand  about  two  coaches  ah^'^d  of  the 
signal-box,  and  I  think  that  three  vehicles  were 
then  attached  to  my  engine.  I  think  the  train 
parted  in  the  rear  of  those  three  vehicles.  Up 
to  the  time  of  the  platelayers  shouting  to  me 
I  had  noticed  nothing  wrong  with  the  running  of 
my  train.  I  thought  that  we  were  going  remark- 
ably ^vell,  and  I  had  no  idea  of  anything  beings 
wrong.  The  moment  that  I  turned  the  handle  of 
the  Westinghouse  brake  I  saw  that  the  pipe  was 
disconnected.  I  had  not  previously  noticed  the 
brake  applied. 

Daniel  IronSy  fireman,  states  :  I  have  been  five 
years  in  the  service  of  the  Company,  during  two- 
and-a-half  of  which  I  have  been  a  fireman.  I 
worked  the  same  hours  of  duty  on  the  25th  as 
driver  Lovett,  and  I  was  with  him  on  the  6.50 
a.m.  train  from  Chingford.  The  first  I  knew  of 
anything  having  gone  wrong  to  my  train  was 
close  to  Hackney  Downs  Station,  where  some 
platelayers  shouted  out  to  us.  I  at  once  holloaed 
out  to  my  mate,  "  Stop,"  and  he  shut  ofl^  steam. 
The  driver  at  once  tried  to  apply  the  Westing- 
house brake*  but  the  air  was  all  gone,  so  I  myself 
at  once  applied  the  hand-brake.  Just  as  we  were 
shutting  off  steam  I  heard  the  sound  of  a  crash, 
and  then   I   lookel  round  and  saw  what   had 
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occurred.    There  were  then  only  two  or  throe 
vehicles  attached  to  the  engine. 

Alfred  Crowe^  guard,  states :  I  have  been 
18  years  in  the  service  of  the  Company,  during 
12  of  which  I  have  been  a  guard.  I  came  on 
duty  on  the  25th  April  at  5.20  a.m.  to  work  till 
1.30  p.m.  I  had  come  off  duty  on  the  24th  at 
1.30  p.m.  On  the  25th  I  was  guard  of  the  6..50  a.m. 
up  passenger  train  from  Chingford.  My  train 
consisted  of  the  following  vehicles  attached  to  the 
engine  in  the  order  given  : — 

One  third-class  brake. 

Three  third-class  carriages. 

Three  first-class  carriages. 

Five  second-class  carriages. 

Two  third-claas  carriages. 

One  third-class  brake. 
All  the  above  were  four-wheeled  carriages.  They 
were  fitted  with  the  Westinghouse  automatic 
brake  working  blocks  on  all  wheels.  The  brakes 
were  in  good  order.  I  myself  was  riding  in  the 
front  brake.  We  left  Chingford  punctually  to 
time,  and  we  were  about  half  a  minute  late  at 
Clapton.  Up  to  the  time  of  leaving  Clapton 
nothing  unusual  at  all  had  occurred  to  my  train. 
My  train  was  a  very  full  one,  and  in  addition 
to  the  people  occupying  the  seats  of  the  carriages 
there  were  also  people  standing  up  in  them.  It 
is  usual  for  this  morning  train  to  be  verj-  crowded, 
and  there  was  nothing  unusual  in  the  number  of 
passengers  in  the  train  on  this  occasion.  The 
first  I  knew  of  something  being  wrong  with  the 
train  was  near  Hackney  Downs  Station,  when 
I  heard  someone  call  out,  I  at  once  dropped  the 
window  on  the  near  side  of  my  van  and  looked 
out.  I  looked  back  and  saw  that  the  second 
vehicle  from  my  van  was  off  the  line,  and  that  it 
had  been  pulled  along  the  end  of  the  girder. 
I  think  that  at  the  time  that  I  looked  out  the 
front  portion  of  the  train  had  just  come  to  a 
stand.  The  next  carriage  fo  that  again  was 
broadside  on  to  the  end  of  the  girder,  but  I  think 
that  that  carriage  also  bad  come  to  rest  before 
I  saw  it.  I  could  not  practically  see  the  remain- 
ing portion  of  the  train.  It  was  just  as  I  looked 
out  of  the  window  that  the  crash  occurred.  I 
looked  at  my  watch  and  saw  that  it  was  7.11  a.m, 
I  jumped  out  of  my  carriage.  I  at  once  took  the 
necessary  steps  to  protect  my  train,  and  I  then 
went  to  look  after  the  injured  people.  I  bad 
noticed  nothing  unusual  in  the  running  of  the 
train  between  Clapton  and  Hackney  Downs. 
Just  as  I  looked  out  of  the  window  my  carriage 
stopped  with  a  sudden  jerk,  but  up  to  that  time 
the  Westinghouse  brake  had  not  been  applied. 

Henry  Taylor^  guard,  states :  I  have  been  lOf 
years  in  the  service  of  the  Company,  during  four 
years  of  which  I  have  been  a  guard.  I  came  on 
duty  at  5.20  a.m.  on  the  25th  April  to  work  till 
1.34  p.m.  On  the  24th  I  had  come  off  duty  at 
1.38  p.m.  I  was  rear  guard  of  the  6.50  a.m.  up 
passenger  train  from  Chingford.  Up  to  the  time 
of  leaving  Clapton  nothing  unusual  had  occurred 
to  my  train.  The  brakes  of  my  train  were  in 
good  order.  The  first  I  knew  of  anything  having 
gone  wrong  with  my  train  was  when  we  came  to 
a  stand  outside  Hackney  Downs  Station.  Pre- 
vious to  this  I  had  noticed  nothing  unusual  in  the 
running.  We  came  to  a  stand  rather  suddenly. 
We  came  to  such  a  sudden  stand  that  I  knew  that 
something  must  be  wrong,  and  I  at  once  jumped 
out  and  when  I  found  what  had  happened  I  went 
to  the  rear  to  protect  my  train.  I  noticed  that  the 
automatic  Westinghouse  brake  was  applied  just 
as  my  train  came  to  a  stand.  I  can  throw  no 
light  on  the  cause  of  the  accident. 


William  Newman^  foreman  platelayer,  states : 
I  have  been  about  26  years  in  the  service  of  the 
Company,  and  I  have  been  foreman  platelayer  for 
about  four  months.  I  am  in  charge  of  the  line 
from  Hackney  Downs  to  Copper  MiUd  Junction, 
but  my  section  does  not  include  the  site  of  this 
accident.  On  the  morning  of  the  25th  I  was 
standing  near  the  Queen *s  Road  signal  box  just 
inside  the  mouth  of  the  Hackney  Tunnel.  I  saw 
the  6.50  a.m.  train  running  past  me.  Just  as  the 
engine  passed  me  I  noticed  that  one  of  the 
carriages — ^about  the  third  from  the  engine — ^was 
about  one  foot  lower  than  those  in  front,  and  when 
it  passed  me  there  was  something  skidding  np 
the  four-foot,  causing  the  dust  and  stones  to  fly 
about.  I  cannot  say  exactly  what  it  was  that 
caused  this.  The  carriage  seemed  straight  with 
the  others,  with  the  exception  of  its  leading  end 
being  lower.  It  did  not  appear  to  me  to  be  at  all 
slewed  across  the  rails.  As  soon  as  the  whole  train 
had  passed  me  I  went  to  the  signalman  and  told 
him  that  there  was  something  wrong  with  one  of 
the  carriages  of  the  train,  and  asked  him  to  wire 
Hackney  Downs  north  to  examine  the  train.  I 
walked  up  the  steps  of  the  signal  box  and  opened 
the  door  and  spoke  to  the  signalman. 

Richard  Tizzard,  signalman,  states  :  I  have 
been  18  years  in  the  service  of  the  Company, 
during  16  of  which  I  have  been  a  signalman.  On 
the  24th  April  I  came  on  duty  at  10  p.m.  to  work 
till  8  a.m.  on  the  25th.  I  had  come  off  duty  at 
S  a.m.  on  the  24th.  I  remember  the  6.50  a.m.  np 
passenger  train  on  the  25th  passing  my  box,  at 
7.12  a.m.  I  saw  the  train  both  approaching  and 
passing  my  box,  and  I  noticed  nothing  unosnal 
with  it.  Immediately  after  the  train  had  passed 
a  platelayer  came  to  the  box  and  told  me  that 
there  was  something  wrong  with  the  train,  and 
asked  me  to  call  Hackney  and  tell  the  signalman 
to  stop  and  examine  the  train.  I  at  once  did  bo. 
I  rung  up  Hackney  North  on  the  block  inatru- 
ment  to  ask  the  signalman  to  speak  to  me  on  the 
telephone.  He  at  once  came  to  the  telephone, 
and  I  gave  him  the  message.  He  said  "  all  right" 
The  train  appeared  to  me  to  be  travelling  at  the 
usual  speed. 

James  Harty  signalman,  states  :  I  have  been  24 
years  in  the  service  of  the  Company,  during  23 
of  which  I  have  been  a  signalman.  I  am  now 
employed  in  the  Hackney  Downs  North  Junction 
box.  I  came  on  duty  at  6  a.m.  on  the  2oth  April 
to  work  till  2  p.m.  I  had  come  off  duty  on  the 
24th  at  2  p.m.  About  7.9  a.m.,  Queen's  Road  box 
called  me  up  to  speak  to  me  on  the  telephone. 
I  went  to  the  telephone  instrument  at  once.  He 
said, '*a  platelayer  informs  me  that  one  of  the 
"  carriages  of  the  6.50  a.m.  train  is  off  the  road." 
I  said,  "all  right."  I  turned  round  at  once  to  pnt 
my  signal  at  "  danger "  so  as  to  stop  the  train, 
which  I  did,  but  seeing  that  the  engine  and  two 
or  three  coaches  were  past  the  signal,  I  rushed  to 
the  window  and  whistled  with  my  fingers  to  try  and 
attract  the  driver's  attention,  but  the  next  moment 
the  train  crashed  into  the  bridge.  At  the  time  I 
received  the  telephone  message  my  up  home 
signal  was  off  for  the  train.  I  noticed  that  when 
the  train  passed  through  the  crossing  two  or  three 
carriages  seemed  to  be  slewed  across  the  lines. 
The  next  thing  I  noticed  was  that  the  third 
carriage  from  the  engine  struck  the  girder  of  the 
bridge.  As  far  as  I  could  see  the  front  of  the 
carriage  itself  did  not  strike  the  end  of  the  girder, 
but  the  near  side  of  the  carriage  did  do  so.  I  then 
noticed  that  though  the  front  portion  of  the  train 
was  on  its  right  line  some  of  the  rear  portion  of 
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the  train  was  on  the  down  fast  line.  The  front 
portion  of  the  train  then  came  to  a  stand  just 
opposite  my  box.  The  train  was  then  divided 
behind  the  third  vehicle.  When  I  first  sighted 
the  engine  it  appeared  to  me  to  be  running  at  the 
ordinary  speed  for  a  train  which  has  to  stop  at 
Hackney  Downs  Station.  Almost  simultaneously 
with  the  third  carriage  rubbing  against  the  girder 
there  was  a  tremendous  crash. 

Oliver  Brimm^  foreman  platelayer,  states :  I 
have  been  over  20  years  in  the  service  of  the 
Company,  during  9^  of  which  I  have  been  fore- 
man platelayer.  I  ^am  in  charge  of  the  portion 
of  the  line  on  which  this  accident  occurred.  On 
the  morning  in  question,  at  the  time  when  the 
6.50  a.m.  up  train  was  running  into  Hackney 
Downs  Station,  I  was  standing  just  opposite  the 
**  through  *'  crossing,  on  the  up  slow  line.  I  saw 
the  train  approaching  me.  When  the  engine  was 
about  40  yards  from  me,  I  noticed  that  the  third 
carriage  from  the  engine  wa?  twisted.  The  lead- 
ing end  of  it  was  about  10  inches  lower  than  the 
trailing  end.  Until  the  carriage  got  opposite  to 
me  it  appeared  to  be  running  quite  parallel  to 
the  rails,  and  not  to  be  at  all  slewed  across  the 
line.  As  it  passed  through  the  crossing  opposite 
to  me  the  leading  end  of  it  seemed  to  get  twisted 
towards  the  down  fast  line,  but  it  followed  the 
leading  carriages,  which  were  on  their  right  road. 
I  do  not  know  what  happened  to  the  carriages 
behind  that  one,  but  after  the  train  was  stopped, 
1  saw  that  the  rear  portion  of  the  train  had  run 
along  the  wrong  line.  I  did  not  myself  see  the 
rear  portion  of  the  train  take  that  line.  I  cannot 
say  whether  more  than  one  carriage  was  slewed 
about  when  the  train  ran  through  the  crossing. 
I  saw  one  of  the  carriages  slewing  about  and  I 
then  ran  out  of  the  way.  Before  the  train  reached 
the  crossing  I  noticed  that  the  front  portion  of 
the  third  carriage  from  the  engine  was  bumping 
up  and  down.  Just  previous  to  the  accident  I 
had  examined  the  '*  through  "  crossing  ;  it  was  in 
good  order ;  and  there  was  nothing  in  it  liable  to 
cause  an  accident.  I  did  not  specially  notice 
anything  happening  to  the  third  vehicle  from  the 
engine,  when  the  train  ran  through  the  facing 
points  just  previous  to  reaching  the  "  through  " 
crossing.  Just  as  the  engine  passed  me  I  shouted 
out  to  the  driver.  He  did  not  seem  to  hear  me  ; 
neither  the  driver  nor  the  fireman  appeared  to  me 
to  take  any  notice. 

Alfred  Percivaly  platelayer,  states :  1  have 
been  two  years  in  the  service  of  the  Company, 
during  the  whole  of  which  I  have  been  a  plate- 
layer. I  am  employed  under  foreman  lirimm, 
and  I  was  with  him  on  the  morning  of  the  25th 
when  the  6.50  a.m.  up  train  was  running  into 
Hackney  Downs  Station.  I  was  standing  just 
opposite  the  "  through  "  crossing  and  I  saw  the 
train  approaching.  I  noticed  that  near  the  front 
of  the  train  there  was  one  carriage  the  leading  end 
of  which  was  down.  It  was  about  one  foot  lower 
than  the  other  carriages.  It  did  not  at  that  time 
appear  to  be  slewed  across  the  line  at  all.  I  did 
not  notice  anything  happen  to  that  carriage  as  it 
ran  through  the  facing  points.  Just  after  it 
passed  through  the  "  through  "  crossing,  I  noticed 
that  it  appeared  to  be  derailed  towards  the  down 
fast  line.  Immediately  after  this  the  crash 
occurred,  and  I  then  saw  that  some  of  the 
carriages  were  on  their  proper  line,  and  that 
others  were  on  the  down  fast  line.  I  did  not  see 
any  of  the  train  exactly  take  the  down  fast  line. 
I  shouted  out  to  the  driver  but  he  did  not  appear 
to  hear.  The  train  appeared  to  me  to  be  going  at 
the  usual  rate  of  speed  for  stopping  at  the  station. 


Mr.  James  Holden  states :  I  am  Locomotive 
Superintendent  of  the  Qreat  Eastern  Railway. 
I  have  examined  the  broken  axle  of  third  class 
carriage  No.  1,857.  The  axle  was  one  of  a 
hundred  that  were  purchased  on  November  30th, 

1900,  from  Messrs.  Cammell  &  Co.  The  axle  was 
made  of  a  kind  of  very  mild  steel  which  is  fre- 
quently known  as  homogeneous  iron*  The 
diameter  of  the  axle  at  the  centre  was  4|  inches. 
It  was  to  the  standard  size  of  our  axle.  It  is  the 
same  sized  axle  that  is  used  for  four,  six,  and 
eight-wheeled  carriages  on  the  Qreat  Eastern 
Railway.  It  was  close  to  the  centre  of  the  axle 
that  it  broke.  All  homogeneous  iron  axles  are 
specified  to  be  capable  of  standing  without  frac- 
ture ten  blows  from  a  weight  of  2,240  lbs.  falling 
from  a  height  of  20  feet  upon  the  centre  of  the  axle 
supported  upv)n  bearings  3  feet  6  inches  apart, 
and  turned  after  the  first  blow  has  been  re<3eived. 
Afterwards  it  is  turned  after  every  alternate  blow. 
The  material  has  also  to  withstand  a  tensile  test 
of  a  minimum  of  22  and  maximum  of  26  tons  per 
square  inch  with  no  less  than  35  per  cent,  elonga* 
tion  in  two  inches.  It  is  our  custom  to  test  to 
destruction  two  per  cent,  of  our  axles  in  this 
way,  and  two  of  the  axles  of  this  consignment 
were  so  tested  with  satisfactory  results.  This 
axle  was  firdt  used  under  carriage  No.  1,857  on 
the  J  5th  December,  1901,  and  that  carriage  was 
brought  into  use  from  about  that  date.  The 
carriage  has  not  been  under  repair  since  that 
date.    The  wheels  were  fitted  to  this  axle  in  July, 

1901.  The  axle  and  wheels  were  in  stock  from 
July  to  December,  1901.  When  the  wheels  were 
fitted  to  the  axle  they  would  all  have  been  care- 
fully examined.  If  there  had  been  any  apparent 
flaw  in  the  axle  it  would  have  been  noticed  when 
the  axle  was  put  in  a  carriage,  as  every  axle  is 
critically  examined  before  being  placed  under  a 
carriage.  I  do  not  therefore  think  there  could 
have  been  any  flaw  apparent  in  the  axle  wjien  it 
was  brought  into  use.  From  that  time  up  to  the 
time  when  the  accident  occurred,  the»  axle  would 
not  have'  undergone  any  thorough  inspection. 
No  detailed  examination  would  bc^  made  of  the 
axle  until  the  carriage  came  in  again  to  the  shops 
for  repair.  The  carriages  are  examined  at  our 
terminal  stations,  and  if  there  was  any  visible 
flaw  in  the  axle,  the  carriage  examiner  would 
probably  see  it.  There  are  also  examiners  kept 
in  the  sidings  where  the  carriages  stand  at  night 
who  also  examine  them.  No  reports  had  ever 
been  received  with  reference  to  the  axle  of  this 
carriage.  This  axle  had  therefore  been  in  use 
only  about  four  months  at  the  time  of  the  acci- 
dent. I  have  examined  the  breakage  myself. 
I  find  a  considerable  portion  of  the  section  flawed 
with  a  flaw  commencing  apparently  about  one- 
eighth  of  an  inch  under  the  surface  at  one  point 
and  extending  for  about  two-fifths  of  the  whole 
area  of  the  axle  by  what  is  generally  described  as 
a  creeping  of  the  fiaw,  i,e.y  a  gradual  extension  of 
the  flaw  through  the  division  of  the  molecular 
structure.  About  half  the  area  appears  to  have 
been  of  a  somewhat  longer  standing  than  the 
remainder,  which  appears  to  have  gone  by  much 
more  rapid  sUiges.  It  is  impossible  to  say 
deflnitely  what  was  the  cause  of  the  original 
defect.  It  may  have  been  a  morsel  of  scoria 
which  was  unable  to  escape  to  the  top,  and  had 
been  worked  up  with  the  steel.  It  may  have 
been  a  minute  air  bladder — a  bladder  of  gas— 
which  had  been  unable  to  escape,  and  which  in 
the  working  up  hai  caused  a  sniall  flaw,  but  so 
far  as  one  can  see  it  did  not  extend  to  the  surface, 
and  consequently  it  would  be  impossible  to  dis- 
cover it.  I  think  even  in  the  latter  stages  it 
would  probably  have  been  impossible  to  discover 
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!t  without  putting  the  axle  in  the  fire  and  after- 
wards pouring  cold  water  upon  it,  and  it  is  not 
certain  if  that  would  have  revealed  it.  We  are 
using  more  generally  the  "  Homo  "  iron,  as  it  is 
called,  because  of  its  superior  quality.  I  may  say 
that  at  the  time  these  were  bought  our  contract 
price  for  steel  axles  for  waggons  and  carriages 
was  lis.  7^.  per  cwt.  For  these  "Homo"  iron 
axles  we  paid  18s.  6rf.  per  cwt.  These  axles  had 
been  specially  bought  on  account  of  their  supe- 
riority. I  have  been  with  the  Great  Eastern 
Railway  Company  just  under  17  years,  and  I  do 
not  remember  a  case  of  a  carriage  axle  breaking 
previously  on  this  railway. 

William  Smith,  carriage  examiner,  stales  :  I 
have  been  between  17  and  18  years  in  the  service 
of  the  Great  Eastern  Railway  Company,  during 
nearly  four  of  which  I  have  been  a  carriage 
examiner.  I  am  now  employed  as  a  carriage 
examiner  at  Wood  Street.  I  examined  the  train 
which  left  Chingford  at  6.50  a.m.  on  the  25th 
before  it  left  Wood  Street  that  morning.  I  found 
nothing  wrong  at  all  with  the  train.  My  exami- 
nation applied  almost  entirely  to  the  under 
portion  of  the  train.  I  did  not  get  underneath 
the  carriages  themselves,  but  I  examined  the 
underneath  portion  of  them  from  both  sides.  This 
was  just  before  5  a.m.  At  the  time  I  examined 
the  train  it  was  clear  enoui;h  for  me  to  see  it 
without  having  to  use  my  lamp.  I  always  make 
a  point  when  examining  the  brake  working  to 
examine  the  axles,  and  I  did  so  on  this  occasion. 
I  did  not  notice  any  flaw  in  any  of  the  axles,  but 
if  there  had  been  a  flaw  I  do  not  think  I  could 
have  noticed  it  unless  the  flaw  had  been  well 
opened.  It  is  very  unusual  to  find  a  flaw  in  an 
axle,  and  I  hav^  never  found  one  myself. 

Mr.  John  Booth  states  :  I  reside  at  55,  Havant 
Road,  Wood  Street,  Walthamstow.  I  was  riding 
in  the  6.50  a.m.  up  train  to  Liverpool  Street  on 
the  morning  of  the  25th  April,  having  got  into 
the  train  at  Wood  Street  Station.  I  was  riding  in 
the  third  carriage  from  the  engine.  It  was  a 
thirl  class  carriage,  and  1  was  riding  in  the  lead- 
ing end  compartment  of  it.  The  first  I  noticed 
going  wrong  with  the  train  was  just  before  we 
reached  the  last  tunnel.  It  then  seemed  to  me 
as  if  the  train  ran  over  something.  When  going 
through  the  tunnel  I  noticed  that  the  carriage  I 
was  in  was  off  the  line.  The  carriage  was  travel- 
ling parallel  to  the  line  of  rails,  but  it  seemed  to 
be  jumping  up  and  down  on  the  sleepers.  The 
bumping  c  jntinued  until  we  reached  the  cross- 
points  and  then  the  carriage  seemed  to  swerve 
from  side  to  side,  and  I  thought  that  the  carriage 
was  going  to  turn  over  on  to  its  right-hand  side. 
I  was  silting  on  the  right-hand  side  of  the 
carriage  in  the  direction  in  which  the  train  was 
going.  1  did  not  myself  notice  the  carriage  come 
into  contact  with  the  girder,  but  I  felt  the  shock 
of  its  doing  so,  and  I  saw  the  side  of  the  carriage 
ripped  open.  There  were  12  passengers  seated  in 
my  carriage  and  six  or  seven  standing  up.  As  far 
as  I  am  aware  nobody  in  my  carriage  made  any 
attempt  to  attract  the  driver's  attention.  Until  I 
reached  the  crossing  I  did  not  think  there  was 
anything  seriously  wrong  with  the  carriage. 

Mr.  J.  Eerniman  states :  I  reside  at  Spruce 
Hill  Road,  Walthamstow.  I  was  travelling  up 
by  the  6.r»0  a.m.  train  on  the  morning  of  the  25th. 
I  got  into  the  train  at  Wood  Street  Station,  and 
I  was  riding  in  the  leading  compartment  of  the 
third  carriage  from  the  engine.     I  was  sitting  on 


the  right-hand  side,  ^ing  the  engine.     There 
were  12  passengers  seated  in  the  carriage,  and 
about  9  standing.    Just  before  entering  the  second 
tunnel  it  seemed  to  me  as  if  the  train  ran  over 
something  and  left  the  line.    After  that  it  seemed 
to  run  smoothly  for  a  few  yards  and   then  ran 
along  bumping  against  the  sleepers.     I  realized 
that  something  serious  had  gone  wrong  with  the 
train,  but  I  feared  that  if  I  said  anything  I  might 
cause  a  panic,  so  I  kept  quiet.    The    bumping 
seemed  to  continue  for  about  seven    or    eight 
seconds  until  the  train  reached  the  crossing  just 
short  of  Hackney  Downs  Station.     It  seemed  to 
me  that  after  this   there  was  simultaneously  a 
tremendous   smash   and   the   carriage    begap  to 
oscillate  from  side  to  side.     Directly  we  left  the 
line  the  carriage  appeared  to  come  into  contact 
with  the  girder,  and  the  side  of  the  carriage  was 
completely  ripped  away.     After  tiat  my  carriage 
seemed  to  come  to  a  stand  almost  instantaneously. 
I  think  that  the  front  of  my  carriage  was  o^  the 
rails  before  it  came  into  collision  witli  the  girder, 
but  that  the  carriage  was  still    travelling  very 
nearly  parallel  with  the  rails. 

Mr.  J.  Linstead  states :  I  reside  at  Waltham- 
stow, and  I  was  travelling  up  by  the  6.50  a.m. 
train  on  the  morning  of  the  25th.  I  got  into  the 
train  at  Wood  Street  Station.  I  was  riding  in 
what  I  think  was  the  third  carriage  from  the 
engine,  and  I  was  sitting  in  the  right-hand  comer 
facing  the  engine.  There  were  about  twelve  oas- 
sengers  sitting  down  in  my  compartment,  and 
about  eight  standing  up.  As  we  entered  Hackney 
Downs  tunnel  I  noticed  a  kind  of  rumbling 
sound  underneath  the  carriage,  and  from  that 
point  we  ran  bumping  along  the  sleepers.  The 
bumping  continued  until  we  reached  a  point 
about  half-way  between  the  mouth  of  the  tunnel 
and  the  station.  At  this  point  the  carriage 
appeared  to  leave  the  metals  entirely.  We  went 
on  travelling  over  the  sleepers  until  the  sndden 
crash  came,  and  the  carriage  in  which  I  was 
riding  peemed  to  bump  into  the  one  in  front  of  it, 
and  the  passengers  in  my  compartment  appeared 
to  be  shot  out  the  reverse  side,  and  the  carriage 
commenced  to  break  up  and  to  topple  over  on  to 
its  side.  When  I  got  out  of  my  carriage  it  was 
on  the  down  line.  I  cannot  say  for  certain 
whether  the  bumping  occurrcvl  to  the  carriage  in 
which  I  myself  was  riding. 

Mr.  Robert  Jacobs  states :  I  reside  at  Badlis 
Road,  Walthamstow,  and  I  was  travelling  up  by 
the  6.50  a.m.  train  on  the  morning  of  the  25th. 
I  got  into  the  train  at  Hoe  Street  Station.  I  was 
travelling  in  the  fourth  carriage  of  the  train,  and 
I  was  riding  in  the  fourth  compartment  of  it 
from  the  front.  I  was  sitting  on  the  left-hand 
side  of  it  with  my  back  to  the  engine.  A  short 
distance  after  leaving  Clapton  Station  we  heard 
a  snap,  and  then  there  was  a  slight  swaying 
about.  The  train  continued  on,  but  the  swaying 
increased  enormously,  and  we  all  held  on  to  the 
racks  to  steady  ouraelves.  This  continued  right 
up  to  the  time  when  we  reached  the  crossing 
short  o£  Hackney  Downs  Station.  When  we 
reached  that  crossing  my  carriage  seemed  to  give 
a  big  jerk.  It  seemed  to  jump  up  into  the  air, 
and  I  realized  from  the  bumping  that  we  were  off 
the  metals  altogether.  I  have  an  indistinct  recol- 
lection  that  the  carriage  swerved  round  broadside 
to  the  line,  but  beyond  that  [  cannot  say  any- 
thing more.  My  carriage  did  not  appear  to  me 
to  be  off  the  line  until  we  got  to  the  crossing. 
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Conclusion. 


There  can  in  my  ojnnion  be  no  doubt  that  it  was  at  the  spot  just  inside  the  mouth 
of  the  Clapton  Tunnel  where  the  broken  chair  was  found  that  the  breakage  of  the  axle 
occurred,  and  that  the  marks  found  on  the  sleepers  and  ballast  between  that  spot  and  the 
through  crossing  near  Hackney  Downs  Station  were  made  by  the  wheels  attached  to  that, 
axle. 

When  the  break  occurred  at  the  centre  of  the  axle  the  weight  of  the  front  portion  of 
the  carriafire  cominsr  on  the  journals  would  tend  to  press  the  broken  ends  of  the  axle,, 
upwards  and  outwards,  and  the  wheels  downwards  and  inwards,  and  this  would  continue 
until  the  weight  was  taken  by  the  carriage  in  front  to  which  it  was  coupled.  This  is  just 
what  appears  to  have  happened,  and  the  carriage  travelled  for  about  1,000  yards  in  this 
position,  its  trailing  wheels  being  on  the  line  and  its  leading  wheels  bumping  along  in  the 
four-foot  way. 

This  view  is  confirmed  by  the  evidence  of  the  passengers  who  were  travelling  in  the 
carriage,  and  by  that  of  foreman  platelayer  Newman,  who  saw  the  train  just  as  it  was 
entering  Hackney  Downs  Tunnel. 

Tjp  to  the  time  of  reaching  the  facing  point  near  Hackney  Downs  Station  no 
further  damage  appears  to  have  been  done  to  the  train  and  comparatively  little  to  the 
permanent  way. 

At  this  point,  however,  it  was  inevitable  that  the  derailed  wheels  should  then  come 
in  contact,  first  with  the  facing  point  connecting  rods  and  the  locking  apparatus  which 
was  fixed  between  the  rails,  then  with  the  right  hand  rail  of  the  up  through  line  which 
crossed  the  path  of  the  up  Suburban  line,  and  finally  at  the  through  crossing  with  the 
rails  of  the  down  through  line,  both  of  which  crossed  the  rails  of  the  up  Suburban  line. 

At  the  facing  point  itself  the  locking  apparatus  and  the  tie  rods  were  considerably 
damaged,  and  from  the  marks  in  the  permanent  way  just  beyond  this  point,  it  appears 
that  the  leading  end  of  the  carriage  with  the  broken  axle  was  swayed  about  from  side  to 
side  when  its  derailed  wheels  came  in  contact  with  the  rail  of  the  up  through  line,  and 
that  these  wheels  were  eventually  forced  over  that  rail ;  the  facing  point  itself  was  not 
however  damaged,  nor  was  its  position  altered,  and  the  remainder  of  the  train  clearly  ran 
correctly  through  it.  Nothing  therefore  appears  to  have  gone  seriously  wrong  with  the 
train  at  that  point. 

At  the  through  crossing,  however,  which  was  35  yards  beyond  the  facing  point,  it  iii 
clear  from  the  wheel  marks  on  the  sleepers  that  the  derailed  wheels  took  a  turn  to  the 
left  running  for  a  short  distance  along  the  four-foot  way  inside  the  rails  of  the  down 
through  line.  Though  these  wheels  appear  to  have  been  almost  immediately  pulled  back 
again  bj  the  leading  portion  of  the  train  towards  the  up  Suburban  line,  there  can,  in  my 
opinion,  be  little  doubt  that  the  trailing  wheels  of  the  third  vehicle,  following  the  direc- 
tion of  its  leading  wheels,  took  the  rails  of  the  down  through  line  at  the  crossing,  and  that 
that  carriage  was  then  followed  in  succession  by  all  the  vehicles  behind  it. 

The  train  was  therefore  divided  at  this  point,  the  fi:ont  portion  of  it  being  on  the  up 
Suburban  line  and  the  rear  portion  of  it  on  the  down  through  line. 

As  these  two  lines  gradually  separated  it  was  inevitable  that  either  the  rear  vehicle 
of  the  front  portion  or  the  leading  vehicle  of  the  rear  portion  or  both  of  them  should  be 
forced  oiF  the  lines  on  which  they  were  respectively  running  on  to  the  space  between 
tbera,  and  it  was  thus  that  the  third  and  fourth  vehicles  appear  to  have  been  derailed 
in  this  space.  They  seem  to  have  been  then  dragged  and  pushed  along,  eventually 
coming  into  violent  collision  with  the  girder  end  of  the  Suburban  lines  underbridge, 
thereby  causing  the  injuries  to  passengers  and  the  damage  to  rolling  stock  described 
above. 

The  first  portion  of.  the  train  which  came  into  actual  contact  with  the  girder  end  was 
the  frpnt  portion  of  the  left  side  of  the  third  vehicle,  which,  it  is  clear  therefore,  was  at 
that  time  derailed  on  that  side  of  the  line.  The  girder  end  pierced  the  side  of  the 
carriage,  and,  as  the  carriage  wat5~ drawn  forwai*d,  the  whole  of  it«  side  was  ripped  off. 
Up  to  the  time  that  this  carriage  freed  itself  from  the  girder  the  coupling  between  it  and 
the  fourth  carriage  appears  to  have  held,  but  at  this  instant  it  must  have  broken,  as  the 
leading  end  of  the  fourth  carriage  was  not-dragged  beyond  that  point.  The  trailing  end 
of  the  fourth,  vehicle  was,  however,  pushed  forward  by  the  carriages  in  its  rear,  and  this 
carriage  was  consequently  driven  broadside  on  into  the  girder  end,  its  side  being  thereby 
staved  in.  Simultaneously  its  right  hand  trailing  end  was  run  into  and  severely  damaged 
by  the  carriage  in  rear  of  it.  The  breakage  of  the  coupling  between  the  third  and  fourth 
vehicles   at   once   applied   the  Westinghouse   brake   throughout   the   whole  train,   and 
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it  appears  to  have  acted  very  effectively,  bringing  the  two  portions  of  the  train  to  rest 
and  considerably  minimizing  the  disastrous  effects  of  this  accident. 

Three  platelayers,  who  were  standing  opposite  the  through  crossing,  and  the  signal- 
man in  the  Hackney  Downs  box  witnessed  the  actual  occurrence  of  the  accident  None 
of  them  can,  however,  state  exactly  what  happened  to  the  different  portions  of  the  train 
at  the  through  crossing,  but  their  evidence  generally  supports  the  view  taken  above. 

The  splitting  and  derailment  of  this  train  can  be  thus  entirely  accounted  for  by  the 
breakage  of  the  axle,  and  that  must  therefore  be  regarded  as  tbf  original  cause  of  this 
accident. 

The  axle  in  question,  which  was  4|  inches  in  diameter  at  its  centre,  was  made  of  a 
mild  steel,  which  is  commonly  known  as  homogeneous  iron,  and  it  was  one  of  a  consign- 
ment of  a  hundred  which  were  purchased  by  the  Company  from  Messrs.  Cammell  &  Co.  in 
November,  1900.  These  axles  had  been  specially  bought  at  an  exceptionally  high  price 
from  Messrs.  Cammell  on  account  of  their  superior  quality.  It  is  the  custom  of  the 
Company  to  test  to  destruction  two  per  cent,  of  the  axles  purchased  by  them,  and  two 
axles  of  this  consignment  are  stated  to  have  been  so  tested  with  very  satisfactory  results. 
Wheels  were  fitted  to  this  axle  in  July,  1901,  when  the  Company  state  that  it  would  have 
been  carefully  examined,  and  the  axle  was  put  into  the  carriage  on  the  15th  December, 
1901,  on  which  occasion  it  would  have  been  again  critically  examined.  It  was  taken 
into  use  soon  after  the  last-mentioned  date,  so  that  at  the  time  of  the  accident  it  had  only 
been  in  use  about  four  months.  It  had  never  been  back  again  in  the  shops  for  repair 
since  going  out  on  the  line,  so  the  only  examinations  it  would  have  undergone  since  that 
time  would  have  been  those  of  the  carriage  examiners  at  the  sidings  and  at  the  terminal 
stations.  No  report  was  ever  made  by  these  examiners  of  any  defect  in  this  axle,  and  the 
carriage  examiner  who  examined  it  at  Wood  Street  on  the  morning  of  this  accident 
had  not  detected  anything  wrong  with  it. 

The  fracture  showed  unmistakable  signs  of  a  flaw,  which  was  undoubtedly  the 
ultimate  cause  of  the  breakage.  The  flaw  appears  to  have  originally  formed  at  a  short 
distance  below  the  surface,  and  to  have  extended  towards  the  centre  until  it  covered  abont 
two-fifths  of  the  area  of  the  section.  The  latter  part  of  the  spreading  appeared  to  have 
taken  place  rapidly,  the  final  break  evidently  occurring  quite  suddenly. 

At  the  time  that  the  flaw  originally  formed  it  appears  certain  that  it  could  not  liave 
been  defected  by  an  exterior  examination,  but  whether  subsequently  there  had  been  any 
external  evidences  of  its  existence  it  is  now  impossible  to  say. 

No  blame  can  therefore,  in  my  opinion,  be  attributed  to  any  servants  of  the  Company 
in  connection  with  this  accident,  but  the  occasion  is  taken  to  point  out,  as  indeed  ha^ 
been  pointed  out  before,  that  it  is  very  imsatisfactory  that  no  method  has  yet  been  devised 
by  means  of  which  it  can  be  ascertained  whether  an  axle  is  structurally  perfect  throagh- 
oUt.  Some  method  by  which  flaws,  such  as  that  which  led  to  this  accident,  can  be 
detected  is  much  needed. 

It  is  also  worthy  of  remark  that  had  this  train  been  provided  wth  means  of  inter- 
communication the  serious  results  of  this  accident  would  almost  certainly  have  been 
averted,  as  the  passengers  in  the  carriage  with  the  broken  axle  would  probably  have 
utilized  them  after  the  axle  broke,  and  the  train  would  consequently  have  been  brought  to 
a  stand  before  it  reached  the  crossing  at  which  it  divided. 

I  am  informed  by  the  Company  that  they  are  at  present  engaged  in  fitting  the  whole 
of  their  stock  with  the  form  of  apparatus  recently  approved  by  the  combined  Railway 
Companies,  so  that  it  will  gradually  be  provided  on  all  trains  irrespective  of  the  distances 
which  they  are  running  without  a  stop.  This  accident  undoubtedly  points  to  the 
desirability  of  this  being  done. 

I  have,  &c.. 
The  Assistant  Secretary,  P.  G.  von  Donop, 

Railway  Department,  Board  of  Trade.  Lieut-CoL^  R.E. 


APPENDIX. 


Statement  of  Damage  to  Rolling  block.  Third-class  carriage,  No.  1,84& — ^Damaged  be- 

yond  repair. 
Third-class    carriage,    No.    1,851. — Step-board         First-class  carriage,  No.  518.— One  comer  of 
broken ;  draw-bar  and  coupling  bent.  body  broken  in  and  end  of  anderframe  bent. 

Third-class  carriage,  No.  1,857.— Damaged  be-         First-ciass  carriage,   No.  519. — One  body  end 
youd  repair.  broken  through. 
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Second-class  carriage,  No.  548. — One  axle  box, 
2  wheel  bolts,  2  step-boards,  Westinghouse  brake 
pipe,  and  1  &cia  panel  broken ;  1  coupling,  1 
bt^er  and  1  draw-W  bent ;  tyres  bruised. 

Second-class  carriage,  No.  547. — One  step-board 
broken  ;  1  buffer  bent. 


Damage  to  Pe>*)nanent  Way. 

Ninety-seven  chairs  broken ;  40  check  chairs 
broken  ;  12  crossing  chairs  broken  ;  3  30-feet 
rails  broken ;  2  17-feet  wing  rails  broken ;  1 
diamond  crossing  destroyed ;  signal  redding 
destroyed ;  1  girder  end  severely  injured. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  11th  June. 


Sib, 


LANCASHIRE   AND    YORKSHIRE    RAILWAY. 

Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 

June  7th,  1902. 
I  HAVE  the  honour  to  report  for  the  information   of  the   Board   of  Trade,  in 
compliance  with  your  Order  of  the   26th  May,  the  result  of  ray  inquiry  into  the  causes 
of  the  collision,  which  occurred  on  the  22nd  May,  between  a  passenger  train  and  buffer 
stops  at  Exchange  Station,  Liverpool,  on  the  Lancashire  and  Yorkshire  Railway. 

In  this  case  the  8.40  a.m.  passenger  train  from  Hall  Road  to  Liverpool  came  in 
contact  with  the  hydraulic  buffer  stops  at  the  end  of  No.  10  road  at  the  Exchange 
Station. 

The  train  in  question  consisted  of  a  four-wheels-coupled  radial  tank  engine  running 
bunker  first,  fitted  with  automatic  vacuum-brake  and  hand-brake  working  the  same 
blocks  on  the  four  coupled  wheels,  and  of  the  following  14  vehicles  in  order 
named : — 

Wheels. 
Third  and  van  ...         ...         ...         ...         6 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


Second-class 
First-class 
Third-class 
Van-  .•. 
Two  second-class 
Three  first-class 
Three  third-class 
Third  and  van 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  • 


•  •  • 


•  •  • 


•  •  • 


4 
6 
6 
4 
4 
6 
6 
6 


These  were  fitted  with  the  automatic  vacuum-brake  on  all  wheels  except  the  centre  pair 
of  the  six-wheeled  vehicles,  and  the  vans  had  the  usual  hand-brakes.  AH  the  brakes  are 
stated  to  have  been  in  excellent  order.  Eight  of  the  carriages  were  fitted  with  short 
buffers. 

Several  passengers  complained  of  slight  injuries. 

No  damage  was  done  to  the  engine  and  permanent  way,  but  the  valves  of  the  buffer 
stops  were  injured. 

Details  of  damage  to  rolling  stock  are  given  in  the  Appendix. 

Description. 

For  incoming  trains,  No.  10  road  in  the  station,  which  is  alone  concerned,  is  on  a 
falling  gradient  of  1  in  263  for  the  last  11  chains  to  the  buffer  stops,  and  this  is  the 
length  of  the  platforms,  which  are  entirely  covered  in. 

Beyond  this  the  line  is  on  a  falling  gradient  of  1  in  166  for  4  chains,  and  beyond 
that  practically  level.  Signal-box  "  A  "  is  at  the  commencement  of  the  1  in  166  gradient, 
I.e.,  15  chains  firom  the  buffer  stops,  and  cabin  "  B  "  is  1 1  chains  further  away. 

At  200  feet  away  from  the  buffer  stops  are  the  ix)ints  of  a  crossing  to  No.  9  road. 

It  was  raining  hard  at  the  time  of  the  accident,  but  the  rails  in  the  station  being 
under  cover  would  be  fiiirly  dry. 

Evidence. 


Mr.  Woody  station-master,  Liverpool,  stated : 
When  the  8.40  a.m.  Hall  Road  to  Liverpool 
passenger  train  was  arriving  on  the  west  lines,  on 
May  22nd,  I  was  standing  outside  our  east  main 
line  inspector's  cabin,  and  I  noticed  the  train  as 


it  was  going  past  "  A  "  signal  box,  and  it  appeared 
to  me  to  be  travelling  too  quickly,  hence  I  tried 
to  attract  the  attention  of  the  driver  and  fireman 
by  shouting,  but  apparently  was  unable  to  do  so  as 
they  would  only  have  a  momentary  view  of  me  as. 
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they  passed  behind  some  coaches  standing  between 
me  and  the  train.  It  was  a  wet  morning  but  the 
tails  in  the  station  were  dry.  The  hydraulic 
buffers  at  the  end  of  No.  10  road  were  in  good 
working  order  and  in  a  proper  position  prior  to 
the  arrival  of  the  train  from  Hall  Road.  From 
the  speed  of  the  train  when  I  saw  it  passing  "  A  '' 
signal  box,  I  anticipated  an  accident.  1  heard  the 
contact  of  the  engine  with  the  buffers,  and  as 
speedily  as  possible  went  to  the  train  and  rendered 
all  the  assistance  I  could  to  the  passengers  who 
were  injured.  I  asked  the  driver  what  was  the 
matter,  and  he  said  "  The  wheels  skidded  and  I 
ran  into  the  buffers." 

Mr.  JameSy  inspector,  Liverpool,  stated  :  When 
starting  the  9.7  a.m.  train  to  Ormskirk  from  No.  8 
road,  I  saw  the  train  due  at  9.6  a.m.  from  Hall 
Road  arrive  in  No.  10  road.  When  the  train  was 
near  the  subway,  carriage  examiner  Holt  called 
out  that  "  he  was  running  in  quick."  I  blew  my 
-^histle,  but  the  driver  and  fireman  were  occupied 
with  their  engine.  The  whole  of  the  wheels 
w^ere  skidding,  but  the  engine  ran  into  the  patent 
hydraulic  buffers  (which  were  out  at  the  time) 
with  considerable  force,  causing  injury  to  a 
number  of  passengers  and  damage  to  stock.  I  at 
once  summoned  the  ambulance  and  rendered  all 
possible  assistance  to  the  most  needy  cases.  The 
injuries  consisted  chiefly  of  slight  concussion  and 
bruises  and  shock.  I  went  to  the  driver  after  the 
iiccident  and  asked  him  how  the  accident  had 
happened  and  he  said  that "  the  engine  had  picked 
up  her  wheels  and  shot  into  the  buffers,"  and  I 
remarked  to  the  driver  that  I  thought  he  had 
•come  in  too  quickly.  I  asked  guard  Shepherd 
if  he  had  noticed  the  train  coming  in  at  too  great 
a  speed  before  it  entered  the  station,  and  he 
replied  that  he  had  not.  I  asked  him  if  he  had 
his  hand-brake  on  and  he  told  me  he  had  applied 
the  hand-brake  at  "B"  cabin.  I  asked  guard 
Dodd  if  he  had  applied  his  hand-brake,  and  he 
replied  he  was  not  sure  as  he  did  not  recollect 
whiit  had  occurred  after  passing  "  B  "  cabin.  A 
little  more  than  half  the  train  passed  me  before 
it  came  to  a  stand,  and  I  noticed  that  all  the 
wheels  of  that  portion  of  the  train  -were  skidding. 

John  GoUaniy  signalman.  Exchange  "  A " 
cabin,  stated  :  I  am  43  years  of  age,  have  been  2n 
years  in  the  service,  21  years  as  signalman,  and 
seven  yeare  at  '*  A  "  box.  I  was  in  charge  at  "  A  " 
box  from  6  a.m.  to  2  p.m.  on  May  22nd,  having 
finished  at  2  p.m.  on  the  previous  day.  I  received 
the  **  Is  line  clear  "  for  the  8.44)  a.m.  Hall  Road  t ) 
Exchange  passenger  train  at  9.2,  and  acknow- 
ledged it  at  9.3.  Received  "Train  entering 
jifiction "  signal  at  9.6.,  and  the  train  arrived  at 
my  box  at  9.7.  There  was  a  clear  road  for  it  and 
all  the  signals  were  off.  I  noticed  the  train 
passing  my  box,  and  it  seemed  to  be  going  faster 
than  trains  usually  do  when  passing  my  box,  but 
I  did  not  anticipate  an}'  mishap. 

George  SJiepJierd^  guard,  Liverpool,  stated  :  I 
am  60  yeare  of  age,  was  re-engaged  in  the  service 
from  15  to  17  years  ago,  and  have  been  a  guard 
nine  years.  On  May  22nd,  I  was  acting  as  assis- 
tant guard  in  the  front  van  of  the  8.40  a.m. 
passenger  train.  Hall  Road  to  Liverpool,  having 
commenced  at  7.45  a.m.  to  work  until  7.15  p.m. 
I  had  finished  at  7.15  p.m.  on  the  night  before. 
On  approaching  Liverpool  all  the  signals  were 
off  between  Sandhills  and  Liverpool  "  A."  On 
passing  "  B  "  box  I  put  my  hand-brake  partly  on 
and  almost  immediately  noticed  the  driver  apply- 
ing the  vacuum  slightly.  In  my  opinion  the 
driver  entered  the  station  at  the  ordinary  si>eed, 
and  there  was  nothing  in  the  style  of  running  to 


lead  me  to  suppose  he  would  not  be  able  to  stop 
before  reaching  the  buffera,  although  I  put  my 
hand-brake  hard  on  when  the  A'an  reached  the 
platform,  as  it  was  a  wet  morning.  I  noticed 
from  the  vacuum  gauge  that  the  driver  applied 
the  vacuum  several  times.  I  did  not  realise  the. 
driver  had  not  proper  control  of  his  train,  and 
that  th<»re  was  a  likelihood  of  the  engine  colliding 
with  the  buffers  until  the  engine  was  about 
three  or  four  carria.ife-lengths  from  them,  and  at 
that  time  the  driver  had  exhausted  the  vacuum. 
I  called  the  attention  of  the  Ormskirk  guard  Lyon, 
who  was  waiting  to  take  hold  of  the  train  to  work 
it  to  Crosby  at  9.15  a.m.  to  witness  that  my  brake 
was  hanl  on.  After  the  mishap,  my  attention 
was  called  to  some  passengers  who  appeared  to 
have  been  injured,  and  I  rendered  what  assistance 
I  could  until  it  was  time  for  me  to  take  up  the 
working  of  the  9.30  a.m.  Liverpool  to  Southport. 
I  had  no  conversation  with  the  driver  at  the  time, 
but  on  returning  into  Liverpool  at  11.33  a.m.,  and 
after  making  my  statement  in  Mr.  Nicholas's 
office,  J  spoke  to  the  driver  and  we  agreed  that 
we  were  coming  in  at  the  usual  speed  up  to  the 
platform.  Having  set'  myself,  when  the  impact 
took  place,  I  did  not  feel  any  shock.  It  was 
raining  hard  outside,  and  the  rails  were  rather 
damp  in  the  station. 

Jolm  Dodd,  guard,  Liverpool,  stated  :  I  am  45 
years  of  age,  have  been  in  the  service  15  years, 
and  a  guard  10  years.  On  May  22nd  I  commenced 
duty  at  8  a.m.,  and  travelled  as  passenger  to  Hall 
Road  to  worK  as  guard  in  charge  of  the  8.40  a.m. 
Hall  Road  to  Liverpool,  having  finished  duty  at 
8  p.m.  on  the  21st  inst.  1  rode  in  the  rear  van. 
On  approaching  Liverpool  the  whole  of  the  signals 
were  off  for  us  between  Sandhills  and  LiverpooU 
The  train  crossed  Exchange  Junction  at  the  usual 
speed,  and  I  cannot  say  when  the  driver  applied 
the  vacuum  brakp,  or  if  he  did  so,  as  oq  passing 
the  distant  bignal  for  •'  B  "  box  and  observing  all 
the  signals  were  off  into  the  station  I  went  to  the 
bench  and  commenced  to  make  out  the  driver's 
voucher.  I  did  not  realise  anything  unusual  until 
the  collision  occurred,  when  I  was  thrown  against 
the  partition.  I  did  not  take  ^larticular  notice  of 
the  speed  on  passing  "  B  "  box,  but  the  train  did 
not  appear  to  be  proceeding  at  more  than  the 
usual -speed.  I  did  not  carry  out  the  instructions 
for  entering  terminal  stations,  or  apply  the  hand 
brake  at  all,  as  I  did  not  consider  it  was  necessary, 
taking  inco  consideration  the  speed  at  \vhich  the 
train  crossed  Exchange  Junction,  and  that  there 
was  a  clear  path  into  the  platform.  I  felt  very 
little  effect  of  the  accident  at  the  time,  and  went 
forward  in  charge  of  the  9.30  a.m.  Liverpool  to 
Leeds,  but  on  arrival  at  Sowerby  Bridge  became 
worae.  I  managed  to  work  the  return  trip  from 
Leeds  into  Liverpool  at  4.15  p.m.,  but  did  not  feel 
fit  to  continue.  1  did  not  notice  that  the  wheels 
were  skidding  as  we  entered  the  station,  and  I 
did  net  realise  that  the  driver  was  unable  to  stop. 
The  first  intimation  I  had  of  anything  being 
wrong  was  when  I  was  thrown  against  the  parti- 
tion between  my  van  and  the  next  compartment. 
I  received  a  shock,  and  was  unable  to  render  any 
assistance  prior  to  my  taking  charge  of  the  9.30 
a.m.  Liverpool  to  Leeds.  I  still  feel  a  little 
sliaken,  but  otherwise  no  worse  for  the  accident. 
I  tested  the  brake  before  leaving  Hall  Road.  There 
were  18  or  19  inches  of  vacuum. 

.  Charles  S.  Holt,  carriage  examiner  and  repairer, 
stated  :  1  am  39  yeara  of  age,  and  have  been  in 
the  Company's  service  17  years.  I  signed  on  at 
G.15  a.m.  to  work  until  t).15  p.m.,  less  1^  hours 
for  meals,  and  finished  at  <).15  p.m.  on  the  pre- 
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viooB  night.  I  was  in  the  front  van  of  the  9.30 
a.m.  Leeds  train  trying  the  brake,  the  van  being 
in  No.  8  road  half  way  do\vn  No.  5  platform.  I 
had  just  turned  the  brake  off  when  I  noticed  the 
train  in  question  coming  down  No.  10  road  at  a 
much  greater  speed  than  usual,  much  over  hand 
brake  speed.  1  rushed  on  to  the  platform  and 
called  out  to  the  driver  "Steady."  Inspector 
James  asked  me  what  was  wrong,  and  just  as  I 
pointed  out  the  train  it  collided  with  the  buffei-s. 
I  immediately  went  over  to  No.  10  road  to 
examine  the  vacuum  brakes  of  the  9.6  a.m.  train, 
and  found  them  all  on.  They  were  holding  on 
fully  15  minutes  afterwards,  and  Mr.  Stockton 
and  myself  released  them  by  the  wires.  I  ex- 
amined the  hand  brakes  on  the  front  and  rear 
vans  later  in  the  day,  and  they  were  both  in 
working  order.  I  also  examined  the  blocks  be- 
fore the  train  left  for  Southport,  and  there  were 
no  signs  of  them  having  been  heated.  Just  as  the 
engine,  which  was  running  bunker  first,  passed 
me  I  noticed  the  fireman,  who  was  looking  ahead 
and  had  apparently  perceived  the  danger,  imme- 
diately turn  round  and  apply  his  hand  brake.  I 
heard  the  wheels  skid  on  full  van  220,  the  fifth 
vehicle  from  the  engine,  but  I  cannot  say  whether 
any  more  were  skidding  or  not. 

John  Price^  carriage  examiner,  stated  :  I  am  35 
years  of  age,  and  have  been  in  the  Company's 
service  17  years.  On  May  22nd  I  signed  on  duty 
at  6  a.m.  to  work  until  6  p.m.,  less  1^  hours  for 
meals,  having  signed  off  at  6  p.m.  on  the  previous 
night.  I  was  standing  in  the  six-foot  between 
Nos.  9  and  10  roads  about  five  carriage-lengths 
from  the  buffers  when  the  train  passed  me.  I 
was  booking  the  numbei's  of  the  coaches,  and  I 
looked  up  after  two  or  three  coaches  had  passed 
me  and  thought  the  train  was  going  too  fast.  The 
fireman  appeared  to  realise  the  danger  at  the  same 
time,  for  I  saw  him  put  his  hand  brake  on.  Some 
of  the  wheels  were  skidding. 

David  Jones^  driver  (Sandhills),  entered  service 
March  24th,  1880,  booked  driver  November,  1896, 
44  years  of  age,  stated  : — I  signed  off  duty  at 
7.25  p.m.  on  Wednesday,  the  21st  May,  and  signed 
on  again  on  Thursday,  the  22nd  May,  at  7.10  a.m., 
to  work  until  10.25  a.m.  I  was  working  the  8.45 
a.m.  Hall  Road  to  Liverpool  with  engine  No.  208, 
which  is  a  four-coupled  radial  tank  engine  with 
automatic  vacuum  brake  on  the  four  coupled 
wheels  ;  this  can  also  be  worked  by  hand.  I 
stopped  at  all  stations  from  Ilall  Road ;  tickets 
were  collected  at  Sandhills  as  usual,  and  we  left 
there  at  9.3  a.m.,  and  the  train  had  a  clear  road 
with  all  signals  off  into  Exchange  Station,  Liver- 


pool, where  we  arrived  at  9.7  iq  No.  10  road.  The 
train  consisted  of  14  coaches.  1  shut  off  steam 
when  approaching  "  B  "  cabin,  at  which  time  I 
should  be  travelling  at  about  20  miles  an  hour. 
I  applied  the  vacuum  brake  between  '*  B  "  and 
"  A  "  cabins,  reducing  the  speed  to  about  eight 
miles  an  hour.  My  fireman  put  on  the  hand 
brake  when  we  entered  the  platform.  I  applied 
the  power  brake  about  three  times  again  while 
running  down  the  platform.  Just  as  I  reached 
the  cross-over  road  from  No.  10  to  No.  9  road  the 
fireman  opened  the  Sanders,  and  I  then  put  the 
vacuum  handle  right  down,  applying  the  brake 
to  full  extent.  As  soon  as  I  did  this  the  engine 
wheels  skidded,  and  we  ran  into  the  hydraulic 
buffer  stops.  1  estimate  the  speed  at  this  time 
was  about  four  miles  an  hour.  The  rams  of  the 
hydraulic  buffer  stops  were  jammed  hard  up. 
There  was  no  damage  done  to  the  engine,  nor  was 
either  the  fireman  or  myself  injured  in  any  way. 
I  believe  the  coaches  were  buffer-locked  in  two 
places,  but  I  do  not  know  to  what  extent  they 
were  damaged.  I  had  every  confidence  in  stop- 
ping until  I  got  over  the  crossing  points,  but  I 
can  only  admit  I  was  not  entering  the  station  at 
hand  brake  speed,  and  I  attribute  the  accident  to 
this.  T  did  all .  I  could  when  I  noticed  the 
danger,  and  am  very  sorry  it  has  occurred.  The 
brakes  were  in  first  class  order,  and  I  had 
experienced  no  difficulty  in  stopping  previously. 

S.  Howden,  fireman  (Sandhills),  entered  the 
service  Jane  12th,  188i>,  booked  fireman,  October 
3rd,  1895,  stated  : — I  worked  with  driver  Jones 
on  May  2l8t,  and  signed  on  again  with  him  at 
7.10  a.m.  on  the  date  of  the  accident.  After 
leaving  Sandhills  the  driver  shut  the  regulator 
when  approaching  Exchange  "  B "  cabin  home 
signal,  and  we  were  coming  just  as  usual.  I 
applied  my  hand  brake  on  entering  the  platform^ 
and  did  not  think  anything  was  wrong  until  we 
were  about  three  coach-lengths  from  the  buffer 
stops,  when  I  opened  the  sanders,  as  I  thought  we 
were  not  going  to  stop  in  time.  My  driver  had 
applied  the  power  brake  at  first,  just  as  he  shut 
off  steam,  and  to  the  full  extent  just  when  passing 
over  the  points  leading  to  No.  9  road.  My  driver 
did  not  tell  me  to  open  the  sanders.  I  am  sure  I 
had  my  hand  brake  on  properly.  When  approach- 
ing the  subway  I  applied  my  hand  brake  still 
harder,  and  again  when  the  driver  applied  the 
vacuum  brake  harder.  I  know  we  were  entering 
the  station  at  too  high  a  speed  to  be  able  to  pull 
up  with  the  hand  brake  only.  We  had  no  diffi- 
culty in  Htoppin^i^  either  at  Sandhills  or  any  other 
station. 


Conclusion. 


The  evidence  in  this  case  is  consistent  and  clear.  Driver  Jones  admits  that  he  was 
not  entering  the  station  at  hand-brake  speed,  and  the  witnesses  on  the  platform  concur 
that  the  speed  of  the  train  was  higher  than  usual,  and  some  tried  to  attract  the  driver's 
attention,  as  they  anticipated  a  collision  with  the  buffer  stops. 

Driver  Jones  sttvtes  he  shut  oflF  steam  when  approaching  "  B "  cabin,  which  is 
26  chains  from  the  bufter  stops,  when  he  was  running  at  a  speed  of  20  miles  an  hour,  and 
that  he  applied  the  vacuum-brake  between  "B"and  "  A  '  cabins,  or  about  20  chains 
from  the  buffers,  reducing  the  sjjeed  to  about  eight  miles  an  hour,  and  that  he  also 
applied  the  vacuum -brake  two  or  three  times  while  running  down  the  platform,  further 
reducing  the  speed.  When  reaching  the  points  leading  to  No.  9  road,  or  200  feet  from 
the  stops,  he  states  he  put  the  vacuum  brake  on  to  its  full  extent ;  but  the  wheels 
skidded  and  the  momentum  of  the  train  carried  it  forward  to  the  buffer  stops  at  a  speed 
of  about  four  miles  an  hour.     He  states  he  had  every  confidence  in  stopping  until  the 
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wheels  skidded.  But  he  entered  the  station  at  too  high  a  speed,  and  a^ordingly  must 
bear  the  blame  for  the  mishap. 

The  blow  on  impact  was  much  reduced  by  the  buffers  being  hydraulic,  and  no  doubt 
the  majority  of  the  injuries  were  due  to  the  fact  that  the  passengers  were  mostly  standing 
up  preparine  to  leave  the  carriages  on  arrival  at  the  station. 

Guard  Dodd,  who  was  in  charge  of  the  train,  is  also  to  blame  for  not  watching  the 
speed  as  it  was  entering  the  station,  and  for  not  using  his  hand-bi:ake,  which  he  aamits 
he  did  not  apply  at  all. 


I  have,  &c., 

E.  Druitt, 

Major,  R.E. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Tmde. 


APPENDIX. 


Damage  to  Rolling  Stock. 


Third-class,  No.  2,480. — One  bottom  quarter 
panel  broken,  4  end  panels,  1  end  pillar,  1  vacuum 
brake  train  pipe  clip,  1  flooring  board,  and  1  end 
bottomside  all   broken  ;     two  buffers  bent  and 

1  dummy  plug  minus. 

Third-class,  No.  179. — One  buflfer  bent. 

Third-class,  No.  1,091.— Four  buffers  bent. 
First-class,  No.  108. — Three  buffers  bent. 

Second-class,  No.  72. — Two  buffers  bent  and 

2  middlebearers  broken. 

First-class,  No.  358. — One  headstock'  and  2 
buffers  slightly  damaged,  2  buffers  bent,  1  buffer 
block  broken,  1  brake  block  hanger  casting  and 


1  tie  rod  set  screw  broken,  1  buffer  casting  bolt 
minus. 

First  class.  No.  350. — Two  buffers  bent. 

First  class,  No.  361.— Two  buffers  bent,  1  buffer 
broken,  1  buffer  block,  1  buffer  casting  broken, 
and  body  shifted. 

Third  class,  No.  2,090.-  -One  end  panel  damaged 
and  4  buffers  bent. 

Van,  No.  226.— One  buffer  bent,  1  buffer 
broken,  and  1  leg  iron  bent. 

Second-class,  No.  111. — Two  buffers  bent  and 
body  shifted. 

Second-class,  No.  112. — One  buffer  bent  and 
body  shifted. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  23rd  June. 


NORTH-BRITISH    RAILWAY. 

Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
SiK,  21st  June,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  24th  May,  the  result  of  my  inquiry  into  the  causes  of 
the  collision  which  occurred  on  the  14th  May,  about  6.30  a.m.,  between  a  passenger  train 
and  a  derailed  waggon  at  Polmont  on  the  North- British  Railway. 

In  this  case,  an  engine  was  propelling  two  cattle  waggons  on  the  up  line,  when  the 
leading  waggcm  became  derailed  and  struck  the  carriages  of  a  passenger  train  which  at 
that  moment  was  passing  the  spot^on  the  down  line. 

The  passenger  train  (5.30  a.m.  Edinburgh  to  Glasgow)  consisted  of  a  four-wheels- 
coupled  tender  engine  with  a  bogie  leading,^  and  eight  six -wheeled  coaches  with  one  six- 
wheeled  brake  van.  It  was  fitted  throughout  with  the  Westinghouse  automatic  brake 
actuating  blocks  on  the  four  coupled  and  six  tender  wheels  of  the  engine,  and  on  36  out 
of  54  of  the  coach  wheels. 

The  goods  engine  was  a  six-wheels-coupled  tender  engine  fitted  with  the  Westing- 
house  and  hand  brakes. 

The  passenger  train  had  but  just  started  from  Polmont  station  and  its  speed  fortun- 
ately was  therefore  low,  so  that  the  results  of  the  collision  were  inconsiderable. 

Complaints  of  injury  have  been  received  from  ten  or  twelve  of  the  passengers. 

Particulars  of  the  damage  to  plant  are  given  in  the  Appendix. 
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Description. 

The  scene  of  this  accident  is  about  180  yards  west  of  Polmont  station,  and  about 
125  yards  east  oi  Polmont  junction  signal  cabin  where  the  lines  from  Falkirk  and 
Grahamston  meet. 

There  are  two  main  lines  for  up  and  down  traffic  between  Polmont  station  and 
Polmont  junction.  These  have  a  general  east  and  west  direction,  and  are  practically 
straight.  These  main  Unes  are  spanned  by  a  bridge,  carrying  a  public  road  over  the  rail- 
way, which  is  situated  about  40  yards  west  of  the  site  of  the  colhsion.  East  of  this 
bridge  there  is  on  the  north  side  of  the  running  lines  a  loading  bank  siding  to  which 
access  is  obtained  from  the  up  main  line  through  facing  points  situated  10  yards  east  of 
the  road  bridge.  This  siding  terminates  to  the  west  at  the  bridge  abutment  with  a 
short  dead  end  siding.  The  space  between  the  siding  and  the  up  main  line  is  about 
6  feet  4  inches,  and  there  is  the  usual  6  foot  way  between  the  rails  of  the  up  and  down 
main  lines. 

The  lines  fall  from  Polmont  junction  towards  Polmont  station  at  an  inclination  of 
1  in  600 

The  view  of  the  loading  bank  siding  from  Polmont  junction  signal  cabin  is  some- 
what circumscribed  by  the  above-mentioned  intervening  overbridge.  But  from  the  west 
end  of  Polmont  station  there  is  no  obstacle  to  obscure  the  view  of  all  the  lines  westward 
as  far  as  the  bridge. 

The  pole  authorized  for  use  by  the  Company  in  "  pushing  "  or  "  propping  "  opera- 
tions measures  10  feet  4  inches  in  length  and  has  a  diameter  of  4  inches.  The  pole  used 
on  this  particular  occasion  was  not  forthcoming,  and  was  stated  to  be  about  7  feet  in  length 
and  6  inches  in  diameter. 

The  following  regulations  regarding  the  use  of  pushing  sticks  is  to  be  found  on  p.  51 
of  the  Company's  Appendix  to  Working  Time  Tables  : — 

Ooods  Guards,  Shunters,  and  others  using  Pushing-Sticks.— l.  Several  of  the 

Company's  servants  have  sustained  injury  while  in  the  discharge  of  their  duty,  through  using 
pit  props,  &c.,  for  pushing-sticks,  instead  of  the  pushing-sticks  provided  for  the  purpose. 

2.  It  must  be  distinctly  understood  that  the  servants  mast  not  use  any  other  stick  for  pushing 
purposes  other  than  that  supplied  by  the  Company. 

3.  Station-masters,  Inspectors,  and  others,  must  see  that  the  foregoing  instructions  are  strictly 
carried  out,  and  they  must  report  every  instance  of  irregularity  in  the  use  of  pushing-sticks 
which  may  come  under  th^ir  notice. 

Evidence. 


David  Robertson^  signalman,  states :  I  have 
been  employed  by  the  North  British  Railway  for 
24  years  as  signalman,  and  have  been  at  Polmont 
Junction  for  19  years.  My  hours  of  duty  on  the 
14th  May  were  from  6  a.m.  till  2  p.m.  The  pilot 
-engine  from  Boness  Junction  arrived  at  Polmont 
at  5.20  a.m.  It  proceeded  to  the  loading  bank  on 
the  upside  to  carry  out  shunting  operations.  It 
is  due  to  leave  Polmont  Junction  as  a  goods  train 
about  7.5  a.m.  About  (5.25  a.m.  the  engine 
whistled  to  get  out  of  the  loading  bank  on  to  the 
up  main.  I  let  the  engine  out  on  to  the  up  main, 
and  it  whistled  again  for  me  to  shift  the  points. 
I  know  nothing  more  of  the  movements  of  the 
engine  until  I  heard  it  giving  a  series  of  short 
whistles  to  attract  the  attention  of  the  passenger 
train.  I  looked  out  and  saw  the  passenger  train 
come  to  a  stand,  and  concluded  that  something 
was  wrong.  I  then  went  out  of  the  cabin  to  the 
scene  of  the  accident,  and  found  a  cattle  waggon 
fouling  the  passenger  train.  I  heard  from  my 
mate  that  one  passenger  had  been  injured.  I 
know  that  propping  is  occasionally  used  to  get 
waggons  out  of  the  dead  end  siding. 

Peter  Barron^  engine  driver,  states  :  I  have 
had  12  years'  service  as  driver.  My  hours  of  duty 
on  the  14tli  May  were  from  6.30  p.m.  until  6.30 
a.m.  My  engine  on  the  day  in  question  (No.  267) 
was  a  six-wheeled-coupled  tender  engine,  fitted 
with  the  Westinghouse  and  hand  brakes.  I  ran 
light  from  Boness  Junction  to  Polmont,  where  I 


arrived  about  5.*20  a.m.  I  went  up  to  the  loading 
bank  waiting  for  the  guard,  who  was  due  at 
6  a.m.  On  the  arrival  of  the  first  guard  he  coupled 
two  cattle  waggons,  which  were  standing  at  the 
loading  bank.  The  guard  went  up  and  told  the 
signalman  we  were  coming  out  to  stick  the  three 
waggons  at  the  dead  end  into  the  bank.  I  then 
whistled  for  the  points,  and  we  came  out  on  to 
the  up  main,  after  getting  a  hand  signal  from  the 
box.  I  then  whistled  off  the  points,  and  proceeded 
to  stick  the  waggons  back.  The  second  guard 
had  arrived  in  the  meantime,  and  he  held  the 
stick,  giving  me  the  usual  signal  when  the  stick 
was  fixed.  I  cannot  say  whether  the  stick  was 
the  ordinary  one  used.  Both  the  guards  shortly 
after  held  out  their  hands,  and  one  or  both  of 
them  whistled  for  me  to  stop.  Immediately  I 
heard  the  whistle  I  shut  off  steam  and  applied 
the  Westinghoase  brake.  I  knew  nothing  more 
until  I  felt  a  check  to  my  engine,  due  to  the  cattle 
waggon  fouling  the  passenger  train.  I  looked 
out  and  saw  the  waggon  off  the  rails,  with  one 
end  touching  the  passenger  train.  I  have  only 
once  before  propped  waggons  out  of  this  dead  end. 
Almost  immediately  after  the  accident  happened 
I  was  relieved  by  driver  White. 

David  LewiSy  fireman,  states  :  I  have  about  four 
years'  service  as  fireman.  I  was  due  on  duty  on 
the  14th  May  at  6.30  a.m.,  and  was  due  off  at 
6.30  p.m.  I  found  the  engine  and  driver  Barron 
just  west  of  the  bridge,  and  I  relieved  his  fire- 
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man.  After  getting  on  to  the  engine  I  did  not 
see  the  guanls,  but  I  heard  the  driver  repeat  the 
whistle  to  stop  the  engine.  I  saw  nothing  until 
the  passenger  train  came  to  a  standstill.  Once  or 
twice  a  week  I  liave  seen  a  waggon  or  more 
propped  out  of  the  dead  end.  I  have  seen  wag- 
gons tow-roped  out. 

James  McKrnzif*,  goods  gaard,  states  :  I  have 
10  years'  service  with  the  Company,  all  as  a  goods 
guard.  My  hours  of  duty  on  the  14th  May  were 
from  6  a.m.  till  6  p.m.  I  found  the  engine  at  the 
loading  bank  when  I  came  on  duty.  I  have  to 
take  out  the  empty  waggons  from  the  bank  and 
put  in  the  loaded  ones.  I  couplecl  up  two  empty 
cattle  waggons,  and  then  came  out  and  told  the 
signalman  I  was  coming  out  over  the  bank  points 
to  stick  a  brake  van  and  two  loaded  waggons  into 
the  bank.  These  were  standing  in  the  dead  end. 
I  then  w^ent  back  to  my  van,  which  was  the  one 
in  the  dead  end,  and  the  engine  came  out.  I  saw 
the  second  guard  coming  out  on  the  engine.  He 
got  off  the  engine  and  got  the  stick  from  the  van. 
It  was  an  ordinary  pit-prop,  about  8  feet  long.  I 
have  used  it  for  some  months.  It  is  shorter  than 
the  ordinary  propping  stick,  and  for  that  reason 
it  is  more  convenient,  as  it  wuU  go  into  a  goods 
van,  which  the  ordinary  stick  will  not.  It  was 
about  6  to  9  inches  in  diameter.  This  stick  is 
more  useful  than  the  ordinary  stick  in  colliery 
sidings  where  there  is  less  than  6  feet  between 
the  roads.  There  are  two  or  three  pushing  sticks 
provided  at  Polmont  Yard,  which  is  some  little 
distance  away.  I  did  not  know  there  was  one  on 
the  main  road  close  to  the  signal  cabin.  If  I  had 
known  of  this  I  should  have  used  it.  The  in- 
structions of  the  Company  forbid  the  use  of  the 
short  pushing  sticks,  as  they  are  supposed  to  be 
more  dangerous  than  the  longer  ones.  I  have 
often  used  the  short  stick  without  any  ill  results. 
I  think  tail-roping  is  safer  than  pushing,  and  have 
tailed  waggons  out  of  the  bank  siding  dead  end. 
The  tail-rope  had  been  broken,  and  had  not  been 
replaced,  possibly  because  I  had  not  reported  the 
breakage.  My  mate  and  I  both  gave  a  signal  for 
the  engine  to  stop  and  release  the  stick.  I  saw 
my  mate  stumble  and  fall  almost  immediately 
after  giving  the  signal.  I  saw  one  end  of  the 
stick  catch  one  of  the  chairs  on  the  south  rail  of 
the  siding,  and  the  other  end  struck  the  leading 
axle-box  of  the  leading  cattle  waggon,  which  was 
derailed  into  the  six-foot  way,  and  the  right  hand 
leading  corner  came  into  collision  with  the  pas- 
senger train,  which  was  travelling  on  the  down 
road.  If  mv  mate  had  not  stumbled  and  fallen, 
no  accident  would  have  happened.  There  are  no 
specific  instructions  as  to  the  employment  of 
tail-roping  in  preference  to  pushing  waggons  in 
such  a  case. 

Boberf  Wilson^  second  goods  guard,  states :  I 
have  about  six  yeare'  service  with  the  Company, 
and  have  been  a  second  guard  since  last  October. 
I  came  on  duty  at  6  a.m.,  and  was  due  off  at 
6  p.m.  I  joined  the  engine  at  the  bridge  and  the 
head  guard  told  me  we  had  to  stick  two  waggons 
and  the  brake  van  into  the  loading  bank,  and  he 
put  the  stick  out  of  the  van.  I  put  one  end  of  it 
against  the  buffer  beam  of  the  waggon  and  si^^- 
nalled  to  the  driver.  I  then  fixed  the  other  end 
to  the  buffer  beam  of  the  cattle  waggon,  and  gave 
the  driver  a  second  signal  that  all  was  right.  I 
had  to  rim  to  keep  up  with  the  movement  of  the 
waggons,  and  as  I  was  going  to  give  the  signal  to 
stop  I  stumbled  over  something  and  fell,  letting 
go  of  the  stick.    At  the  same  moment  I  sliouted. 


I  saw  the  end  of  the  stick  drop  to  the  ground  and 
get  hitched  against  something.  The  other  end 
also  dropped,  but  did  not  fall  to  the  ground,  as 
the  centre  portion  was  supported  by  one  of  the 
rails  of  the  crossing.  The  end  in  the  air  struck 
the  axle-box  of  the  leading  cattle  waggon  and 
derailed  it.  The. pole  was  between  7  and  8  feet 
in  length,  shorter  than  the  one  provided  by  the 
Company.  I  have  heard  tell  of  a  regulation  for- 
bidding the  use  of  the  short  pole.  I  knew  there 
was  a  Company's  pole  at  the  west  end  of  the 
goods  yard,  but  I  have  not  used  it  at  the  loading 
bank.  I  have  never  tail-roped  waggons  out  of 
the  siding.  I  have  not  seen  the  rule  in  the  Ap- 
pendix referred  to. 

Alexander  Muirhead,  engine-driver,  states :  I 
have  about  28  years'  service — about  24  years  as  a 
driver.  I  came  en  duty  at  4.30  a.m.  on  the  day 
in  question,  and  was  due  off  duty  about  4  p.m. 
My  engine  (No.  264)  was  a  four-wheels-coupled 
tender  engine  with  bogie  leading.  It  was  fitted 
with  the  Westinghouse  brake  applied  to  the  six 
tender  and  four  driving  wheels.  The  brake  was 
in  good  working  order.  The  signals  at  Polmont 
were  all  in  the  clear  position  when  I  came  into 
the  station.  On  receiving  a  signal  from  the  guard, 
I  started  from  the  station.  I  saw  the  engine  and 
two  cattle  waggons  on  the  up  line.  The  cattle 
waggon  was  not  off  the  rails  when  I  passed  them, 
and  there  was  nothing  to  attract  my  attention. 
I  felt  a  slight  check  shortly  afterwards  as  if  some- 
one had  applied  the  continuous  brake.  I  looked 
back  on  the  left  side  from  which  I  was  driving 
and  saw  nothing.  I  then  went  over  to  the  fire- 
man's side,  and  saw  that  a  cattle  waggon  was 
fouling  one  of  the  passenger  carriages.  I  went 
over,  shut  off  steam  and  applied  the  Westinghonse 
brake.  She  ran,  I  think,  about  three  engine- 
lengths  before  coming  to  a  dead  st^nd. 

David  ^wn/er,* passenger  guard,  states  :  I  have 
20  years'  service — eight  years  as  a  passenger  guard. 
I  came  on  duty  at  9.30  p.m.  on  the  13th  May  and 
was  due  off  at  9  a.m.  on  the  14th  May.  I  was 
working  the  5.30  a.m.  passenger  train  from 
Edinburgh  to  Glasgow  on  the  morning  in  ques- 
tion. The  train  was  composed  of  the  following 
vehicles  : — 


2  first-class  coaches 
4  composite  coaches 
4  third-class  coaches 
1  brake  van 
1  brake-van 


Wheels. 
6 
6 
6 
4 
6 


Twenty-four  pairs  of  wheels  out  of  thirty-five  were 
fitted  with  blocks  actuated  by  the  Westinghouse 
brake.  At  Linlithgow  I  dropped  one  composite^ 
one  third-class  and  one  brake-van  with  four  wheels. 
We  arrived  at  Polmont  about  4  minutes  late  and 
the  signals  were  all  "  off."  1  gave  the  driver  a 
signal  to  proceed,  and  got  into  my  van.  I  was 
not  looking  out  of  my  window  and  was  aware  of 
nothing  wrong  until  the  train  came  to  a  stand. 
When  I  felt  the  brakes  applied  I  looked  out  first 
from  the  left-hand  window  and,  seeing  nothing,^ 
I  went  across  to  the  otlier  siae  and  saw  a  cattle 
waggon  fouling  one  of  the  coaches.  I  felt  nothing 
worse  than  what  would  be  caused  by  the  rapid 
application  of  the  brakes.  I  got  out  of  my  van 
and  a  lady  in  the  third  carriage  behind  the  engine 
complained  of  having  been  injured  from  the  glass 
in  the  window  being  broken.  There  were  about 
a  dozen  passengers  in  the  train. 
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Conclusion. 

As  described  in  the  evidence,  this  accident  was  caused  by  the  derailment  of  a  cattle 
waggon  during  shunting  operations  on  a  passenger  line. 

The  derailment  may  be  directly  ascribed  to  the  fact  that  guard  Wilson  whilst  holding 
a  pole  in  position  during  a  ''sticking"  or  "propping"  operation,  stumbled  over  a  cross- 
ing and  fell.  In  so  doing,  he  allowed  the  pole  to  fall  to  the  ground.  One  end  ot  the 
pole  became  jammed  against  one  of  the  chairs  or  rails  on  the  siding  road,  and  the  other 
end  struck  the  axle  box  of  the  leading  cattle  waggon  moving  on  the  up  line  thus 
causing  the  waggon  to  be  derailed  into  the  six  foot  way. 

The  accident  throws  fresh  light  on  the  dangers  that  exist  with  this  method  of  work- 
ing vehicles  out  of  a  siding. 

The  liability  to  injury  of  railway  employes  whilst  engaged  in  propelling  waggons  by 
means  of  a  pole  has  been  recognised,  and  rules  have  been  proposed  by  the  Board  of 
Trade  under  powers  conferred  by  the  Railway  Employment  (Prevention  of  Accidents)  Act 
of  1900  to  obviate  this  liability. 

But  so  far  the  danger  to  passenger  trains  firom  an  accident  caused  by  this  method  of 
goods  working  has  not,  I  think,  been  taken  into  account. 

Of  the  two  methods  in  use  on  railways,  viz.  "roping"  and  "propping",  both  are 
dangerous  to  the  men  engaged  in  the  operation.  But  there  can  be  no  doubt  that  the  use 
of  a  pole  in  "  propping  ",  as  evidenced  by  this  case,  is  the  more  likely  to  lead  to  a  derail- 
ment and  a  consequent  collision  with  a  train  moving  on  an  adjoining  road.  On  this 
account,  of  the  two  methods  of  working  the  latter  may  certainly  be  described  as  the  more 
objectionable. 

The  evidence  shows  that  both  guards  McKenzie  and  Wilson  were  disobeying  the 
Company's  regulations  in  making  use  of  the  short  pole  instead  of  the  longer  one  provided 
for  the  purpose.  In  so  doing,  they  were,  I  think  wilfully  incurring  additional  unneces 
sary  risk  to  themselves  in  the  operation.  For  a  pole  so  short  as  seven  or  eight  feet  used 
between  roads  six  feet  or  more  apart  will  be  more  liable  to  slip  than  a  longer  one,  as  the 
thrust  is  less  direct. 

At  the  same  time,  I  do  not  think  that  the  use  of  a  longer  pole  in  this  instance  would 
have  prevented  the  derailment  and  colhsion.  For,  once  the  support  given  by  the  man 
holding  the  pole  in  position  was  withdrawn  owing  to  his  stumbling  and  falling,  it  appears 
probable  that  either  a  short  or  long  pole  might  have  fallen  into  such  a  position  as  to  cause 
41  derailment-  • 

I  come  to  the  conclusion  that  the  accident  was  caused  by  the  use  of  a  propping 
pole  during  shunting  operations  on  a  passenger  line,  and  I  do  not  hold  any  of  the 
Company's  employes  responsible. 

The  method  of  working  is  at  fault,  and  the  discontinuance  of  the  method,  at  all 
events  on  a  passenger  road,  is  very  desirable.  The  addition  of  a  cross-over  road  at  the 
-east  end  of  the  loading  bank  siding  would  appear  to  be  the  best  method  of  obviating  the 
use  of  both  roping  and  propping  at  this  place. 

1  have,  &c., 

J.  W.Pringle, 
The  Assistant  Secretary,  Major^  R.E. 

Railway  Department,  Board  of  Trade. 


APPENDIX. 


Particulars  of  Damage  to  Rolling  Stock. 


North  British  Composite,  No.  174. — 1  step- 
board  and  2  step-hangers  destroyed ;  2  step- 
hangers  damaged  ;  1  commode,  1  door-handle, 
and  3  door-hinges  destroyed ;  1  body-glass  and 
1  door-glass  broken  ;  1  waist-panel,  1  door-panel, 
and  1  door-pillar  destroyed  ;  1  comer-pillar  and 
one  lamp-iron  damaged. 

North  British  Third,  No.  1522.— 1  step-board, 
1  end-quarter,  1  door,  1  end-panel,  2  headstocks, 
1  bottom-quarter,  and  1  door-panel  destroyed  ; 


4  door-hinges,  5  commode-handles,  and  1  step- 
board  damaged ;  1  end-handle,  2  body-glasses, 
and  1  door-glass  broken. 

North  British  Third,  No.  1045.— 2  end-quarter 
and  4  bottom-quarter  panels,  5  door-panels,  and 
2  commode-handles  destroyed  ;  3  commode 
handles  damaged ;  4  door-hinges  destroyed ; 
2  corner  pillars,  9  standing  pillars,  and  9  door- 
pillars  damaged  ;  1  end-panel  destroyed  ;  and  1 
step-board  damaged. 
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North  British  First,  No.  185. — 5  bottom-quarter 
panels  and  4  bottom  door-panels  destroyed,  2 
comer-pillars,  8  door-pillars,  and  8  standing- 
pillars  damaged  ;  4  bottom-hinges  and  1  com- 
mode-handle destroyed ;  one  step-board  damaged ; 
and  one  end-panel  destroyed. 

North  British  Composite,  No.  18. — 1  stepboard 
destroyed ;  1  stepboard,  6  door-hinges,  and  1 
door-pillar  damaged ;  and  15  bottom-monldlngs 
destroyed. 


^-  North  British  First,  No.  90.— 1  end-bottom 
quarter  panel,  4  bottom  quarter-panels,  4  bottom 
door-panels,  and  4  door-hinges  destroyed;  5 
standing-pillars,  5  door-pillars,  1  stepboard,  and 
1  corner-pillar  damaged. 

North  British  Cattle-waggon,  No.  62,774.— 1  roof- 
board,  1  headstock,  1  buffer-block,  1  comer-post, 
1  end-board  cleading  destroyed ;  1  angle-iron, 
1  end-knee,  1  end  washer-plate,  1  brake-guide, 
1  brake-lever,  and  1  buffer-rod  damaged. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  17th  July. 


s 
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APPENDIX    B. 


REPORTS  OP  THE  ASSISTANT  INSPEOTINQ  OFFICERS  OF  RAILWAYS  ON 
ACCIDENTS  TO  RAILWAY  SERVANTS  AND  OTHER  PERSONS  EMPLOYED 
ON  RAILWAY*  PREMISES. 


CALEDONIAN   RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  27th  May,  1902, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  May  13th,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  26th  April  to  shunter  Alexander  Dick,  at  Sighthill 
West  Junction,  Glasgow,  on  the  Caledonian  Railway. 

Dick  was  riding  on  the  foot-plate  of  a  light  engine  which  had  been  run  down  the 
loop  line  and  brought  to  a  stand  clear  of  the  outlet  points  to  the  main  line. 

After  the  engine  had  stood  about  lo  minutes  the  points  were  opened  and  the  signal 
lowered,  but  just  as  the  engine  was  started  by  driver  Taylor,  the  points  were  reversed 
and  the  signal  thrown  to  danger,  and  as  Taylor  failed  to  notice  the  alteration  the  engine 
ran  into  a  stop  block  which  was  some  40  yards  ahead,  and  Dick  was  thrown  down  and 
received  injury  to  his  left  shoulder. 

It  is  stated  that  the  recognised  intimation  of  two  whistles  for  outlet  to  the  main  line 
was  given  by  the  driver  when  the  engine  first  came  to  a  stand,  but  signalman 
Pringle,  who  was  in  the  cabin  about  145  yards  distant,  failed  to  he$ir  it.  As  it  is  usual 
to  run  engines  down  the  loop  for  other  purposes  Pringle  had  no  assurance  that  it  was 
desired  to  run  this  engine  out  on  to  the  main  line,  and  his  action  of  setting  the  points 
and  drawing  the  signal  appears  to  have  been  done  with  the  object  of  seeing  whether  the 
driver  would  accept  the  sigtial  or  not. 

I  consider  Pringle  was  remiss  in  failing  to  assure  himself  that  the  engine  required 
outlet  to  the  main  line  before  making  any  movement  of  the  levers,  and  I  also  think 
Taylor  should  have  repeated  the  whistles  after  standing  for  such  a  length  of  time.  The 
accident  therefore  appears  to  have  been  due  to  a  certain  laxity  in  working,  which  will,  no 
doubt,  have  the  Company's  attention. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  9th  June,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that 
in  accordance  with  the  Order  of  May  27th  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  6th  at  Greenhill,  on  the  Caledonian 
Railway,  whereby  labourer  Robert  Halliday  was  injured. 

About  9.20  a.m.  two  30-ton  waggons  were  being  placed  in  position  for  being  loaded 
with  sleepers  from  two  creosoting  tanks.     The  waggons  were  coupled  together  by  means 
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of  a  long  chain,  the  first  waggon  being  hauled  by  a  wire  rope  worked  from  a  stationary 
engine.  The  waggons  are  ntted  \yith  brakes  operated  by  a  wheel,  and  Halliday  was  in 
chw'ge  of  the  brake  on  the  first  waggon.  The  chain  between  the  waggons  was  not 
properly  secured,  and  consequently  the  first  waggon  was  drawn  forward  rather  too 
sharply.  While  endeavouring  to  apply  the  brake  Halliday  was  caught  between  the 
waggon  side  and  a  pillar  of  the  loading  shed,  and  was  bruised  on  the  chest  and  shoulders. 
The  clearance  between  the  waggon  and  the  pillar  was  only  12  inches,  but  the 
Company  have  agreed  either  to  increase  this  clearance  sufficiently  to  enable  the  men  to 
use  the  brakes  in  safety,  or  to  make  such  arrangements  for  placing  the  waggons  in 
position  as  will  render  the  use  of  the  brakes  unnecessary. 

I  have,  &c., 

J.  H.  Armytage, 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN   RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  9th  June,  190:^ 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  May  27th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  10th,  at  Auchenraith  Colliery,  near 
High  Blantyre,  whereby  brakesman  William  Carruthers  was  injured. 

Carruthers  is  in  the  service  of  the  Caledonian  Railway  Company,  and  was  in  charge 
of  a  train  of  47  empty  waggons  for  the  colliery.  The  colliery  belongs  to  Messrs.  Merry 
and  Cunninghame,  Limited,  and  in  accordance  with  a  recjuest  from  James  Lyon,  their 
surface  overseer,  the  train  was  propelled  into  No.  4  siding  about  6.40  a.m.  It  is  not 
usual  for  empty  waggons  to  be  shunted  inU)  this  siding,  which  was  in  a  bad  state  of 
repair.  As  a  result  of  this  the  leading  waggon  left  the  rails  and  struck  a  corner  of  the 
joiners'  shop.  The  waggon  fell  on  its  side,  and  Carruthers,  who  was  riding  in  it,  had  his 
left  ankle  bruised. 

It  was  stated  by  Mr.  Menzies,  the  colliery  manager,  that  Lyon  was  to  blame  for 
using  the  siding  for  the  empty  waggons,  and  I  am  quite  satisfied  that  the  accident  was  due 
to  the  defective  condition  of  the  r^^ad. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
],  Whitehall,  London,  S.W., 
Sir,  19th  July,  1902. 

I  HAVE  the  honom*  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  June  1 7th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  24th,  at  Dovecotland  Junction,  Perth,  on 
the  Caledonian  Railway,  whereby  shunter  Alexander  Freel  was  fatally  injured. 

Freel,.who  was  in  the  service  of  the  Highland  Railway  Company,  was  working  with 
a  shunting  engine.  A  lift  of  16  waggons  was  being  taken  from  the  goods  yard  to  the 
locomotive  yard,  the   waggons  being  propelled  from  Balhousie  Junction  to  the  ticket 

flatform  at  the  north  end  of  the  passenger  station,  a  total  distance  of  about  half-a-mile. 
n  accordance  with  the  usual  practice  Freel  was  riding  on  the  leading  waggon.  This 
waggon  was  loaded  with  coal,  and  Freel  was  sitting  on  the  top,  at  the  right  hand  front 
corner.  About  30  yards  south  of  Dovecotland  bridge  the  two  leading  waggons  became 
derailed,  and   Freel  jumped  off  into  the  four-foot- way.     The  waggons  passed  over  his 
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body,  causing  fatal  injuries.     I  was  unable  tx)  ascertain  the  cause  of  the  derailment,  no 
indication  being  given  by  the  condition  of  the  permanent  way  or  of  the  vehicles. 

The  practice,  of  riding  upon  loaded  waggons  is  one  that  has  led  to  m\nj  serious 
accidents,  and  it  is  to  be  hoped  that  the  Caledonian  CJompany  will  take  steps  to  abolish 
such  a  dangerous  practice. 

If  it  is  necessary  for  the  safe  working  of  the  traffic  that  a  man  should  ride  in  the  last 
vehicle,  or  in  the  leading  vehicle  in  the  case  of  propelled  trains,  a  brake  van  or  other 
suitable  vehicle  should  be  provided  for  the  purpose. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  WhitehaU,  London,  S.W., 
Sir,  19th  July,  1902. 

T  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  June  17th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  30th  at  Dellburn  Sidings,  near  Motherwell, 
on  the  Caledonian  Railway,  whereby  brakes?r.an  John  Morris  was  injured. 

Morris  was  in  charge  of  a  goods  train  from  Carstairs  to  Glasgow,  which  had  to  pick 
up  certain  waggons  at  Dellburn  sidings.  During  shunting  operations  it  was  necessary  to 
shunt  a  lo-ton  six-wheeled  Caledonian  waggon  (loaded  with  plates)  from  No.  2  siaing 
into  the  loop  road,  which  is  on  a  falling  gradient  of  about  1  in  80.  When  the  waggon 
was  drawn  clear  of  the  points  Morris  uncoupled  it  from  the  others  on  the  engine,  and  then 
set  the  points  for  the  loop  road.  As  the  waggon  came  down  the  road  by  gravity  Morris 
attempted  to  steady  it  with  the  brake,  but  the  brake  was  not  in  proper  working  order.  In 
order  to  prevent  the  waggon  from  coming  into  collision  with  some  other  waggons  in  the 
loop  road  he  attempted  to  stop  it  by  placing  a  prop,  which  he  found  on  the  line,  in  Aont 
of  the  wheel.     The  prop  swung  round  and  struck  Morris,  breaking  his  right  leg. 

Although  the  defective  condition  of  the  brake  was  the  primary  cause  of  the  accident 
I  consider  that  the  mishap  may  be  attributed  mainly  to  misadventure.  I  was  imable  to 
obtain  any  exact  information  as  to  the  condition  of  the  brake,  as  the  waggon  was  not 
specially  examined  after  the  accident. 

I  have,  &c., 

J.  H.  Abmttage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  19th  July,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  June  17th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  31st,  in  Moncrieff  Tunnel,  near  Perth,  on 
the  Caledonian  Railway,  whereby  a  joiner  named  Frank  Jones  was  injured. 

The  lining  of  this  tunnel,  which  is  three-quarters  of  a  mile  in  length,  is  being 
renewed,  and  the  traflSc  in  both  directions  is  worked  over  a  single  line  in  the  centre  of  the 
tunnel.  The  renewal  of  the  lining  is  done  in  sections,  moveable  shields  of  which  the 
inner  section  is  that  of  a  single  line  tunnel  being  used  as  scaffolds  for  the  men  to  work 
from.  About  3.40  p.m.  Jones  was  engaged  in  fixing  some  planks  on  the  inside  of  the 
No.  1  shield,  which  was  about  25  yards  from  the  north  end  of  the  tunnel,  when  he  was 
struck  by  the  1.35  p.m.  passenger  train  from  Edingburgh  to  Perth,  the  approach  of  which 
he  failed  to  observe.     He  sustained  injuries  to  his  head,  shoulder,  and  ba<^.k. 
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Surfaceman  James  Griirrie,  who  was  acting  as  "look-out"  man,  stated  that  he 
shouted  "  look-out"  when  the  train  was  approaching,  but  he  did  not  satisfy  himself  thai 
Jones  had  heard  this  warning. 

I  consider  that  the  accident  was  due  to  Gurrie's  neglect  in  this  respect.  The  tunnel 
was  quite  free  from  smoke  at  the  time,  and  there  was  nothing  to  prevent  him  from  seeing 
Jones'  position. 

James  Russell,  the  driver  of  the  passenger  train,  is  not  entirely  free  from  blame.  He 
only  sounded  his  whistle  once  on  entering  the  tunnel  and  once  when  in  the  middle  of  the 
tunnel.  If  he  had  whistled  when  approaching  the  shield  in  question  it  is  possible  that 
Jones  would  hare  heard  the  warning. 

I  have,  &c., 

J  H.  Armytagk. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  19th  July,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  June  18th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  June  9th,  at  St.  James'  Station,  Paisley,  on  the 
Caledonian  Railway,  whereby  foreman  joiner  Edward  Donaldson  and  ganger  William 
Gilchrist  where  fatally  injured. 

Some  timber  for  renewing  the  down  platform  had  been  unloaded  on  the  up  platform, 
and  both  Donaldson  and  Gilchrist  had  been  assisting  to  carry  the  battens  across  the  main 
lines.  About  4.25  p.m.  they  found  that  no  more  battens  were  required  immediately,  and 
together  with  a  labourer  named  James  Reilly  they  remained  standing  on  the  up  line 
between  the  platforms.  About  4.30  p.m.  a  passenger  train  approached  on  the  down 
line,  and  while  they  were  watching  this  train  they  failed  to  notice  the  approach  of  an  up 
passenger  train,  which  was  running  at  a  speed  of  about  45  miles  an  hour.  The  driver 
whistled  without  effect,  and  then  shut  off  steam  and  applied  the  brakes.  Reilly  was  just 
able  to  climb  on  to  the  up  platform  and  escaped  without  serious  injury,  but  Donaldson 
and  Gilchrist  were  struck  by  the  engine  and  fatally  injured.  The  unfortunate  mishap  can 
only  be  attributed  to  want  of  caution  on  the  part  of  both  men. 

I  have,  &c,, 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CLEATOR  AND  WORKINGTON  JUNCTION  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  19th  July,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  June  18th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  June  3rd,  near  Steel  Brow  Cutting,  on  the 
Rowrah  single  line  mineral  branch  of  the  Cleator  and  Workington  Junction  Railway, 
whereby  carriage  and  waggon  repairer  John  Jenkinson  and  quarryman  Thomas  Boyne 
were  injured. 

Botli  men  were  travelling  to  Steel  Brow  in  the  morning  workmen's  train.  The  train 
consisted  of  two  brake  vans,  which  were  propelled  from  Oatlands  to  Steel  Brow. 
Signalman  John  Seeds,  who  was  acting  as  guard,  wa**  riding  in  the  front  van.  As  the 
train  approached  the  tip  siding  at  Steel  Brow  at  a  speed  of  about  3  miles  an  hour  Seeds, 
who  was  on  the  platform  at  the  end  of  the  brake  van,  signalled  to  the  man  in  charge  ot 
the  siding  points  to  let  the  front  van  run  forward  on  the  main  line.     He  then  released  the 
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coupling  between  the  two  vans  with  his  shunting  pole.  The  gradient  is  a  Calling  one 
of  1  in  loO,  and  before  Seeds  was  able  to  apply  the  brake  the  front  van  collided  with  an 
engine  which  was  standing  on  the  m:an  line  about  100  yards  beyond  the  pointtt. 
Jenkinson  and  Boyne  fell  to  the  floor  of  the  van  and  sustained  severe  bruises. 

Seeds  admitted  that  he  was  acting  improperly  in  uncoupling  the  van  in  such  a 
manner,  and  he  must  be  held  mainly  responsible  for  the  accident.  However,  the  method 
of  working  this  train  was  apparently  left  entirely  to  the  discretion  of  the  guard,  and  fipom 
the  evidence  I  am  inclined  to  think  that  a  proper  supervision  of  the  working  would  have 
resulted  in  "better  arrangements  being  made  by  the  more  responsible  officials.  Since  the 
accident  definite  instructions  have  been  issued  that  the  train  must  not  be  propelled  by  the 
engine,  and  that  the  brake  vans  must  not  be  uncoupled  from  the  engine  until  all  the 
workmen  have  alighted. 

I  have,  &c., 

J.  H.  Akmtta^b. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


DUNDEE  AND  ARBROATH  JOINT  RAILWAY. 

Railway  Department,  Board  of  Trade, 
♦  1,  Whitehall,  London,  S.W., 

Sir,  7th  June,  1902. 

I  HAVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  May  27th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  6th  at  Dundee,  on  the  Dundee  and 
Arbroath  Joint  Railway,  whereby  fireman  David  Stott  was  injured. 

Stott  is  in  the  service  of  the  North  British  Railway,  and  was  firing  on  the  yard 
pilot  engine.  About  7.0  a.m.  the  inject^jr  failed  to  work,  apparently  owing  to  the  tank 
being  empty.  While  the  engine  was  being  taken  towards  the  water  crane  at  the 
passenger  station  Stott  went  on  to  the  top  of  the  tender  to  satisfy  himself  as  to  the 
emptiness  of  the  tank,  and  his  head  came  into  contact  with  the  footbridge  at  Camperdown 
Junction  crossing,  and  he  was  knocked  down  on  to  the  coals  on  the  txjnder. 

A  notice  warning  drivers  and  fireman  against  the  dangerous  practice  of  standing  on 
the  high  parts  of  tenders  of  engines  in  motion  was  issued  by  the  locomotive  superin- 
tendent in  January.  Stott  was  well  aware  of  this  warning,  and  the  accident  must  be 
attributed  to  his  neglect  to  observe  it. 

I  have,  <&c., 

J.    H.    AaHfTAGK 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


FURNESS   RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  27th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  'the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  May  2ord,  I  have  held  an  inquiry  into  the  circumstancei 
attending  the  accident  which  occurred  on  May  2nd  between  Ulverston  and  Plumpton 
Junction,  on  the  Furness  Railway,  whereby  labourer  Thomas  Huck  was  fatally  injured. 

Huck  was  employed  by  Mr.  (J.  W.  Hunter,  a  contractor,  who  was  carrying  out 
ballasting  operations  for  the  Railway  Company.  Owing  to  the  absence  of  the  usual  flag- 
man on  the  morning  in  question  Huck  was  appointed  to  that  i)o«t  Ijy  ganger  Thomas  Leach, 
who  was  in  charge  of  the  gang  working  with  the  ballast  train.  The  train  was  working  on 
the  down  line  near  Ulverston  Station,  and  Huck  was  instructed  by  Leach  and  also  by 
the  Company's  ballast-guard,  William  Curwen,  to  remain  at  a  i>oint  about  three-quarter* 
of  a  mile  from  Ulverston  to  protect  the  train  by  means  of  a  red  flag.  John  Mawson, 
the  ganger  of  the   length,  whose  gang   was  working  about  300  yards  further  from 
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Ulverston,  and  who  was  not  concerned  in  the  ballasting  operations,  was  talking  to  Huck 
at  the  time  when  the  latter  took  up  his  position,  and  advised  him  to  stand  on  tlie  outside 
of  the  down  line.  When  the  9.16  a.m.  passenger  train  passed  on  the  up  road  Huck  was 
in  that  position,  but  when  the  9.22  a.m.  passenger  train  from  Ulverston  was  approaching, 
the  driver,  Thomas  Mawson,  noticed  that  Huck  was  standing  in  the  six-foot  way  between 
the  up  and  down  lines  with  his  flag  on  his  shoulder  and  with  his  back  towards  Ulverston, 
Mawson  sounded  the  whistle  once  to  warn  him,  but  it  apparently  had  no  effect,  and  Huck 
stepped  sideways  foul  of  the  up  line  when  the  engine  was  within  a  few  yards  of  him. 
He  was  struck  by  the  buffer  of  the  engine  and  fatally  injured.  • 

The  accident  must  be  attributed  to  Huck's  failure  to  remain  in  the  position  which  he 
had  originally  taken  up. 

Although  ganger  Leach  is  not  employed  directly  by  the  Railway  Company  he  was 
in  possession  of  a  rule  book  and  understood  that  it  was  his  duty  to  work  according  to 
the  regulations.  Huck  had  only  worked  with  the  ballast  train  for  1  .>  days,  and  neither 
he  nor  the  flagman,  whose  post  he  was  temporarily  occupying,  had  been  passed  in 
accordance  with  rule  216  (b).  Huck  was  not  supplied  with  any  detonators  and  was  not 
properly  instructed  as  to  his  duties.  I  consider  that  both  ganger  Leach,  and  guard 
Cur\ren  who  was  responsible  for  the  safety  of  the  train,  are  to  blame  for  their  neglect  in 
this  respect.  It  is  to  be  hoped  that  steps  will  be  taken  by  the  Company  to  ensure  that 
in  future  the  rules  and  regulations  are  strictly  carried  out  both  by  their  own  servants 
and  those  of  the  contractor  who  are  engaged  upon  permanent  way  operations  on 
their  line. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GLASGOW  AND  SOUTH  WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  29th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  April  16th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  April  8th  at  Bellahouston,  on  the 
Glasgow  and  South  Western  Railway,  whereby  surfaceman  Patrick  McGranary  was 
fatally  injured. 

McGranary  was  one  of  a  gang  of  six  men  under  foreman  Joseph  Carty.  About 
8.40  a.m.  they  were  engaged  in  packing  the  up  main  line  at  the  point  where  it  is  crossed 
by  the  down  loop  line.  The  down  and  up  main  lines  run  approximately  in  an  easterly 
and  westerly  direction  respectively,  and  the  junction  between  the  loop  and  the  main  lines 
is  about  70  yards  east  of  the  spot  where  the  accident  occurred.  Carty,  who  was  acting 
as  "look-out"  man,  was  standing  close  to  the  gang.  He  noticed  a  passenger  train 
approaching  on  the  up  line,  and  shouted  "  Stand  clear,  main  line."  Four  of  the  men 
crossed  to  the  far  side  of  the  down  main  line,  but  McGranary  and  the  other  men  stood 
with  Carty  in  the  four-foot  way  of  the  up  loop  line.  When  the  train  had  passed  the 
junction  points  Carty  discovered  that  it  was  travelling  on  the  up  loop  line,  and  shouted 
to  warn  the  men,  but  McGranary  failed  to  get  clear,  and  was  carried  forward  about 
30  yards  by  the  engine  and  fatally  injured. 

The  accident  was  directly  due  to  Carty's  mistake  in  wrongly  assuming  that  the  train 
was  travelling  on  the  up  main  line.  The  train  was  running  about  the  booked  time  and 
invariably  travels  on  the  up  loop  line,  so  it  is  difficult  to  understand  how  the  mistake 
was  made.  From  his  position  Carty  was  able  to  see  the  junction  points,  but  owing  to 
a  curve  in  the  line  he  could  only  see  the  train  approaching  for  about  90  yards  and  was 
unable  to  see  the  junction  signals,  and  I  am  of  opinion  that  he  hud  failed  to  take  up  a 
position  from  which  he  could  properly  protect  his  men. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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GREAT  EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
],  Whitehall,  London,  S.W., 
Sir,  20th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accordance 
with  the  Order  of  April  30th,  the  result  of  my  inquiry  into  the  causes  of  the  fatal  accident 
which  occurred  on  the  13th  April  to  porter  S.  Plaice,  at  Tottenham,  on  the  Great  Eastern 
Railway. 

At  10.50  p.m.,  during  shunting  operations  in  the  North  Junction  Sidings,  Plaice 
endeavoured  to  attach  the  engine  to  four  waggons  standing  in  No.  4  road,  and  after 
making  t^vo  ineffectual  effbrts  to  perform  the  coupling  with  his  shunting  pole  while  the 
engine  and  waggons  were  moving  slowly,  he  threw  the  ix)le  down  and  attempted  to  pass 
between  the  buffers,  but  was  caught  and  crushed,  with  fatal  results. 

The  mishap  appears  to  have  been  due  to  the  hasty  and  thoughtless  action  of  the 
deceased  man  in  attempting  to  pass  between  the  vehicles  while  they  were  in  motion,  but 
at  the  same  time  the  total  absence  of  light  at  the  place  possibly  contributed  to  the  difficulty 
Plaice  experienced  in  using  the  coupling  pole  in  the  'first  instance. 

The  sidings  are  not  lighted  in  any  way,  and,  as  they  are  fairly  extensive  and  there  is 
about  three  hours'  shunting  performed  in  them  nightly,  I  would  recommend  that  the 
Company  should  consider  the  advisability  of  providing  an  efficient  system  of  lighting 
without  delay. 

I  have,  &c., 

John  p.  S,  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railway  Dejiartment,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  20th  May,  1902. 

I  HAVE  the  honour  to  report,  for  tl^e  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  April  30th,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  18th  April  to  engine-cleaner  A.  R.  Tanner,  at  Ilford,  on 
the  Great  Eastern  Railway. 

Tanner  was  assisting  at  the  coal  stage,  and  during  the  work  it  was  necessary  to  push 
two  trucks,  which  were  standing  about  18  feet  apart  on  the  "  back  "  road,  up  to  the  stage. 
An  engine  was  accordingly  taken  from  the  "  front "  road  to  perform  the  work  by  coalman 
Cook,  who  acts  as  shed  shunter,  and  Tanner,  after  turning  the  points,  went  between  the 
trucks,  evidently  with  the  intention  of  coupling  them  together,  but  as  the  engine  came 
against  the  first  truck  it  moved  backwards  and  Tanner  was  knocked  down  by  it  and  his 
leg  considerably  injured. 

There  was  no  necessity  for  Tanner  to  go  between  the  waggons  until  they  had  come 
to  rest,  nor  in  fact  at  all,  as  had  it  been  necessary  to  cc  uple  them  together,  which  was  not 
the  case,  a  coupling  pole  was  provided  for  the  purpose,  therefore  the  accident  mut^t  be 
attributed  to  Tanner's  own  want  of  caution.  I  find  that  the  use  of  the  coupling  pole  has 
been  by  no  means  general  in  the  past,  but  I  understand  that  since  the  accident  instructions 
have  been  issued  enforcing  its  use  in  future. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT   EASTERN   RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  16th  June,  1902. 

I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  May  13th,  the  result  of  my  inquiry  into  the  causes  of  the 
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accident  which  occurred  on  the  28th  April  to  acting-fireman  G.  Avis,  at  Lynn,  on  the 
Oreat  Eastern  Railway. 

At  7.30  a.m.  driver  Minns  and  fireman  Avis  were  instructed  to  prepare  an  engine  to 
take  out  the  breakdown  van  train  to  clear  the  main  line  at  Hilgay,  and  when  backing  the 
engine  on  to  the  train  preparatory  to  leaving  the  locomotive  sidings  Avis  went  to  the 
back  of  the  tender  to  draw  some  water  to  damp  the  coal. 

When  the  train  was  run  ahead  he  remained  in  this  position,  and  when  drawing  the 
last  bucketful  from  the  screen  his  head  came  in  contact  with  an  overbridge  and  he  was 
slightly  injured. 

The  accident  appears  to  have  been  due  to  the  hurry  and  want  of  thought  attendant 
on  the  desire  to  get  the  train  away,  as  had  the  keys  of  the  tool  box  been  obtained  the 
pipe  which  is  used  for  watering  the  coal  would  have  been  available  and  the  necessity  for 
going  to  the  back  of  the  tender  avoided. 

It  was  unwise  for  Minns  to  start  the  engine  while  his  fireman  was  in  such  a  position, 
but  the  want  of  thought  was  natural  under  the  circumstances,  and  no  doubt  the  occurrence, 
which  was  fortunately  not  serious,  will  ensure  more  care  being  taken  by  the  men  concerned 

in  future. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  31st  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  May  22nd,  the  result  of  my  inquiry  into  the  causes  of 
the  accident  which  occurred  on  the  5th  May  to  fireman  A.  J.  Wilson,  between  Chadwell 
Heath  and  Goodmayes,  on  the  Great  Eastern  Railway. 

During  the  running  of  a  li^ht  engine  between  the  above  stations  the  power  brake 
became  inoperative  owing  to  one  of  the  valves  in  the  air  pump  failing  to  act.  To  restart 
the  action  of  the  pump  it  was  necessary  to  tap  the  casing  with  a  hammer,  and  Wilson, 
who  was  working  with  the  engine,  left  the  footplate  for  this  purpose.  After  doing  so,  and 
when  returning,  his  foot  slipped  on  the  top  framing,  and  he  fell  from  the  engine,  and  was 
cpnsiderably  injured 

Although  it  was  desirable  to  restart  the  pump  as  soon  as  possible  yet  it  was  not 
absolutely  necessary  to  do  so  while  the  engine  was  running.  As  it  appears  to  be  by  no 
means  an  uncommon  custom  for  men  to  leave  the  footplates  of  engines  while  they  are  in 
motion,  and  as  the  Company  have  no  instructions  discouraging  such  a  practice,  Wilson 
cannot  be  blamed  for  exposing  himself  in  such  a  manner. 

The  practice  is  considered  to  be  so  dangerous  that  generally  it  is  restricted  as  much 

as  possible,  and  in  some  aises  absolutely  forbidden,  therefore,  as  a  number  of  accidents 

have  occurred  on  this  railway  due  to  the  same  cause,  I  would  again  suggest  that  the 

Company  should  consider  the  advisability  of  issuing  similar  instructions  without  delay. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  13th  June,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  June  4th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  1 7th,  at  Angel  Road,  on  the  Great  Eastern 
Railway,  whereby  John  E.  Lloyd  was  injured. 
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About  1  p.m.  Lloyd,  who  was  employed  by  Mr.  J.  Lawrence,  junior,  was  engaged 
in  weighing  and  loading  coal  from  a  waggon  in  the  platform  siding  to  a  cart.  The 
waggon  door  was  supported  by  means  of  a  prop  consisting  of  a  piece  of  gas-pipe.  The 
pilot  engine,  with  four  waggons  attached,  was  set  back  into  the  platform  siding  to  pick 
up  seven  empty  waggons  at  the  top  of  the  siding.  Porter-shunter  Ernest  Watts,  who 
was  in  charge  of  the  shunting  operations,  failed  to  notice  that  all  the  waggons  in  the  siding 
were  buffered  up  slightly,  and  did  not  expect  that  the  waggons  at  the  bottom  end  of  the 
siding  would  be  moved  at  all.  When  the  seven  waggons  were  drawn  out  of  the  siding 
the  other  waggons  were  moved  slightly  owing  to  the  pressure  on  the  buffers  being 
released,  and  the  door  of  th^  waggon  at  which  Lloyd  was  working  fell  down.  Lloyd  fell 
to  the  ground,  and  the  scales  which  he  had  been  using  struck  him  on  the  leg,  opening  ah 
old  wound  which  was  partly  healed. 

The  accident  must  be  attributed  to  want  of  caution  on  the  part  of  Watts. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  20th  June,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  June  1 1th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  18th,  at  Cambridge,  on  the  Great 
Eastern  Railway,  whereby  shunter  Frederick  Carter  was  injured. 

About  5  a.m.  Carter  was  engaged  in  shunting  some  waggons  off  a  down  goods  train 
into  the  down  "  straight  road  "  sidings,  which  are  between  the  up  and  down  goods  lines. 
He  was  standing  between  the  up  and  down  goods  lines,  and  did  not  realise  tnat  he  was 
just  foul  of  the  up  line.  As  he  was  about  to  uncouple  a  waggon  he  was  struck  on  the 
back  by  the  step  of  the  brake  van  of  a  goods  train  which  was  passing  on  the  up  line. 
His  back  was  bruised,  and  his  mouth  was  cut  by  coming  into  contact  with  the  end  of  his 
shunting  pole. 

The  mishap  may  be  considered  as  one  of  an  accidental  nature. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  20th  June,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  June  11th,  I  have  held  an  inquiiy  into  the  circumstances 
attending  the  accident  which  occurred  on  June  2nd  at  Wood  Street  Station,  Waltham- 
8tow,  on  the  Great  Eastern  Railway,  whereby  permanent- way  labourer  Henry  Mizoa  was 
injured. 

About  10  a.m.  Mizon  was  working  with  a  gang  of  10  men  who  were  engaged  in 
relaying  the  down  main  line.  Warning  was  given  of  the  approach  of  a  passenger  train 
on  that  line,  and  Mizon  stepped  clear  of  that  line,  but  stood  foul  of  the  shunting  road 
with  his  back  towards  the  carriage  sidings.  As  the  down  train  was  passing  a  tram  of 
empty  coaches  was  drawn  out  of  the  carriage  sidings  along  the  shunting  neck,  and  Mizon 
was  struck  on  the  right  shoulder  by  the  engine.  He  was  knocked  down,  but  was  not 
seriously  injured. 
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The  accident  was  primarily  due  to  the  fact  that  Mizon  &iled  to  satisfy  himself  that  he 
was  standing  in  a  safe  position,  in  accordance  with  Rule  273a,  but  at  the  same  time 
I  consider  that  David  Wheal,  the  di'iver  of  the  empty  coach  train,  was  to  blame  for  not 
keeping  a  proper  look-out.  He  was  aware  that  the  relaying  operations  were  in  progress 
on  the  down  main  line,  but  he  failed  to  sound  his  whistle  as  a  warning  to  the  platelayers. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  20th  June,  1902. 

I  HAVE  the  honour  to  report,  tor  the  infonnation  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  June  11th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  June  2nd  at  St.  Botolph's  Station,  Colche:>ter, 
on  the  Great  Eastern  Railway,  whereby  goods  porter  George  E.  Fisk  was  injured. 

About  8.35  a.m.  Fisk  was  engaged  in  shunting  operations  in  the  goods  yard.  The 
engine  was  about  to  take  eight  waggons  from  the  "  back  "  road  on  to  the  down  main  line 
and  set  them  back  into  the  up  platform  siding.  Fisk  had  got  into  the  second  waggon 
from  the  engine 'in  order  to  wash  his  hands  in  some  water  which  had  collected  in  a  sheet 
in  the  waggon,  and  he  remained  in  the  waggon  when  the  engine  went  ahead.  While  he 
was  leaning  over  the  side  in  order  to  see  whether  the  last  waggon  had  cleared  the  points 
his  head  came  in  contact  with  the  centre  column  of  the  Childwell  Alley  overbridge  and 
was  cut.  There  was  no  necessity  for  Fisk  to  have  been  inside  the  waggon  at  all,  aad  the 
accident  was  entirely  due  to  his  want  of  caution. 

I  have,  &c., 

J.  H.  Abmttaob. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railwav  Department,  Board  ot  Trade, 

1,  Whitehall,  London,  SW., 
Sir,  19th  July,  1902. 

1  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  July  3rd,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  June  3rd,  at  Bishopsgate  Low  Level  Station, 
on  the  Great  Eastern  Railway,  whereby  a  painter  named  John  Angers  was  fatally 
injured. 

Angers  and  another  painter  named  Thomas  Hubbard,  who  were  employed  by 
Messrs,  Watts,  Johnson  &  Co.,  contractors,  were  engaged  in  painting  the  inside  of  the 
valance  of  a  new  awning  erected  over  the  middle  platform.  About  8.50  a.m.  they  placed 
a  ladder  against  the  inside  of  that  part  of  the  valance  which  is  parallel  to  the  up  local 
line.  Angers  got  on  to  the  ladder  and  Hubbard  stood  at  the  foot  of  it  on  the  platform. 
About  9  a.m.  Hubbard  warned  Angers  of  the  approach  of  a  passenger  train  on  the  up 
local  line,  but  he  replied  that  he  was  all  right,  and  remained  on  the  ladder.  The  engine 
passed  the  ladder  without  touching  it,  but  the  side  light  of  the  front  van  struck  the  toe 
of  Anger's  right  boot.  The  ladder  was  knocked  down  and  Angers  fell  on  to  the 
platform.     His  head  was  struck  by  one  of  the  carriages,  and  he  received  injuries  which 

proved  fatal. 

Angers  had  been  working  on  the  previous  day  at  the  same  part  of  the  awning  with 
his  foreman,  John  Chambers,  who  stated  that  in  every  case  the  ladder  had  been  removed 
on  the  approach  of  a  train,  and  it  is  difficult  to  understand  why  Angers  did  not  take  the 
wame  precaution  in  this  case.     Owing  to  the  construction  of  the  line  the  men  would  only 
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have  a  short  notice  of  the  appro;xch  of  trains,  and  I  am  of  opinion  that  the  operation 
of  painting  from  a  ladder,  which  might  possibly  be  foul  of  passing  trains,  was  an 
unnecessarily  dangerous  proceeding.  I  consider  that  arrangements  should  have  been 
made  either  by  Chambers  or  James  Taffs,  the  general  foreman,  for  the  work  to  be  done 
by  some  safer  method. 

I  have,  &c,, 

J.    H.    Au^iYTAGK. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  NORTHERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  16th  June,  1902. 

1  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  May  1st,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  12th  April  to  fireman  C.  Pegg,  at  Bourne,  on  the 
Great  Northern  Railway. 

At  4.50  p.m.,  while  engine  No.  957  was  standing  on  the  slip  road  leading  from 
the  loco-sidings  waiting  for  the  outlet  signal  to  be  pulled  "off"  for  the  main  line, 
Pegg  went  to  the  back  of  the  tender  to  place  the  food  baskets  in  the  boxes.  While  he 
was  doing  so  driver  Ledger,  who  was  in  charge  of  the  engine,  asked  him  to  see  how 
much  water  there  was  in  the  tank.  Immediately  afterwards  the  disc  signal  was  pulled  off 
and  Ledger  ran  the  engine  slowly  ahead,  ^^gg^  however,  remained  on  the  top  of  the 
tender,  and  failing  to  notice  an  overbridge  his  head  came  in  contact  Y^ith  it,  and  he  was 
severely  injured. 

Seeing  that  the  engine  had  run  fully  70  yards  before  coming  to  the  overbridge,  and 
was  moving  very  slowly  at  the  time,  I  consider  Pegg  displayed  a  want  of  caution  in 
remaining  in  such  a  dangerous  position.  Driver  Ledger  also  acted  very  unwisely  in 
starting  the  engine  while  his  fireman  was  on  the  top  of  the  tender. 

This  Company  have  no  instruction  warning  enginemen  against  the  dangerous 
practice  of  going  to  and  remaining  on  the  tops  of  tenders  while  they  are  moving,  and  as 
accidents  of  a  similar  nature  have  occurred  recently  on  this  system  I  would  recommend 
the  issue  of  such  a  notice  without  delay. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Rinlway  Department,  Board  of  Trade. 


HULL,  BARNSLEY,  AND  WEST  RIDING  JUNCTION  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  2nd  June,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  May  21st,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  10th,  at  Springhead,  Hull,  on  the  Hull, 
Barnsley  and  West  Riding  Junction  Railway,  whereby  engine  cleaner  Alexander  Stout 
was  injiu'ed. 

About  6.20  a.m.  Stout  was  crossing  from  one  side  of  the  engine  shed  to  the  other. 
He  attempted  to  -cross  No.  3  road  between  an  engine  which  was  at  rest  and  another  engine 
which  was  slowly,  approaching  it,  with  the  result  that  his  body  was  severely  bruised 
between  the  buffers. 

I  consider  that  the  accident  was  solely  due  to  want  of  caution  on  the  part  of  Stout. 

I  have,  &c., 

J.    H.    AUMYTAGE. 

Tlie  Assistant  Secretary, 

Railway  Department,  Board  ot  Trade. 


12445 


76 

LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  8th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  July  15th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  June  28th,  at  Heaton  Lodge  Junction,  on  the 
Lancashire  and  Y'^orkshire  Railway,  whereby  ballastman  Joseph  Winterburn  was  injured. 
About  10.30  a.m.  the  ballast  train  with  which  Winterburn  was  working  was 
standing  on  the  down  south  line  a  short  distance  west  of  the  cross-over  road,  the  engine 
being  at  the  west  end  of  the  train.  It  was  necessary  to  shunt  the  train  on  to  the  up 
south  line  to  allow  a  down  passenger  train  to  pass.  Foreman  Walter  Webster  gave  the 
usual  warning  to  the  ballastmen,  and  the  train  was  set  back  over  the  points  of  the 
cross-over  road.  The  waggon  from  which  Winterburn  had  been  unloading  ashes  was 
empty,  and  before  the  train  was  drawn  across  on  to  the  up  line  he  attempted,  with  the 
assistance  of  two  other  men,  to  close  the  waggon  door.  When  the  engine  went  ahead 
Winterburn,  who  was  standing  in  the  waggon  at  the  back  end,  fell  out  on  to  the  ballast, 
his  back  being  bruised  by  the  fall. 

The  evidence  as  to  whether  the  engine  whistle  was  properly  sounded  when  the 
engine  drew  ahead  is  conflicting,  but  there  is  no  doubt  that  Winterburn  acted  unwisely 
in  placing  himself  in  an  insecure  position  before  the  foreman  had  given  instructions  tor 
the  ballastmen  to  recommence  their  work. 

I  have,  &Co, 

J.  H.  Armytagk. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  8th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  July  5th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  June  28th,  at  Windsor  Bridge,  Saiford,  on 
the  Lancashire  and  Y'orkshire  Railway,  whereby  goods  guard  Mason  Howarth  was 
fatally  injured. 

About  4.30  p.m.  Howarth,  who  was  guard  of  the  4  p.m.  cattle  train  from  Windsor 
Bridge  to  Southport,  was  making  up  his  train  in  No.  3  road.  The  train  engine  was 
working  on  the  shunting  neck  which  runs  parallel  to  the  down  slow  line.  When 
Howarth  was  about  to  uncouple  some  empty  waggons  from  his  engine  he  was  struck  by 
the  engine  of  the  4.25  p.m.  passenger  train  from  Manchester  to  Blackpool,  which  was 
travelling  on  the  down  slow  line  at  a  speed  of  about  40  miles  an  hour.  He  was  knocked 
against  the  waggons  on  the  shunting  line  and  killed  instantaneously. 

The  space  between  the  shunting  neck  and  the  down  slow  line  is  only  6  feet  3  inches 
in  width,  and  as  there  is  a  considerable  amount  of  fast  traffic  on  the  latter  line  I  consider 
that  the  shunting  operations  which  have  to  be  performed  from  this  space  are  attended 
with  an  undue  risk  of  danger  to  the  men  employed  therein.  The  existence  of  an 
overbridge  which  carries  the  public  road  over  seven  lines  of  rails  at  this  point  will  no 
doubt  preclude  the  possibility  of  any  alterations  in  the  permanent  way,  but  I  am  of 
opinion  that  the  Company  should  seriously  consider  whether  any  less  dangerous  means 
of  dealing  with  the  traffic  can  be  de\dsecl. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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LANCASHIRE  AND  YORKSHIRE  AND   LONDON   AND  NORTH-WESTERN 

JOINT  RAILWAYS. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W*, 
6iR,  13th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  April  30th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  April  1st,  at  Preston,  on  the  Lancashire  and 
Yorkshire  and  London  and  North- Western  Joint  Railways,  whereby  lampman  John 
Waddilove  was  injured. 

Waddilove  is  in  the  service  of  the  London  and  North- Western  Railway,  and  it  was  his 
duty  to  light  the  lamps  in  three  coaches  which  stood  for  a  short  time  at  No.  2  platform. 
When  these  coaches  were  drawn  ahead,  in  order  that  they  might  be  set  back  into  No.  1 
bay,  Waddilove  was  on  the  top  of  one  of  them.  The  coaches  were  stopped  at  the  signal- 
box  for  about  a  minute  and  were  then  drawn  ahead  again.  As  they  passed  under  the 
Park  Hotel  bridge  Waddilove's  shoulder  came  in  contact  with  the  smoke  board,  and  his 
back  was  bruised. 

Assistant  station  master  Thomas  White  is  responsible  for  allowing  the  coaches  to 
leave  the  platform  without  ascertaining  that  no  lampmen  were  on  the  top  of  them.  At 
the  same  time  Waddilove  had  plenty  of  time  to  get  off  the  coach  while  it  was  standing  at 
the  signal-box,  and  the  accident  would  have  been  prevented  if  he  had  exercised  a  reason- 
able amount  of  caution. 

I  have,  &c.. 
The  Assistant  Secretary,  J,  H.  Arm yt age. 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  3rd  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  April  24th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  April  7th,  at  Stafford,  on  the  London  and  North- 
Westem  Railway,  whereby  fireman  Herbert  Hales  was  fatally  injured. 

Hales  was  fireman  on  the  8.59  a.m.  passenger  train  from  Rugby  to  Stafford.  The  engine 
of  this  train  is  detached  at  Stafford  and  runs  light  thence  to  Stoke.  Hales  had  been  on 
the  same  working  several  times  pre\'iously  and  had  always  put  on  the  necessary  head  and 
tail  lamps  while  the  engine  was  standing  at  the  water  crane  in  Stafford  station.  On  this 
occasion,  however,  he  apparently  forgot  to  put  the  tail  lamp  on  the  tender  before  the 
engine  left  Stafford,  and  he  attempted  to  do  so  while  the  engine  was  in  motion.  Hales 
viras  on  the  top  of  the  tender-  just  as  the  engine  reached  the  Castle  bridge,  and  he  was 
struck  by  the  smoke  board  of  the  bridge.     He  fell  on  to  the  line  and  was  fafcilly  injured. 

Drivers  and  firemen  are  specially  warned  against  the  practice  of  going  on  to  the  top 
of  the  tender  of  engines  in  motion,  and  Hales  was  alone  responsible  for  neglecting  this 
important  warning.     The  driver,  John  Walker,  was  not  aware  of  Hales'  action. 

I  have,  &c., 

J.  H.  Abmytagb. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON   AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  27th  Mav,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  order  of  May  13th,  I  have  held  an  inquiry  into  the  circumstances 
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attending  the  accident  which  occurred  on  April  24th,  at  Crewe,  on  the  London  and  North- 
Western  Railway,  whereby  gooda  jwrter  John  Chad  wick  was  injured. 

About  7.30  a.m.  Chadwick  and  porter  Arthur  Hughes  were  engaged  in  tying  the 
sheet  strings  on  a  waggon  standing  outside  the  goods  shed.  While  Chadwick  was 
leaning  over  the  haffer  at  the  end  nearest  to  the  shed  some  other  waggons  were  shunted 
into  the  road  from  the  yard.  The  waggon  was  pushed  towards  the  shed,  and  Chadwick 
keld  on  to  the  buffer  to  save  himself  from  falling  on  to  the  rail.  When  the  waggon  had 
Uravelled  about  20  yards  it  came  into  contact  with  another  waggon  in  the  same  road,  and 
Chadwick's  arm  was  crushed  between  the  buffers. 

Shunter  Daniel  Lloyd,  who  was  in  charge  of  the  shunting  operations,  states  that  he 
did  not  see  Chadwick  until  after  the  waggons  were  detached  from  the  engine,  when  be 
g«ve  a  verbal  warning,  and  the  driver  also  gave  an  alarm  whistle.  This  warning,  however, 
appears  to  have  been  too  late  to  be  of  any  value  as  far  as  Chadwick  was  concerned. 
Although  it  is  customary  for  sheet  strings  to  be  tied  in  the  shed  roads  it  appears  to  be 
the  practice  for  shunters  to  give  warning  of  shunting  operations  only  when  they  can  see 
that  anyone  vs  in  danger.  It  is  often  necessary  for  men  to  go  between  waggons  in  order 
to  tie  the  sheet  strings,  in  which  case  they  would  probably  not  be  in  sight  of  the  shunter, 
and  it  is  therefore  necessary  for  the  shunter  to  ascertain  that  all  is  clear  before  moving  any 
iraggons  in  these  roads. 

It  i»  to  be  hoped  that  the  Company  will  take  steps  to  ensure  that  this  practice  is 
carried  out  in  future. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W. 
Sir,  16th  June,  1902. 

I  HA VE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accordance 
with  the  Order  of  May  27th,  the  result  of  my  inquiry  into  the  causes  of  the  fatal  accident 
which  occurred  on  the  12th  May  to  foreman  shunter  James  Garner,  near  Canal  Bridge,  on 
ike  Ravenhead  Branch  of  the  Loudon  and  North-Western  Railway. 

A  train  of  30  waggons  had  been  propelled  from  St.  Helens  Junction  to  Canal  Bridge, 
with  foreman  Garner  and  shunter  Penketh  in  attendance.  On  arrival  at  the  latter  place 
some  shunting  had  to  be  performed,  and  Gamer  instructed  Penketh  to  detach  the  three 
leading  trucks,  so  that  they  might  be  placed  in  the  "  wall  "  siding,  at  the  same  time  telling 
Penketh  that  he  would  ride  down  on  the  waggons  to  set  the  points  for  a  subsequent 
shunt.  When  the  waggons  were  some  way  down  the  siding  Garner,  who  was  sitting  on 
the  edge  of  the  leading  truck,  shouted  to  a  platelayer  to  set  the  points,  and  it  is  assumed 
that  when  attempting  to  jmnp  from  the  waggon,  which  was  still  moving,  he  stumbled, 
and,  falling  with  his  legs  across  the  rails,  was  run  over  by  the  following  waggons,  and 
fiitally  injured. 

It  was  unnecessary  for  Garner  to  ride  on  the  waggons  while  they  were  being  shunted, 
and  he  displayed  a  want  of  caution  in  so  doing.  However,  I  think  the  mishap  may  be 
classed  as  accidental. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sit,  19th  July,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
iU5Cordance  with  the  Order  of  July  3rd,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  June  loth,  between  Tebay  and  Oxenholme,  on 
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the  London  and  North- Western    Railway,    whereby  labourer    Houghton    Hodson    was 
injured. 

Hodson  was  one  of  a  gang  of  1 7  men  in  the  telegraph  department,  who  were  engaged 
in  depositing  telegraph  poles  and  fittings  on  the  line  for  renewal  purposes.     The  train 
fix)m  which  the  poles,  &c.,  were  deposited  consisted  of  19  waggons,  and  was  travelling  on 
the  up  line,  but  in  the  wrong  direction,  single-line  working  being  in  force.     It  was 
necessary  to  deposit  a  26-ft  pole  at  a  point  about  50  yards  north  of  Dillicar  old  signal 
box.     One  load  of  26-ft.  poles  was  being  conveyed  on  a  pair  of  bolster  waggons,  and 
Hodson   and  a  wireman  named  Joseph  Derbyshire  were  at  the  south  end  of  this  load.  • 
Another  wireman  named  Alexander  Ramsay  was  at  the  north  end  of  the  load.     The' 
weather  was  wet  and  stormy,  and  the  polos  were  greasy,  and  Ramsay,  who  -was  holding 
the  thick  end  of  the  pole  in  question,  allowed  it  to  fall  from  the  truck  before  Hodson  and. 
Derbyshire  had  lifted  the  other  end  over  the  pin  at  the  end  of  the  bolster.     The  train  wns 
travelling  about  three  miles  an  hour,  and  the  thick  end  of  the  pole  caught  against  a- 
sleeper,  with  the  result  that  the  other  end  was  drawn  across  the  top  of  the  trucks  by  the 
bolster  pin.     Derbyshire  was  standing  on  the  near  buffer  of  the  rear  truck,  and  escaped 
injury,  but  Hodson,  who  had  been  standing  on  the  poles,  was  knocked  off  on  to  the  line, 
his  right  leg  being  broken.  • 

It  is  visual  to  load  these  26-ft.  poles  on  three  low-sided  waggons,  and  in  that  case  there 
is  plenty  of  room  for  the  men  to  stand  on  the  floor  of  the  waggons  at  either  end  of  the- 
poles.  The  total  length  of  waggon  floor  with  a  pair  of  bolster  waggons  is  only  about 
27  feet  3  inches,  and  1  do  not  consider  that  it  is  a  safe  practice  to  unload  26-ft.  poles  from 
a  pair  of  such  waggons  when  in  motion. 

It  is  to  be  hoped  that  instructions  will  be  issued  that  only  such  vehicles  are  to  be. 
used  for  this  purpose  as  will  give  a  suflicient  margin  of  standing  room  at  either  end  for  the 
men  to.  perform  the  work  efiiciently  and  safely. 

I  have,  &c., 

J.  H.  Abmytagk. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  SOUTH-WESTERN   RAILWAY. 

Railway  Department,  Board  of  Trade, 
1 ,  Whitehall,  London,  S. W., 
Sir,  12th  June,  1902. 

I  HAVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
acc(trdance  with  the  Order  of  May  28th,  the  result  of  my  inquiry  into  the  causes  of  the 
fatal  accident  which  occurred  on  the  11th  May  to  labourer  A.  Turner,  .at  Claphana 
Junction,  on  the  London  and  South- Western  Railway. 

Turner  was  engaged  fixing  a  cable  to  a  telegraph-post  close  to  an  overbridge  which 
is  being  renewed  ^in  connection  with  some  extensions  to  the  station  at  Cl^pham 
Junction.  While  ne  was  so  employed  a  travelling  crane  was  run  on  the  up  local  line 
beneath  the  bridge,  but  the  jib,  not  having  been  lowered  sufficiently,  came  against  the 
outer  girder,  which  was  9  inches  lower  than  the  other  girders,  and  displacing  it  from  the 
bed-stones  it  fell  and  crushed  Turner  against  the  pole,  his  injuries  being  so  serious  that 
he  died  shortly  afterwards. 

The  crane  was  being  used  to  transfer  some  bed-plates  from  the  carriage  sidings,  under 
the  personal  direction  of  Mr.  Hunt,  the  sub-contractor  performing  the  work,  and  who  had 
entire  control  of  the  line  on  which  it  was  working.  It  is  to  be  regretted  that  more  care 
was  not  taken  to  see  that  the  jib  would  clear  before  taking  the  crane  below  the  bridge,  and 
to  this  omission  the  accident  must  be  attributed. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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LONDON   AND    SOUTH-WESTERN    RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  25th  June  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  June  13th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  23rd*  at  Eastleigh,  on  the  London  and 
South- Western  Railway,  whereby  goods  guard  George  Holloway  was  fatally  injured. 

Holloway  was  guard  of  the  6.55  a.m.  goods  train  from  Eastlei^^h  to  Petersfield. 
While  his  train  was  being  made  up  at  the  south  end  of  the  yard  he  was  walking  between 
the  "  straight "  road  and  No.  8  road.     A  loaded  high  side  waggon  was  shunted  off  the  yard 

filot  engine  by  second  shunter  Frederick  Doling,  who  shouted  to  assistant  shunter 
'rancis  Earley  to  turn  the  waggon  into  No.  9  road.  Earley,  who  was  standing  by  the 
points,  was  under  the  impression  that  the  points  were  set  for  No.  9  road  so  he  did  not 
alter  them.  The  points,  however,  were  set  for  No.  8  road,  and  the  waggon  travelled 
down  that  road  and  struck  Holloway,  knocking  him  down.  The  waggon  wheels  passed 
over  his  legs,  causing  fatal  injuries.  It  is  possible  that  Holloway  heard  Doling  call  out 
"  No.  9  road,"  and  consequently  imagined  that  he  would  be  in  no  danger  while  standing 
foul  of  No.  8  road.  Holloway,  however,  was  about  20  yards  further  from  Doling  than 
Earley  was,  and  a  goods  train  was  running  into  the  yard  at  the  time  of  the  mishap. 

in  the  absence  of  any  direct  evidence  on  the  point,  I  consider  that  the  accident  may 
be  attributed  to  misadventure. 

I  have,  &c., 

J.  H.  Abmytage. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON,  TILBURY,  AND  SOUTHEND  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  12th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  May  1st,  the  result  of  my  inquiry  into  the  causes  of  the 
festal  accident  which  occurred  on  the  17th  April  to  permanent- way  labourer  William 
Halls,  between  Tilbury  Docks  Station  and  Grays  Station,  on  the  London,  Tilbury,  and 
Southend  Railway. 

Halls  was  attached  to  a  repairing  gang  which  consisted  of  a  ganger  and  three 
labourers,  and  as  Halls  was  second  man  he  took  charge  during  the  ganger's  absence. 
On  the  morning  in  question  at  6.10  a.m.  Halls  and  Rayner,  without  the  ganger's 
knowledge,  commenced  to  open  out  the  up  main  line,  about  120  yards  beyond  the  distant 
signal  for  Tilbury  Docks  Junction,  the  ganger,  H.  Houghton,  being  absent  examining 
his  length,  and  the  other  labourer  some  distance  away  obtaining  tools  to  perform  the 
work.  The  morning  was  foggy,  and  particularly  so  at  the  place  where  the  accident 
occurred,  but  it  was  not  sufficiently  dense  at  Tilbury  Docks  Station  to  require  the 
services  of  fog  signalmen. 

At  6.20  a.m.,  while  Rayner  and  Halls  were  at  work,  the  former  happened  to  look  up 
and  saw  an  engine  approaching  when  it  was  only  10  yards  distant  from  him,  and  he 
jumped  clear,  but  Halls,  who  was  facing  the  other  way,  failed  to  notice  it,  and  was  knocked 
down  and  run  over  with  subsequent  fatal  results. 

The  accident  may  be  attributed  to  misadventure,  but  at  the  same  time  the  deceased 
man,  who  was  in  charge  at  the  time,  displayed  a  lack  of  judgment  in  failing  to  appreciate 
the  danger  of  working  while  such  conditions  prevailed,  as  he  had  not  even  taken  the 
precaution  to  station  a  look-out  man  as  a  means  of  protection. 

In  view  of  the  unfortunate  occurrence  and  the  circumstances  connected  with  it,  the 
Company  might  draw  the  attention  of  the  men  in  charge  of  such  operations  to  the  danger 
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of  performing  such  work  when  a  view  of  approaching  trains  is  in  any  way  obscured 
through  a  similar  cause,  and  the  necessity  for  strictly  complying  with  the  regulations, 
should  occasions  arise  when  work  has  to  be  undertaken  under  such  conditions. 

I  have,  i&c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON,  TILBURY  AND  SOUTHEND  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  .  31st  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  May  22nd,  the  result  of  my  inquiry  into  the  causes  of  the 
fatal  accident  which  occurred  on  the  3rd  May  to  permanent-way  labourer  Robert 
Robertson,  between  East  Ham  and  Barking  Stations,  on  the  London,  Tilbury  and 
Southend  Railway. 

Robertson  was  working  with  a  gang  of  men  who  were  discharging  ballast  from  a 
ballast  train  on  the  down  main  line,  and  during  the  work  it  was  necessary  to  move  the 
train  forward  a  short  distance. 

Before  this  was  done  ganger  Clark,  who  was  in  charge,  gave  warning  to  the  men, 
and  when  he  was  satisfied  that  they  had  all  ceased  working  he  instructed  the  driver  to 
go  ahead.  During  the  movement  of  the  trucks  Robertson,  who  was  standing  in  one  of 
the  waggons  leaning  on  his  shovel,  slipped,  and  falling  from  the  truck  was  run  over 
by  the  two  following  waggons,  and  sustained  injuries  which  proved  fittal. 

As  due  warning  was  given,  and  Robertson  was  aware  of  what  was  taking  place,  the 
mishap  may  be  classed  as  accidental. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade.   • 


MANCHESTER  AND  MILFORD  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  11th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  26th  July,  the  result  of  my  inquiry  into  the  causes 
of  the  &tal  accident  which  occurred  on  the  25th  June  to  Evan  Evans,  between 
Trawscoed  and  Llanilar,  on  the  Manchester  and  Milford  Railway. 

Some  cattle  had  broken  through  the  fencing  between  Trawscoed  and  Llanilar,  and 
Evans,  who  was  in  charge  of  the  section  as  ganger,  loaded  up  a  lorry  with  timber  and 
tools  at  the  latter  station  for  the  purpose  of  repairing  the  breach. 

He  left  Llanilar  with  the  lorry  at  10  a.m.,  one  of  his  gang  accompanying  him. 
After  completing  the  work  the  return  journey  was  commenced  about  11.30  a.m.,  both 
men  riding  on  the  lorry.  When  approaching  the  Mill  curve  the  ballast  train  engine 
was  sighted  about  250  yards  ahead,  and  the  lorry  was  brought  to  rest  and  the  fi^me 
removed,  but  when  attempting  to  lift  the  wheels  from  the  rails  the  engine  buffer  struck 
Evans,  and  he  was  injured  to  such  an  extent  that  he  died  shortly  afterwards. 

No  steps  were  token  to  protect  the  lorry,  in  acccordance  with  Rule  248a,  nor  had 
Evans  even  token  the  precaution  to  advise  the  signalman  at  Llanilar  before  leaving, 
therefore  the  accident  must  be  attributed  to  the  deceased  man's  own  negligence. 

I  understand  that  it  is  customary  to  employ  flagmen,  but  in  this  instance  the 
services  of  men  to  act  in  this  capacity  could  not  be  obteined  owing  to  the  fiact  that  they 
were  employed  with  the  ballast  gang. 
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It  is  very  essential  that   the  rules  laid  down  for  the  protection   of   platelayern 
lorries  should  be  strictly  adhered  to,  and  in  view  of  the  circumstances  connected  with 
this    accident  I  would  suggest  that  the  Company  should   impress  their  gangers   and 
leading  men  with  the  necessity  for  invariably  complying  with  such  instructions,  arid 
provide  them  with  the  necessary  men  to  do  so. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND    RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  •  6th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
^MXJordance  with  the  Order  of  April  24th,  the  result  of  my  inquiry  into  the  causes  of 
the  accident  which  occurred  on  the  1st  April  to  goods  guard  H.  J.  Bailey,  at  Luffenham, 
on  the  Midland  Railway. 

Bailey  was  working  as  under  guard  with  the  7.30  a.m.  goods  train,  Toton  to 
Peterborough,  and  during  shunting  operations  at  Luffenham,  about  2.36  p.m.,  when  he 
was  running  beside  a  number  of  waggons  for  the  purpose  of  applying  the  brakes,  he 
<»ught  his  foot  against  some  point  rod  angle  connections,  and,  fiiUing,  sustained  con- 
siderable injury. 

The  point  rodding  and  connections  mentioned  are  placed  in  the  six-foot  way 
between  the  up  and  down  main  lines,  where  it  is  seldom  necessary  for  men  to  pass  when 
'<K)nducting  shunting  operations,  and  although  the  accident  was  primarily  due  to  the 
obstruction  caused  by  their  presence  yet  it  was  unwise  for  Bailey  to  take  such  a  path 
when  he  could  have  performed  the  work  equally  as  well  and  with  less  danger  from  the 
other  side,  where  the  way  is  clear.  However,  to  prevent  the  possibility  of  accidents 
occurring  from  the  same  cause  in  future,  the  Company  might  consider  the  advisability  of 
covering  in  the  rodding  so  that  it  may  form  as  little  obstruction  as  possible. 

I  have,  &c., 

John  P.  S.  Main. 
.The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  23rd  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  April  16  th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  April  2nd,  at  Sheffield,  on  the  Midland  Railway, 
whereby  platelayer  Fred.  Tomlinson  was  fetally  injured. 

About  10.15  a.m.  Tomlinson  was  engaged  in  packing  the  road  at  the  points  which 
lead  from  the  Queen's  Road  yard  to  the  down  main  line.  The  ganger,  Henry  Hill,  and 
two  other  platelayers  were  working  at  the  same  spot.  The  9.10  a.m.  down  passenger 
train  from  Nottingham  to  Sheffield,  and  the  8.50  a.m.  up  passenger  train  from  Leeds  to 
Derby,  were  approaching  at  the  same  time.  Warning  was  given  by  the  ganger  in  ample 
time  for  the  men  to  step  clear  of  both  main  lines,  but  Tomlinson  turned  ^ck  into  the 
six-foot  way  just  as  the  trains  were  approaching.  He  was  struck  by  the  footboards  of 
che  down  train  and  received  injuries  which  proved  to  be  fatal. 

On  previous  occasions  Tomlinson  had  been  warned  of  the  importance  of  strictly 
adhering  to  Rule  273a  of  the  Railway  Clearing  House  Rule  Book,  and  he  alone  was  to 
blame  for  neglecting  to  carry  out  the  rule  in  this  case. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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MIDLAND  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Wnitehall,  London,  S.W., 
Sir,  10th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  April  24th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  April  4th,  at  Walsall,  on  the  Midland  Railway, 
whereby  fireman  Charles  H.  Bourne  was  injured. 

Bourne  was  a  fireman  on  a  tank  engine  which  was  standing  over  the  ashpit  in  the 
locomotive  yard  about  8.50  p.m.  While  he  was  in  the  pit  raking  out  the  ash-pan  a 
tender  engine  was  set  back  into  the  ash-pit  road,  and  was  brought  to  a  stand  about  a  yard 
fi:^m  the  tank  engine.  The  driver  of  the  tender  engine,  William  Wakelin,  noticed  that 
his  engine  was  not  quite  clear  of  the  points  leading  to  the  coal  stage  road,  but  thought 
that  he  could  set  back  sufficiently  to  clear  the  points  without  moving  the  tank  engine. 
As  he  did  so  Bourne  was  climbing  out  of  the  pit  between  the  two  engines,  and  his  left 
arm  was  crushed  between  the  buffers.  The  tank  engine  was  not  moved  at  all,  but 
I  consider  that  W^akelin  would  have  acted  more  wisely  if  he  had  satisfied  himself  as  to 
Bourne's  position  before  setting  back.  On  the  other  hand  Bourne  displayed  a  want  of 
caution  in  climbing  out  of  the  pit  between  the  buffers  of  the  two  engines. 


I  have,  &c., 

J.  H.  Aemytage, 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND   RAILWAY. 


Railway  Department,  Board  of  Trade;. 
1,  Whitehall,  London,  S.W., 
Sir,  12th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  April  24th,  the  result  of  my  inquiry  into  the  causes  of 
the  fatal  accident  which  occurred  on  the  8th  April  to  permanent-way  labourer  J.  E.  Hill, 
in  Corby  tunnel,  near  Weldon  and  Corby,  on  the  Midland  Railway. 

.  Hill  was  engaged  with  a  number  of  other  men  ballasting  the  up  main  line  which 
had  recently  been  relaid  through  Corby  tunnel.  About  SAb  p.m.  warning  was  given 
that  a  ballast  train  was  approaching  on  the  up  line,  and  all  the  men  stood  clear.  Hill  with 
others  crossing  the  down  line  and  taking  up  a  position  between  that  line  and  the  wall  of 
the  tunnel  where  there  was  a  clearance  of  4  feet  4  inches.  Immediately  the  ballast 
train  had  passed  warning  was  received  that  an  express  train  was  approaching  on  the  down 
line,  and  the  ganger  advised  the  men  to  remain  in  the  positions  they  were  occupying* 
After  the  train  had  passed  it  was  found  that  Hill  had  been  struck  by  the  train  and 
instantly  killed.  He  cannot,  therefore,  have  been  standing  sufficiently  clear,  and  as  every 
precaution  seems  to  have  been  taken  to  protect  the  men  in  accordance  with  the  regulations- 
the  mishap  may  be  attributed  to  misadventure. 

Hill  had  only  been  in  the  service  a  month  and  engaged  in  Corby  tunnel  for  three 
weeks  of  that  time,  consequently  he  must  have  been  somewhat  inexperienced.  As  the 
danger  of  working  in  tunnels  where  trains  are  constantly  passing  is  very  great,  I  would 
suggest  that  the  Company  should  consider  the  advisability  of  only  employing  thoroughly 
experienced  men  for  such  duties  in  future. 

I  have,  &c., 

John  P.  S.  Main.- 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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MIDLA.ND  RAILWAY. 

Railway  Department,  Board  oi  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  13th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  April  30th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  April  12th,  at  Derby,  on  the  Midland  Railway, 
whereby  engine-cleaner  Walter  Payne  was  injured. 

Payne  was  one  of  a  gang  of  five  cleaners,  cleaner  Samuel  Bull  being  in  charge. 

About  10  p.m.  they  were  cleaning  a  six-wheels-coupled  tank  engine  which  was 
standing  in  what  is  known  as  Pickerings  pit  road.  The  engine  was  only  just  clear  of  the 
coal  stage  road,  which  is  used  as  a  running  line.  The  cleaners  failed  to  observe  the 
approach  of  an  engine  on  the  latter  road,  and  Bull  was  struck  by  the  side  rod.  He  was 
not  seriously  injured,  but  he  fell  against  Payne,  whose  side  was  bruised  against  the 
framing  of  the  tank  engine. 

I  consider  that  the  accident  was  due  to  the  close  proximity  of  the  tank  engine  to  the 
coal  stage  road.  Assistant-foreman  cleaner  Albert  Loom  was  aware  of  the  position  of 
the  tank  engine,  and  should  not  have  permitted  the  cleaners  to  work  at  an  engine  so  close 
to  a  running  line  without  taking  special  precautions  for  their  safety. 

I  have,  &c.. 
The  Assistant  Secretary,  J.  H.  Armytage. 

Railway  Department,  Board  of  Trade, 


MIDLAND  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  13th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  April  30th,  I  have  held  ao  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  April  13th,  at  Leicester,  on  the  Midland  Railway, 
whereby  tuber  Joshua  C.  Leslie  was  injured. 

In  order  to  replace  the  lead  plug  in  an  engine  which  was  standing  in  the  "  long  coal 
road,"  outside  No.  2  shed,  Leslie  had  taken  out  the  top  wash-out  plug,  which  is  about  an 
inch  below  the  level  of  the  fire  box  crowm.  The  lead  plug  had  been  removed,  and  Leslie's 
mate  was  inside  the  fire-box  tapping  the  plug-hole.  Leslie  was  standing  on  the  foot-plate 
about  1.30  a.m.,  when  the  engine  was  moved  by  other  engines  which  were  brought  into 
the  road  by  shedman  Thomas  Sharp.  The  movement  caused  some  of  the  hot  water  to 
escape  by  the  wash-out  plug-hole,  and  Leslie's  right  arm  was  scalded. 

I  consider  that  the  accidejit  was  mainly  due  to  the  fact  that  liCslie  neglected  to  put  a 
red  light  on  the  engine  as  an  indication  that  it  was  not  to  be  moved.  Further,  the  boiler 
should  have  been  entirely  emptied  by  Ihe  boiler  washer  before  Leslie  commenced  to  renew 
the  lead  plug.  Although  the  use  of  red  flags  and  lamps  as  a  protection  was  apparently 
understood  by  Leslie  there  are  no  written  or  printed  instructions  as  to  their  use,  and  I 
<5onsider  that  the  issue  of  definite  instructions  on  the  point  would  be  of  advantage. 

I  have,  &c., 

J.  H.  Aemttage, 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1 ,  Whitehall,  London,  S. W., 
Sir,  26th  April,  1902.^ 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  April  1 6th,  I  have  held  an  inquiry  into  the  circumstances 
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attending  the  accident  which  occurred  on  April  2nd,  at  Cowlairs,  on  the  North  British 
Railway,  whereby  coupling  cleaner  Francis  Teague  was  &tally  injured. 

About  3.30  p.m.  Teague  attempted  to  pass  between  two  coaches  standing  in  No.  ] 
rood  of  the  up  carriage  sidings.  Teague  had  no  work  to  perform  in  these  sidings,  which 
are  used  for  storage  purposes  only.  The  coaches  in  question  were  standing  about  a  yard 
apart,  and  just  as  Teague  was  passing  between  the  buffers  they  were  closed  up,  owing  to 
another  coach  being  shunted  into  the  road  by  goods  guard  John  Kennedy,  who  was 
acting  as  carriage  shunter.  Teague  was  crushed  across  the  chest  by  the  buffers,  and  he 
died  shortly  afterwards.  Carriage  cleaner  James  McLeod  was  walking  in  the  six-foot  way, 
on  the  far  side  of  No.  1  road,  and  states  that  he  warned  Teague  not  to  pass  between  the 
vehicles,  but  without  pffect. 

The  accident  must  be  attributed  to  want  of  caution  on  the  part  of  the  deceased. 

,    I  have,  &c., 

J.  H.  Aemytage. 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  30th  April,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  April  16th,  I  have  held  an  inquirv  into  the  circumstances 
attending  the  accident  which  occurred  on  April  5th,  at  St  Margaret's,  on  the  North 
British  Railway,  whereby  surfaceman  Philip  Judge  was  fatally  injured. 

About  6.50  a.m.  Judge  was  engaged  in  oiling  the  points  in  St.  Margaret's  locomotive 
yard.  A  six-wheels-coupled  tender  engine  was  standing  on  the  road  leading  to  the  points 
where  Judge  was  working,  and  about  25  yards  from  them.  Engine  turner  John  McGechie 
was  instructed  to  take  his  engine  to  another  shed,  and  did  not  see  Judge  when  walkinj 
past  the  points  to  the  engine.  The  engine  was  running  tender  first,  and  McGechie  woul< 
not  have  been  able  to  see  Judge  from  the  footplate.  The  whistle  was  sounded  before  the 
engine  was  started,  and  after  the  engine  had  passed  the  points  Judge's  body  was  seen 
lying  across  the  rail  by  another  driver.  Nobody  actually  witnessed  the  accident,  and, 
under  the  circumstances,  I  consider  that  it  may  be  attributed  to  misadventure. 

Judge  had  been  three  months  in  the  service,  and  was  in  possession  of  a  rule  book, 
but  I  was  unable  to  ascertain  whether  he  was  properly  acquainted  with  the  rules. 

Both  James  Gow,  who  had  been  his  foreman  for  about  a  fortnight  before  the  accident, 
and  James  McNeill,  who  had  previously  been  foreman  of  the  gang,  admitted  that  they, 
personally,  were  not  well  acquainted  with  the  rules,  and  had  never  carried  out  the  latter 
part  of  Rule  241  of  the  Railway  Clearing  House  Rule  Book.  It  is  of  the  utmost 
importance  that  all  permanent- way  men  should  thoroughly  understand  the  rules  for  their 
own  protection,  and  it  is  to  be  hoped  that  the  Company  will  take  steps  to  prevent  such 
laxity  in  future. 

I  have,  &C., 

J.  H.  Aemytagk. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  28th  May,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  May  8th,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  19th  April  to  marshalman  H.  Walker,  at  Perth,  on 
the  North  British  Railway. 
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Walker  was  engaged  shunting  in  the  goods  yard,  and  at  3.15  a.m.,  when  20  trucks 
were  being  drawn  up  the  Straight  Road,  he  jumped  from  one  of  the  waggons,  on  which 
he  was  riding,  and  his  shunting  pole  cominff  in  contact  with  the  waggon,  caused  him  to 
stumble  and  fell  over  a  point  handle,  with  the  result  that  his  wrist  was  somewhat  injured. 

There  was  no  need  for  Walker  to  ride  on  the  waggon  in  such  a  manner,  nor  to  jump 
from  it  while  it  was  in  motion,  and,  therefore,  he  must  accept  the  consequences  of  his 
uncalled-for  action. 

The  lighting  of  the  yard  is  fer  from  being  satisfactory.  The  quality  of  the  light  is 
indifferent,  and  the  l^np  glasses  appear  to  be  seldom  cleaned.  As  regards  the  lighting, 
I  understand  that  the  Company  are  considering  the  advisability  of  installing  electric  light 
before  next  winter.  This  is  very  desirable,  and  it  is  to  be  hoped  that  a  fevourable  decision 
will  be  arrived  at  without  delay.  In  the  meantime,  steps  should  be  taken  to  keep  the 
present  lamps  in  a  thoroughly  clean,  and,  as  far  as  possible,  efficient  state. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  23rd  June,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  the  Order  of  May  8th,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  25th  April  to  goods  guard  John  Thomson,  at  Port 
Downie,  on  the  Camelon  Branch  of  the  North  British  Railway. 

The  Camelon  Branch  is  a  single  line  connection  with  a  falling  gradient  of  1  in  26 
leading  from  the  main  line  to  a  number  of  iron  works.  As  the  incline  is  so  severe,  the 
load  which  may  be  worked  down  the  branch  at  one  time  is  limited  to  a  certain  number  of 
trucks,  which  have  the  brakes  pinned  down,  and  in  many  cases  the  wheels  spragged.  It 
is  also  instructed  that  the  engine  must  be  in  front  when  a  brake  van  is  not  attached,  to 
prevent  the  waggons  from  breaking  loose.  At  the  foot  of  the  branch  where  the  sidings 
lead  to  the  different  works  it  is  customary,  owing  to  the  &ct  that  no  facilities  are 
provided  for  running-round  purposes,  to  bring  the  trains  to  a  stand  clear  of  the  points, 
and  after  detaching  the  engine,  which  is  run  ahead  into  a  siding,  the  waggons  are  allowed 
to  run  past  it  by  gravitation. 

This  had  been  done  on  the  occasion  in  question,  but  owing  to  some  grit  on  the  rails 
the  waggons,  two  of  which  were  spragged,  would  not  run  past  the  engine,  and  to  release 
the  spnigs  a  prop  was  used  between  the  engine  and  trucks.  The  prop,  however,  slipped 
as  Thomson  was  holding  it,  and  he  was  struck  on  the  shoulder  and  somewhat  injured. 

The  mishap  may  be  classed  as  accidental ;  at  the  same  time  the  method  of  working 
appears  to  be  attended  with  considerable  risk,  especially  as  I  understand  it  is  necessary  in 
many  instances  to  use  the  prop  for  a  similar  purpose. 

If  the  Company  cannot  provide  facilities  for  running  the  engines  round  the  waggons, 
I  consider  it  would  be  much  safer  to  attach  a  brake  van  to  the  rear  of  all  trains  on  the 
branch,  so  that  the  braking  power  would  be  controlled  by  hand,  and  applied  and  released 
from  the  van  as  occasion  arose,  by  which  the  use  of  the  prop  would  be  avoided,  and  the 
liability  of  accident  considerably  lessened. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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NORTH  BRITISH  RAILWAY. 

Railway  Depaitment,  Board  of  Trade, 
1,  Wnitehall,  London,  S.W., 
Sib,  20th  June,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  June  4th,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  5th  May  to  George  Scott,  at  Hawick,  on  the  North  British 
Railway. 

Scott  was  employed  by  Mr.  James  Bowie  a  local  blacksmith,  who  commissioned  him 
to  go  into  the  goods  yard  to  repair  a  waggon  belonging  to  Messrs.  Millar  and  Son,  coal 
merchants.  He  proceeded  to  do  so,  and  without  the  knoA^ledge  or  consent  of  the  railway 
officials  commenced  to  work  at  the  waggon,  which  was  standing  in  the  "  back  siding." 

Fourteen  waggons  were  standing  in  front  of  the  waggon  at  which  he  was  engaged, 
ajid  when  the  shunting  engine  with  fifteen  waggons  attached  was  brought  into  the  siding 
to  pick  up  the  leading  truck  the  waggons  were  moved  backwards,  and  Scott's  leg  was 
partially  run  over,  and  has  since  been  amputated. 

From  the  evidence  which  I  obtained  it  appears  that  it  has  not  been  an  uncommon 
practice  for  men  in  private  employment  to  perform  work  of  a  similar  description  in  the 
goods  yard  without  notifying  any  of  the  ofiicials,  and  evidently  without  taking  any  steps 
to  protect  themselves.  This  should  be  put  a  stop  to  at  once  as  it  is  highly  dangerous, 
and  private  owners  having  waggons  which  require  to  be  repaired  in  such  places  should 
be  advised  that  before  such  work  can  be  undertaken  consent  must  be  obtained  from  the 
person  in  responsible  charge,  who  should  see  that  all  proper  precautions  are  taken  to 
protect  the  men  so  working,  and  I  would  recommend  that  the  Company  should  adopt  this 
system  without  delay. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  13th  June,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  May  27th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  May  8th,  at  Balloch,  on  the  North  British 
Railway,  whereby  ballast  flagman  Robert  Irvine  was  injured. 

Irvine  was  flagman  for  a  ballast  train  which  had  been  working  on  the  Forth  and 
Clyde  single  line  branch,  and  which  was  about  to  run  from  the  Forth  and  Clyde  Junction 
to  Glasgow.  The  brake  was  left  on  the  branch  line  and  the  waggons  were  placed  in  the 
ballast  siding.  The  engine  was  attached  to  the  brake  in  which  Irvine  was  riding  when  it 
was  being  set  back  on  to  the  train.  In  order  to  uncouple  the  engine,  which  was  going  to 
*'  tow  "  the  train  out  of  the  siding,  Irvine  stood  on  the  buffer  casting  of  the  brake  and 
attempted  to  lift  the  coupling  with  his  right  hund.  When  the  brake  came  against  the 
waggons  his  left  foot  slipped  on  to  the  buffer  spindle  and  was  crushed  between  the  socket 
and  the  buffer  head. 

Irvine  was  supplied  with  a  coupling  pole,  and  the  accident  was  due  to  his  neglect  to 
use  it  in  this  case,  but  I  consider  that  the  ballast  guard,  William  Hay,  is  also  somewhat 
to  blame  for  permitting  Irvine  to  act  contrary  to  Rule  23a  of  the  Railway  Clearing  House 
Rule  Book. 

I  have,  &c., 

J.  H.  Abmytagb. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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NORTH-EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  2nd  June,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  May  21st,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  April  17th,  at  Newport  Bank,  on  the  North- 
Eastern  Railway,  whereby  greaser  Joseph  Bielby  was  fatally  injured. 

A  special  goods  train  from  Middlesbro'  to  Newport  had  been  pushed  up  the 
"  Stockton  Independent ''  road.  Almost  parallel  to  this  line  is  the  shunting  road,  and 
these  two  roads  converge  at  the  top  of  the  bank.  The  brake  van  was  left  above  the 
points  and  the  train  was  drawn  down  clear  of  the  points.  Bielby  finished  greasing 
the  train  about  12.10  a.m.  and  was  about  to  cross  the  shunting  road  on  his  way  to 
the  greaser's  cabin.  He  iGsiiled  to  notice  the  approach  of  the  brake  van  which  was  being 
run  down  the  shunting  road  by  gravity,  and  was  knocked  down  and  fatally  injured,  the 
wheels  of  the  van  passing  over  his  right  arm  and  right  leg. 

It  is  a  regular  practice  for  the  brake  vans  to  be  released  in  this  manner,  and  the 
accident  must  be  attributed  to  want  of  caution  on  the  part  of  Bielby. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  20th  Juue,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  June  4th,  the  result  of  my  inquiry  into  the  causes  of  the 
accident  which  occurred  on  the  10th  May  to  goods  guard  R.  Wright,  at  Seaton  Delaval, 
on  the  North-Eastem  Railway. 

Wright  was  working  as  assistant-guard  with  the  1.30  p.m.  goods  train,  Heaton  to 
Choppington,  and  on  arrival  at  Seaton  Delaval  it  was  necessary  to  attach  two  waggons 
which  were  standing  in  the  goods-siding  to  the  train. 

As  there  is  only  one  cross-over  road  between  the  main  lines  it  is  necessary  to  prop 
all  waggons  which  have  to  be  attached  to  down  trains  past  the  engine  unless  the  sidings 
belonging  to  the  Colliery  Company  are  clear  for  running-round  purposes,  and  as  they 
were  blocked  at  the  time  it  was  necessary  to  use  a  prop  between  the  engine  and  the  two 
waggons  in  this  case. 

Owing  to  the  cross-grain  of  the  wood  the  prop  broke  when  the  engine  came  against 
it,  and  striking  Wright,  who  was  holding  it  in  position,  he  was  somewhat  injured. 

The  accident  is  one  of  many  which  may  be  expected  to  occur  when  propping  has  to 
be  resorted  to,  and,  as  I  find  that  traffic  has  to  be  dealt  with  in  a  similar  manner  daily  at 
this  place,  I  would  recommend  that  another  cross-over  should  be  provided  so  that  the 
dangerous  practice  may  be  avoided,  and  especially  so  as  there  is  ample  accommodation  for 
such  a  connection. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


SOMERSET  AND  DORSET  JOINT  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  12th  May,  1902. 

I   HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  May  1st,  the  result  of  my  inquiry  into  the  causes  ol  the 
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accident  which  occurred  on  the  16th  April  to  fireman  J.  Cutler,  at  Blandford,  on  the 
Somerset  and  Dorset  Joint  Railway. 

After  the  arrival  of  the  4.30  p.m.  goods  train  at  Blandford  the  engine  was  taken 
into  the  goods  yard  for  shunting  purposes,  and  while  it  was  at  rest  for  a  few  moments 
Cutler  went  to  the  back  of  the  tender  to  obtain  some  food  from  one  of  the  tool  boxes*  As 
he  was  in  the  act  of  doing  so  a  signal  was  received  from  the  shunter  to  go  ahead,  and 
driver  Dutton  moved  the  engine  forward  ;  and  Cutler  in  returning  to  the  tootplatc  failed 
to  notice  a  loading  gauge,  with  which  he  came  in  contact,  and  he  was  thrown  down  and 
considerably  injurea. 

Dutton  should  not  have  moved  the  engine  while  his  fireman  was  in  such  a  position, 
therefore  I  consider  he  is  resix)nsible  for  the  accident.  It  is  only  fair  to  mention  that  the 
practice  is  by  no  means  uncommon,  and  to  prevent  as  far  as  possible  a  repetition  of  such 
an  occurrence  the  Company's  representatives  have  agreed  to  issue  a  warning  notice  to 
the  men. 

I  also  understand  that  steps  are  now  being  taken  to  alter  the  position  of  the  tool 
boxes  so  that  they  may  be  reached  from  the  footplate. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


WREXHAM,  MOLD  AND  CONNAH'S  QUAY  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  6th  May,  1902.  1 

I  HAVK  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  April  24th,  the  result  of  my  inquiry  into  the  causes  of  the 
£5ital  accident  which  occurred  on  the  9th  April  to  fireman  George  Roberts,  between 
Cefhyljedd  and  Frewd  Junction,  on  the  Wrexham,  Mold  and  Connah  s  Quay  Railway.  »i!S3 
As  the  6.52  a.m.  goods  train  from  Penyffordd  to  Wrexham  was  running  up  the 
gradient  between  Cefnybedd  and  Frewd  Junction  the  engine  wheels  commenced  to  slip 
owing  to  the  greasy  state  of  the  rails,  and  Roberts,  who  was  acting  as  fireman  with  the 
train,  stepped  off  the  engine,  evidently  with  the  intention  of  tapping  the  sand  pipe,  just 
as  the  6.55  a.m.  passenger  train  from  Wrexham  to  Buckley  was  passing,  with  the  result 
that  be  was  knocked  down  and  received  injuries  which  shortly  afterwards  proved  fiatal. 

Roberts  should  not  have  left  the  footplate  while  the  engine  was  in  motion  for  such  a 
purpose,  and  as  he  did  so  without  his  driver's  knowledge  the  accident  must  be  attributed 
to  the  deceased  man's  own  want  of  caution. 

I  have,  &c., 

John  P.  S,  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 

, t 

For  other  Reports  of  Inquiries  into  Accidents  which  have  occurred  during  the  six 

months,  see  [Cd.  1232]. 
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APPENDIX    C. 


REPORTS  OF  SUB-INSPEOTORS  A.  FORD  AND  J.  J.  HORNBY  ON  AOOIDSNTS 
TO  RAILWAY  SERVANTS  AND  OTHER  PERSONS  EUPLOYED  ON 
RAILWAY  PREMISES. 


Railway. 


Particulars  of  Accident,  &c. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


'R.4^00fnyn«ni^ft.fci^nft 


Babbt 


Date  of  Accident— 16th  May,  1902. 
Place  at  which  Accident  happened 
— Barry  Docks.  Name  of  Person 
killed— -John  Jenkins.  A  pre  of  Per- 
son killed — 24.  i;apacity  in  which 
employed  —  Tipper.  Number  of 
booked  workin^f  hours  per  diem — 13. 
How  long  on  duty  at  time  of  Acci- 
dent— 9.i  hours. 

Description  of  Accident  —  Jenkins 
and  two  other  men  named  W. 
Phillips  and  W.  Martin  were  em- 
ployed for  the  purpose  of  "  tipping  " 
coal  from  waggons  into  vessels  at 
the  No.  12  tip.  The  two  feeding 
sidings  are  on  a  slight  falling 
gradient,  so  that  after  the  waggons 
have  been  set  in  motion  by  capstan 
they  run  easily  to  the  position  re- 
quired. It  was  usual  for  one  man — 
Martin— to  attend  to  the  capstan, 
and  Jenkins  and  Phillips  to  work 
the  waggon  brakes.  At  about  2.30 
on  the  morning  in  question  it  was 
necessary  to  lower  nine  wagsrons 
towards  the  tip.  The  work  was 
gone  through  as  usual,  but  after 
the  waggons  had  been  brought  to  a 
stand  Phillips  observed  Jenkins 
lying  injured  by  the  side  of  the 
rail.  Jenkins  died  shortly  after- 
wards. 

Date  of  Accident— 30th  May,  1902. 
Place  at  which  Accident  happened 
— Barry  Docks.  Name  of  Person 
injured — Forbes  Mackenzie.  Age 
of  Person  in j  ured  ~  2 1 .  Capacity  in 
which  employed — Fireman.  Num- 
ber of  booked  working  hours  per 
diem — Uncertain.  How  long  on 
duty  at  time  of  Accident — 5  hours. 
Nature  of  injury— First  and  second 
fingers  of  right  hand  cut  off. 

Description  of  Accident — Maokeinzie 
and  engine  driver  Wm.  Slocombe 
were  working  with  tank  engine 
No.  100  in  what  is  known  as  the 
East  Dock  sidings.  In  consequence 
of  heavy  rain  the  bottom  of  the 
left  hand  trailing  sand  pipe  had 
become  blocked,  and  at  about 
9.30  p.m.,  during  the  time  the 
engine  was  standmg,  Slocombe  and 
Mackenzie  disoonnocted  and  cleared 
the  pipe,  but  before  doing  so,  to 
avoid  wasting  any  sand  (during 
the  necessary  testing  of  the  pipe 
under  attention)  from  the  opposite 
pipe,  Slocombe  put  in  some  cotton 
waste  from  the  bottom.  Immedi- 
ately they  had  again  connected  the 
left  pipe  a  starting  signal  was 
gfiven  by  the  shunters,  but  as  soon 
as  the  engine  had  been  set  in  motion, 
remembering  the  cotton  waste 
which  he  had  placed  in  the  right 
hand  pipe,  Slocombe  at  once  re- 
quested Mackenzie  to  get  off  the 
engine  and  try  to  remove  it  by 
tapping  the  pipe  with  a  spanner ; 
whilst  doing  that  Mackenzie  slipped, 
with  the  result  that  his  right  hand 
got  on  the  rail  and  the  two  fingers 
mentioned  were  run  over  and  cut 
off. 


In  thiE  case  there  is  no 
direct  evidence  to  show 
how  this  mishap  aocurred. 

Whilst  the  waggons  were 
being  lowered  towards  the 
tip  Phillips  saw  Jenkins 
attending  to  the  hand  brake 
of  the  second  waggon,  but 
after  the  mishap  it  was 
found  that  the  first  wag- 
gon had  been  uncoupled. 

From  this  I  am  inclined  to 
think  that  instead  of  using 
the  shunting  pole  for  un- 
coupling, even  whilst  the 
waggons  were  in  motion. 
JeiSdns  went  between 
them,  and  after  detaching 
the  first  waggon  by  hand, 
when  returning  to  the  side 
of  the  waggon  he  was 
crushed  between  the  buff- 


ers. 


A.  F. 


In  this  case  the  mishap  oc- 
curred whilst  Mackenzie 
was  trying  to  comply  with 
instructions  of  the  engine 
driver  W.  Slocombe,  which 
in  my  opinion,  and  as  ad- 
mitted by  Slocombe,  should 
not  have  been  given  during 
the  time  the  engine  was  in 
motion . 

A.  P. 
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BBPORTS  OF  SUB-INSPBCTORS  OF  RAILWAYS  ON  ACCIDENTS— (^on^intl^. 


RaAwftj. 


Partionlars  of  Accident,  kc. 


Conclusions  of  the  Snb- 

Inspeotor  as  to  the  causes 

of  the  Accident. 


Oalbdohian 


Ikate  of  Accident— 5th  April,  1902. 
Place  at  which  Accident  happened 
—  Bridgeton  Bank  Marshalling 
Sidings.  Name  of  Person  injured — 
Samuel  Ferguson.  Age  of  Person 
injured — :;2.  Capadt}'  in  which 
employed  —  Spare  brakesman. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident — 5f  hours. 
Nature  of  Injury — Left  knee  cut. 

I>escription  of  Accident — Ferguson 
had  worked  in  charg^e  of  the  8  a.m. 
mineral  train  from  St.  RoUoz  to 
Bridgeton  Bank, and  when  shunting 
his  brake  van  into  No.  5  siding  in 
connection  with  the  forming  of  his 
return  train,  and  whilst  running 
alongside  the  moving  van  for  un- 
coupling purposes,  he  momentarily 
forgot  the  position  of  the  No.  5 
hand  point  lever,  and  colliding 
with  the  same,  he  fell  on  the  lever 
and  frame  and  received  injuries  as 
stated  above. 

Date  of  Accident— 24th  April,  1902. 
Place  at  which  Accident  happened 
— Roes  Junction.  Name  of  Person 
injured— Peter  Patullo.  .Age  of 
Person  injured — 81.  Capacity  in 
which  employed — Waggon  ezami- 
ner.  Number  of  bool^  working 
hours  per  diem — 12,  with  2  hours 
off  for  meals.  Hew  long  on  duty 
at  time  of  Accident — 5  hours. 
Nature  of  Injury — Right  toes  in- 
jured. 

Description  of  Accident — At  Roes 
Junction  a  number  of  waggons 
from  Ross  Colliery  were  pla<»d  at 
the  south  end  of  the  sidings  from 
which  point  they  were  run  by 
gravitation  into  other  sidings  for 
marshalling  purposes.  While  this 
was  being  done  Patullo  observed 
that  the  pin  at  one  side  of  the  end 
door  of  a  waggon  was  not  secured. 
To  get  the  pin  in  position  he, 
while  the  wagsrons  were  as  far 
apart  as  the  couplings  would  permit, 
placed  one  end  of  a  sprag  against 
the  door  and  the  other  end  against 
the  end  of  the  adjoining  waggon,  so 
that  when  the  vehicles  came  to- 
gether the  end  door  would  be  forced 
in  position.  After  this  was  done 
Patullo  climbed  upon  the  buffers 
of  the  vehicles  to  adjust  some  large 
pieces  of  coal  which  he  had  removed 
from  the  end  of  the  waggon  to 
permit  of  the  door  being  cloeed, 
and  while  stepping  from  the  vehicle 
to  the  ground  his  right  foot  was 
caught  between  that  vehicle  and 
the  adjoining  one  and  so  injured 
as  to  cause  him  to  be  off  duty  14 
days. 

Date  of  Accident  — 3rd  May,  1902. 
Place  at  which  Accident  happened 
— ^Whifflet.  Name  of  Person  in  j  ured 
— ^Alexander  Pirie.  Age  of  Person 
injured— 17.  Mature  of  Injury — 
Both  arms  run  over  necessitating 
amputation. 

Description  of  Accident — Pirie  was 
employed  as  a  clerk  or  number 
taker  at  Whifflet  by  the  Railway 
Clearing  House.  On  the  2nd  May 
he  went  on  duty  at  6  p.m.,  for  13 
hours,  but  at  about  1.30  the  follow- 
ing morning  he  fell  with  both 
arms  across  a  rail  in  front  of  the 
rear  wheel  of  a  waggon  in  motion. 

No  one  witnessed  the  mishap,  but 
from  his  own  evidence,  as  well  as 


Reoommendationa. 


In  this  case,  seeing  that 
Ferguson  had  only  just 
previously  left  the  hknd 
points,  I  am  inclined  to 
think  that  he  was  not  as 
careful  as  he  might  have 
been,  but  at  the  same  time 

1  am  strongly  of  opinion 
that  the  primary  cause  of 
this  mishap,  which  might 
have  been  far  more  serious, 
was  the  position  of  the 
lever  in  question,  for  al- 
though between  the  No.  5 
siding  and  the  next  adjoin- 
ing loop  line  there  is  a 
space  of  16  feet,  the  lever 
over  which  Ferguson 
stumbled  is  fixed  within 

2  feet  9  inches  of  the  rail, 
and  so  forms  an  unneces- 
sary dangerous  obstruction 
in  the  path  the  men  have 
to  use. 


In  this  case  Patullo  disre- 
garded his  instructions, 
which  are  that  *'when  a 
"  waggon  arrives  in  the 
'*  sidings  with  the  end  door 
"  not  properly  secured  or 
"  in  any  other  way  defec- 
'*  tive  he  must  label  the 
"  vehicle  for  the  siding 
**  set  apart  for  the  purpose 
"  of  making  good  the 
"  defects." 

He  neglected  to  do  this,  and 
also  to  inform  any  of 
the  shunters  what  he  was 
about  to  do,  although  he 
fully  admits  that  he  knew 
shunting  operations  were 
being  performed,  and 
therefore  he  is  alone  to 
blame  for  the  accident. 

J.  J.  H. 


In  this  case,  although  the 
accident  may  be  consid- 
ered as  being  due  to  mis- 
adventure on  the  part  of 
the  injured  youth,  I  am 
strongly  of  opinion  that 
had  tiie  exchange  sidings 
been  properly  Hghted  in 
accordBnoe  with  the  recom- 
mendation in  my  report 
R.  1632,  1901,  respecting 
the  fatal  accident  which 
occurred  on  24th  January, 
1901,  to  R.  S.  Bowie,  who 
was  also  a  Railway  Clear- 
house  clerk,  Pirie  would 
would  have  seen  the  posi- 
tion of  the  moving  wag- 


For  future  safety  I  reoom- 
mend  that  the  point  lever 
over  which  Fergpison  fell, 
and  others  in  a  similar 
position  in  the  same  mar- 
shalling sidingrg,  should  bo 
set  well  back  from  the  rails, 
besides  which,  I  suggest 
that  when  this  is  done  the 
point  rods  should  be  pro- 
tected with  side  timbers 
similar  to  the  now  almost 
general  practice  on  some  of 
tJie  English  railways. 

A.  P. 


I  was  informed  by  the  Com- 
pany's representative,  who 
attended  my  inquiry,  that 
the  question  of  lighting 
these  sidings  is  being 
jointly  considered  by  the 
two  Companies  concerned, 
but  for  iba  safety  of  the 
staff  employed  there  I  re- 
commend tibat  not  only 
should  an  early  decision  be 
come  to,  but  that  the  work 
should  be  completed  as  soon 
as  possible. 

A.F. 
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RBSPORTS  OP  SUB-INSPECTORS  OP  RAILWAYS  ON  ACCIDBNTS — Continued. 


Railway. 


Particulars  of  Accident,  &c. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


ReoommendAtiona. 


OALBDONIAH— «0ll<. 


from  information  jriven  by  the 
yardsman  on  duty,  it  appears  that 
on  arrival  of  an  up  goods  train  at 
about  1.30  a.m.  there  were  six 
waggons  to  detach  and  ten  to  at- 
•^kcn.  After  the  latter  had  been 
placed  on  the  train  the  six  wag- 
gons were  propelled  into  the  shunt- 
ing nec^j  from  which,  by  gravita- 
tion, they  were  run  into  the  No.  2 
exchange  siding.  Whilst  the  last 
shunt  was  being  made  Pine 
hurried  from  the  Railway  Clear- 
ing House  cabin,  whish  is  situated 
between  the  Caledonian  Company's 
goods  line  and  the  No.  1  exchaiu^e 
siding,  about  80  yards  south  of  the 
shunting  neck,  expecting  from  the 
movements  of  the  engine  which  he 
had  heard  whilst  in  the  cabin  that 
the  waggons  had  by  then  been 
placed  in  the  No.  2  siding,  but  as 
he  was  crossing  that  siding  he  saw 
that  the  waggons  were  only  just 
then  running  in,  and  for  his  own 
safety 'he  made  a  speciaJ  effort  to 
get  clear  and  did  so,  hot  unfortun- 
ately he  stepped  on  a  sprag  that 
was  lying  between  the  No.  2  and 
No.  3  lines,  and  the  sprag  moving 
outwards,  caused  him  to  fall  back- 
wards on  to  the  side  of  the  first 
waggon  and  from  there  to  the 
ballast,  during  which  his  arms  got 
across  the  rail  in  front  of  the  rear 
wheel,  with  the  result  stated  above. 


Date  of  Accident— 26th  May,  19^)2. 
Place  at  which  Accident  happened 
— Colville's  Siding,  near  Fleming- 
ton.  Name  of  Person  injured — 
Martin  Glancy.  Age  of  person  in- 
jured— 22.  Capacity  in  which  em- 
ployed— Brakesman.  Number  of 
booked  working  hours  per  diem — 
12.  How  long  on  duty  at  time  of 
Accident  —  2  hours  20  minutes. 
Nature  of  Injury — Left  side,  knee, 
and  arm  injured. 

Description  of  Accident — Gluncy  was 
working  with  an  engine  which  was 
chiefly  engaged  shunting  in  the 
various  sidings  in  and  about  Messrs. 
Colville  and  Company's  steel  works. 
While  in  the  act  of  throwing  over 
the  lever  of  a  pair  of  tumbler  points 
for  the  shunting  engine  to  be  taken 
from  the  shunting  neck  to  what  is 
known  as  ''  Colville's  Bank  siding," 
the  end  of  his  coupling  pole,  which 
was  on  his  shoulder,  was  struck  by 
the  engine  of  the  11.33  a.m.  pas- 
senger train  from  Glasgow  to  New- 
mains,  causing  him  to  lose  his 
balance  and  £ll  towards  the  rear 
of  the  engine  by  which  he  was 
struck  and  thrown  against  the  foot- 
board of  the  leading  vehicle,  with 
the  result  that  he  was  so  injured 
that  he  was  still  off  duty  when  the 
inquiry  was  made. 


Date  of  Accident — 3rd  June,  1902. 
Place  at  which  Accident  happened 
— ^Awe  Crossing  (between  Loch  Awe 
and  Tayneult).  Name  of  Person 
killed— Charles  McNab.  Age  of 
Person  killed — 24.  Capacity  in 
which  employed — Fireman.  Num- 
ber of  booked  working  hours  per 
diem — 11  J.  How  long  on  duty  at 
time  of  Accident— 1  hour. 

Description  of  Accident  —  McNab, 
with  engine  driver  A.  McKillop, 


gons  and  the  path  he  was 
taking,  and  this  very  seri- 
ous accident  might  not 
have  happened. 
The  traffic  passing  through 
these  exchange  sidings  by 
the  Caledonian  and  North 
British  Companies  is  very 
heavy,  and  yet  there  is 
now  only  one  single  bur- 
ner lamp  provided. 


The  points  in  question  aie 
fixed  in  the  centre  be- 
tween the  up  main  line 
and  shunting  neck,  where 
the  space  between  the  lines 
is  7  feet  3  inches. 

Glancy  had  a  good  view  of 
the  approach  of  the  pas- 
senger train  if  he  nad 
looked  in  that  direction, 
and  the  driver  sounded  his 
whistle  twice,  but  he  failed 
to  hear  the  warning,  pro- 
bably owing  to  the  noise 
made  by  other  engines 
shunting  in  the  vicinity. 

The  mislmp  was  due  to 
Glancy  turning  round 
when  in  the  act  of  throw- 
ing over  the  point  lever, 
and  allowing  the  end  of 
his  coupling  pole  to  be- 
come foul  of  the  up  main 
line  just  at  the  moment 
that  the  engine  of  a  pas- 
penger  train  was  passing 
the  spot.  There  was  no 
necessity  for  Glancy  to  be 
at  the  side  nearest  to  the 
main  line  while  throwing 
over  the  point  lever,  and 
he  neglected  to  keep  a 
proper  look-out.  There- 
fore he  is  alone  to  blame 
for  the  accident. 


Between  the  51f  and  ho\ 
mile  posts  from  Callan- 
der, there  are  14  automa- 
tic signals  arranged  at 
suitable  points  and  con- 
nected with  wirea  which 
are  placed  along  the  north 
or  Mil  side  of  the  line,  so 
that  in  case  a  large  stone 
should  roll  down  the 
mountain  on  to  the  rail- 
way     immediately     the 


With  a  view  to  preventing 
other  accidents  of  a  similar 
nature,  the  points  in  ques- 
tion, and  another. pair  simi- 
larly fixed  about  30  vards 
westwards,  migh.t  wiui  ad- 
vantage be  removed  to  the 
north  side  of  the  weigh  aid- 
ing which  nms  parallel 
with  the  shunting  neck, 
where  there  ^s  ample  apao^ 
for  the  points  bemg  fixed 
well  clear  of  all  lines. 

J.  J.H. 


For  future  safety  I  recom- 
mend that  the  overhead 
wire  referred  to  should  be 
placed  well  above  idl  pass- 
ing trains  or  engines,  and 
that  to  avoid  enginemen 
having  to  go  to  tiie  back  of 
the  tenders  to  get  water  for 
footplate  purposes,  a  tap 
should  be  placed  at  the 
footplate  end  of  the  tenders. 

A.F. 


93 

REPORTS  OP  SUB-INSPBCrORS  OP   RAILWAYS  ON  ACCIDESTS— continued, 


RaUway. 


Particulars  of  Aucident,  &o. 


Conclosions  of  the  Sab- 

Inspeotor  as  to  the  causes 

of  the  Accident. 


Reoonunendattoaa. 


CAI^BDOKLAJR^Cani. 


was  working  the  6  a.m.  mixed  train 
from  Oban  to  Callander  with  en* 
gine  No.  187.  The  train  arrived  at 
Awe  Crossing  or  Tablet  Station  at 
6.43  a.m.,  where  it  had  to  cross  the 
6.20  a.m.  down  mixed  train  from 
Dalmally  which  arrived  at  6.45 
a,m.  During  the  time  the  train 
was  standing  McXab  was  engaged 
in  sweeping  up  the  footboard,  but 
from  the  evidence  of  signalman 
R.  Morrison,  who  seems  to  have 
watched  his  movements  from  the 
tablet  changing  platform,  it  appears 
that  imm^iatelv  the  train  was 
taken  forward  McNab  went  to  the 
back  of  the  tender  with  a  bucket 
as  if  to  get  some  water  from  the 
tank  for  throwing  on  the  ooal. 
After  the  train  had  run  a  distance 
of  about  180  yards,  and  whilst 
McNab  was  standing  on  the  ooal, 
he  was  struck  by  an  overhead  auto- 
matic signal  wire  and  forced  over 
the  rear  end  of  the  tender,  then 
falling  between  the  latter  and  the 
leading  vehicle  Into  the  four-foot 
way,  he  received  injuries  from 
which  he  died  at  8.30  the  same 
morning. 


Bate  of  Accident— nth  June,  1902. 
Place  at  which  Accident  happened 
— Lanark.  Name  of  Person  injured 
— Robert  Murray.  Age  of  Person 
injured — 18.  Gapacity  in  which 
employed — Goods  porter.  Number 
of  booked  working  hours  per  diem 
— 12.  How  long  on  duty  at  time 
of  Accident — 9^  hours.  Nature  of 
Injury — Left  leg  severely  crushed. 

Description  of  Aocident---At  about 
3.30  p.m.,  whilst  Murray  was  assist- 
ing to  unload  bags  of  flour  from 
one  of  eight  waggons  standing  in 
the  goods  shed  line,  one  of  the 
bags  slipped  from  the  waggon  and 
fell  between  the  latter  and  the  face 
of  the  platform.  Murray  and  a 
man  named  W.  Peat  at  onoe  at- 
tempted to  lift  the  bag  up  to  the 
platform,  but  whilst  they  were  so 
engaged  some  waggons  loaded 
with  sheep  were  run  into  the  same 
siding  wi&  such  force  as  to  move 
the  eight  standing  waggons  a  dis- 
tance of  at  least  six  yards,  with 
the  result  that  Murray*s  left  leg 
was  crushed  between  the  axle  box 
of  the  waggon  and  the  bag  of  flour 
at  which  he  was  working,  and  so 
injured  that  at  the  time  of  my  in* 
quiry  he  was  still  off  duty. 


Date  of  Accident— 14th  June,  1902. 
Place  at  which  Accident  happened 
— Gamkirk.  Name  of  Person  in- 
jured— Joseph  Hill.  Age  of  Person 
injured — 29.  Capacity  in  which 
employed  —  Brakesman.  Number 
of  booked  working  hours  per  diem 
— 10}.    How  long  on  duty  at  lime 


wires  are  broken  the  re* 
spective  signals  go  to  dan- 
ger and  oertaln  electric 
bells  are  sounded.  Thir- 
teen of  these  signals  are 
placed  on  the  south  or 
looh  side  of  the  line  and 
are  worked  by  over- head 
wires.  In  some  cases  the 
over-head  wires  are  well 
clear  of  all  passing  en- 
gines, but  the  one  in  ques- 
tion, i.e.f  the  one  nearest 
the  ^  Awe  Crossing,  is  only 
13  feet  4  inches  above  rail 
level,  or  7  inches  higher 
than  the  chimney  of  en- 
gine No.  187.  The  tender 
attached  to  this  engine  is 
a  large  one,  and  it  is  said 
that  on  the  morning  of 
the  mishap  the  ooal  must 
have  been  level  with  the 
top  of  the  cab,  so  that 
very  probably  there  was 
not  more  than  15  inches 
clearance  between  the 
coal  and  the  wire. 
Seeing  that  the  engine  had 
been  standing  at  the 
Tablet  Station  for  at  least 
three  minutes,  there  cer- 
tainly could  not  be  any 
real  necessity  for  McNab 
to  have  gone  to  the  back 
of  the  tender  for  water, 
and  as  in  so  doing  he  was 
acting  contrary  to  the 
Company's  special  instruc- 
tions and  also  Rule  24a, 
he  was  responsible  for  the 
accident. 

On  the  date  of  the  mishap 
there  was  a  large  cattle 
fair  at  Lanark,  and  in 
consequence  of  the  heavy 
traffic  much  extra  shunt- 
ing was  necessary,  and 
for  marshalling  purposes 
some  of  the  waggons  had 
to  be  placed  on  the  gqoda 
shed  siding. 

The  yard  foreman  J.  Leis- 
ham  and  brak&sman  J. 
Gibson  were  in  charge  of 
the  shunting,  and  it  was 
arranged  (oontrary  to 
Rule  lldb)  that  as  Gibson 
detached  and  loose  shunted 
the  waggons  into  the  sid- 
ing Leisham  should  brake 
them  into  the  required 
position,  but  for  some  rea- 
son Lei^uun  failed  to  ap- 
pl^  the  brakes  sufficiently, 
with  the  result  stated. 

Both  Gibeon  and  Leisham 
were  aware  that  men  were 
working  at  the  standing 
waggons,  and  havin^f  acted 
contrary  to  the  rule  re- 
ferred to,  and  failed  to 
comply  with  Rule  112a,  I 
am  of  opinion  that  they 
are  equally  to  blame  for 
the  accident. 

A.F. 

There  was  no  necessity  for 
Hill  to  have  thus  exposed 
himself  to  danger.  He 
had  a  coupling  stick  in 
his  brake  van,  but  to  save 
himself  the  trouble  of  un- 
locking the  door  of  the 
van  1^  rode  from  Gart- 
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of  Accident— 2^  hours.  Nature  of 
Injury — Left  arm  crushed. 
Description  of  Accident — ^Hill  was 
working  in  charge  of  a  mineral 
train  from  Gartsherrie  to  Gam- 
kirk.  The  train  consisted  of  the 
engine,  five  waggons,  and  brake 
van.  On  arrival  at  Gamkirk  at 
6.15  p.m.,  before  the  train  had  been 
brought  to  a  stand,  Hill  left  his 
van,  and  running  forward,  he  got 
on  the  buffers  between  the  engine 
and  first  waggon,  for  the  purpose 
of  uncoupling  the  former.  He 
detached  with  his  left  foot,  but 
just  as  he  was  about  to  jump  off 
the  buffers  the  driver  applied  extra 
brake  power,  with  the  result  that, 
as  the  buffers  were  pressed,  HilVs 
foot  was  crushed  between  the 
buffer  cap  and  shell. 

Date  of  Accident — 16th  June,  1902. 
Place  at  which  Accident  happened 
— ^Dalserf  Colliery,  near  Ayr  Road. 
Name  of  Person  injured — Thomas 
McMur tie.  Age  of  Person  in j  ured — 
21.  Capacity  in  which  employed 
— Brakesman.  Number  of  booked 
working  hours  per  diem — 1 1.  How 
long  on  duty  at  time  of  Accident 
— S  hours.  Nature  of  Injury — 
Right  ankle  sprained. 

Description  of  Accident — On  the  date 
in  question  McMnrtie  was  working 
as  second  brakesman  with  an  up 
mineral  train  from  Ross  Junction 
to  Dalserf  Colliery,  which  arrived 
at  4.20  p.m.  The  engine  was  un- 
coupled and  taken  round  the  train, 
after  which  the  train  was  propelled 
over  the  cross-over  road  leading 
from  the  up  to  the  down  main 
line,  and  then  drawn  forward  on 
to  the  down  main  line.  While  this 
was  being  done  McMurtie  jumped 
on  the  buffers  between  the  two  rear 
waggons.  As  soon  as  the  rear 
vehicle  was  clear  of  the  points 
leading  to  the  colliery  sidings  he 
signalled  the  driver  back,  and  while 
the  waggons  were  being  propelled 
towards  the  colliery  sidings  he 
observed  a  pair  of  points  sticking, 
causing  the  point  blades  to  be  half 
open.  He  jumped  off  the  buffers 
to  put  them  right,  and  when  he 
alighted  on  the  ground  he  stepped 
on  a  piece  of  rough  slag,  with  the 
result  that  his  right  ai^e  was  so 
injured  as  to  cause  him  to  be  off 
duty  five  days. 

Date  of  Accident — 24th  June,  1902. 
Place  at  which  Aocident  happened 
— Carstairs.    Name  of  Person  in- 

I'ured — James  Struthers.  Age  of 
^erson  injured — S6,  Capacity  in 
which  employed  —  Goods  porter. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident — 6^  hours. 
Nature  of  Injury — Palm  of  right 
hand  cut. 
Description  of  Aocident — ^A  tranship 
van  is  worked  daily  in  both  direc- 
tions over  the  Muirkirk  and  Car- 
stairs  branch  line.  On  reaching 
Carstairs  the  train  conveying  the 
van  is  necessarily  run  throagh  the 
passenger  station,  and  it  frequently 
occurs  that  certain  tranship  goods 
for  Muirkirk,  which  are  put  out  of 
through  trains,  are  placed  in  the 
tranship  van  at  the  passenger  plat- 
form. On  reaching  the  goods  yard, 
unless  the  van  is  required  in  the 


sherrie  on  the  rear  or  open 
part  of  the  van,  and  then, 
on  reaching  Gtimkirk,  he 
risked  his  life  in  the  man- 
ner stated. 
In  my  opinion  this  accident 
was  brought  about  by 
Hiirs  own  misconduct. 

A.  F. 


The  evidence  was  conflicting 
as  to  when  and  where 
McMurtie  jumped  upon 
the  waggon  buffers ;  but 
even  from  his  own  state- 
ment, he  was  upon  the 
buffers  when  passing  in 
sight  of  the  points,  and  if 
he  had  looked  he  could 
easily  have  seen  them 
sticking.  Further,  it  was 
his  duty  to  see  that  the 
points  were  in  proper  posi- 
tion before  signalling  the 
.  driver  to  set  back,  and 
having  neglected  to  do  this, 
he  must  l^  held  responsi- 
ble for  the  mishap. 


Neither  of  the  shunters  were 
aware  that  Struthers  was 
in  the  van,  consequently 
they  cannot  be  held  respon- 
sible for  the  mishap. 

Struthers  took  up  the  posi- 
tion mentioned  at  the 
request  of  his  foreman, 
A.  Copeland,  and  as  the 
latter  fully  admits  know- 
ing the  No.  8  siding  was 
used  exclusively  for  mar- 
shalling purposes,  and  yet 
acknowledges  that  it  is 
nothing  unusual  for  him 
or  his  men  to  go  to  the 
tranship  van  for  checking 
purposes  without  inform- 
ing the  shunters,  I  cer- 
tainly think  that  Copeland 
is  chiefly  to  blame,although 
Struthers  should  have 
known  that  more  care  was 
necessary. 


When  I  visited  the  spot  tne- 
pointe  (which  were  pro- 
vided, and  are  supposed  tt> 
be  kept  in  worlang  order 
by  the  Dalserf  GoUiery 
Company)  were  in  the  same 
unsatisfoctory  condition  aa 
on  the  date  of  this  acci- 
dent. 

For  future  safety  the  Cale- 
donian Company  should  be 
asked  to  use  their  inflnenoe 
with  the  Dalserf  Colliery 
Company  to  oil  the  points 
regularly,  so  that  they 
would  work  properly,  ae 
from  all  appearances  tiiey 
had  not,  when  I  tried  them, 
been  oiled  for  a  very  ooQ- 
siderable  time.  In  addition, 
at  and  about  the  spot  where 
this  mishap  happened,  and 
where  it  is  necessary  for 
the  men  to  walk  during- 
shunting  operationa,  the 
Caledonian  Company  oonld 
with  advantage  have  some 
ashes  or  small  ballast  spread 
on  the  top  of  the  rough 
pieces  of  slag  used  for 
ballast. 

J.  J.  H* 


For  future  safety  I  reoom- 
mend  that  whenever  tiiere^ 
are  goods  in  the  tranship 
van  either  the  latter  should 
be  taken  to  the  goods  shed 
or  the  shunters  should  be 
requested  by  the  cheeker  to- 
cease  shunting  in  the  sid- 
ing oonoemed  during  the 
time  the  goods  are  being 
checked. 

A.  F. 
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goods  shed  for  taking  out  or  putting 
in  tranship  goods,  it  is  at  onoe 
shunted  into  the  No.  3  sidiiig.  ready 
for  the  return  journey,  in  which 
case,  if  any  goods  have  been  put  in 
at  the  passenger  platform,  either 
the  goods  shed  foreman  or  one  of 
his  porters  are  sent  to  oheck  them. 
That  was  done  on  the  date  in 
question.  At  the  request  of  fore- 
man A.  Copeland,  goods  porter 
J.  Struthers  went  to  check  the 
tranships,  but  while  he  was  so 
engfaged  other  waggons  were 
shunted  into  the  same  siding,  and 
by  the  impact  Struthers  was  thrown 
down,  and  Ms  right  hand  coming 
in  contact  with  an  iron  plate  was 
injured  as  stated  above. 

Date  of  Accident— nth  April,  190'Z. 
Place  at  which  Accident  happened 
— Heaton  Mersey  Sidings,  Stock- 
port. Name  of  Person  killed — 
Henry  Brown.  Age  of  Person 
killed — B2.  Capacity  in  which 
employed — Point  cleaner.  Num- 
ber of  booked  working  hours  per 
diem — 11  i.  How  long  on  duty 
at  time  of  Aocident — 3:^  hours. 

Description  of  Accident— Brown  had 
been  engaged  as  a  point  cleaner  at 
Heaton  Mersey  Sidings  for  21  years. 
On  the  date  in  question,  at  about 
9.10  a.m.,  he  was  seen  standing 
near  to  a  Railway  Clearing  House 
number  taker's  cabin,  which  is 
about  20  yards  west  of  the  points 
leading  from  the  shunting  neck  to 
the  marshalling  sidings.  At  that 
time  two  engines  (the  first  a  Mid- 
land, and  the  second  a  Great 
Central)  ran  from  the  loop  to  the 
shunting  neck  unattached.  The 
leading  (Midland)  engine  ran  well 
up  the  neck,  but  the  one  in  the 
rear  (i.«.,  the  Great  Central),  was 
brought  to  a  stand  as  soon  as  it  had 
cleax«d  the  points,  and  was  at  once 
set  back  into  the  sidings;  about 
two  minutes  afterwards  the  signal 
was  lowered  for  the  Midland  engine 
to  enter  the  sidings,  and  whilst 
that  was  being  done  the  foreman 
shunter,  W.  Walker,  when  going 
towards  the  shunting  neck,  for  the 
purpose  of  giving  a  hand  signal  to 
the  eugine  driver,  saw  that  Brown 
was  standing  between  the  rails  in 
a  stooping  position  clearing  the 
inlet  points.  Seeing  his  danger, 
WiJker,  of  course,  called  to  him  to 
g^t  clear,  but  before  he  could  then 
do  so  he  was  knocked  down  and  so 
injured  that  he  died  the  following 
morning. 

Date  of  Aocident— 15th  April,  1902. 
Place  at  which  Accident  happened 
— Brunswick  Station,  Liverpool. 
Name  of  Person  killed — George 
Vickers.  Age  of  Person  killed — 
4P.  Capacity  in  which  employed — 
Goods  guard.  Number  of  booked 
working  hours  per  diem — Irregu- 
lar. Qow  long  on  duty  at  time  of 
Accident — 13  hours. 

Description  of  Accident — ^The  de- 
ceased, who  was  in  the  employ  of 
the  Midland  Company,  worked  in 
charge  of  the  10.30  p.m.  goods 
train  from  Nottingham  to  Bruns- 
wick. On  arrival  at  the  latter 
station,  at  10.65  a.m.  the  following 
morning,  he  as  usual  left  the  train 
where  the  yard  staff  take  charge 
of  it.    After  leaving  his  brake  van 


Although  no  one  saw  Brown 
take  up  the  position  at 
the  inlet  points,  there 
can  be  no  doubt  that  he 
did  so  immediately  the 
Great  Central  engine  had 
entered  the  sidings,  and 
that  owing  to  the  noise 
caused  by  the  moving  of 
engines  and  waggons  in 
the  adjacent  sidings,  he 
faHed  to  hear  the  Mid- 
land engine  approaching. 
There  was  nothing,  how- 
ever, to  prevent  him  seeing 
the  engine,  and  as  owing 
to  the  engine  being  set 
back,  1.0.,  tender  in  front, 
it  would  be  impossible  for 
the  enginemen  to  see  his 
position,  I  can  only  con- 
clude that  the  mishap  was 
due  to  want  of  caution  on 
the  part  of  the  deceased. 

A.  F. 


The  mishap  appears  to  have 
been  purely  accidental. 

The  driver  of  the  engine  by 
which  Vickers  was  Imooked 
down  sounded  his  engine 
whistle  when  approaching 
the  spot,  but  as  there  was 
another  engine  setting 
back  from  the  down  loop 
line  to  the  sidings,  it  is 
probable  that  tl^  noise 
made  by  it  prevented 
Vidkers  from  hearing  the 
approach  of  the  former 
engine  and  train. 

J*  J.  H. 
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he  walked  between  the  down  loop 
line  (upon  which  his  train  had 
arrived)  and  the  down  main  line, 
and  when  approaching  the  Horsf  all 
Street  Bridge  he  attempted  to  cross 
the  down  main  line,  when  he  was 
knocked  down  and  fatally  injured 
by  a  down  passenger  train  proceed- 
ing to  Liverpool. 


Date  of  Acoident—lOth  May,  J  902. 
Place  at  which  Accident  happened 
— Hindpool  North,  Barrow.  Name 
of  Person  injured — ^Thomas  Robin- 
son. Age  of  Person  injured — 86. 
Capacity  in  which  employed — Sig- 
nalman. Number  of  booked  work- 
ing hours  per  diem — 8.  How  long 
on  duty  at  time  of  Accident — 
7  hours.  Nature  of  Injury — Right 
ankle  sprained. 

Description  of  Accident — On  the 
night  in  question  Robinson  was  on 
duty  in  Hindpool  North  Signal 
Cabin.  At  about  9  p.m.  he  left  his 
cabin  and  went  into  a  field  at  the 
west  side  of  the  sidings  for  a 
natural  purpose.  To  get  there  he 
had  to  cross  three  sidings,  in  all  of 
which  vehicles  were  standing.  In 
going  he  crossed  over  the  buffers 
of  the  vehicles,  and  on  returning 
took  the  san.e  route,  and  when 
alighting  from  the  vehicle  at  rest 
in  the  siding  nearest  to  his  cabin 
he  stepped  on  a  piece  of  rail  lying 
near  to  and  parallel  with  the  out- 
side rail  of  ihe  siding,  and  so  in- 
jured his  right  ankle  as  to  cause 
him  to  be  off  duty  six  weeks. 


Date  of  Accident— 23rd  June,  1902. 
Place  at  which  Accident  happened 
— Port  Eglinton  Junction.  Name 
of  Person  injured — Duncan  Living- 
stone. Age  of  Person  injured— 45. 
Capacity  in  which  employed — 
Porter.  Number  of  booked  work- 
ing hours  per  diem — 1 0.  How  long 
on  duty  at  time  of  Aooident— 
4}  hours.  Nature  of  Injury — ^Left 
side  and  left  hip  injured 
Description  of  Accident — On  this 
date  the  man  regularly  employed 
to  oil  and  clean  tiie  points  was  off 
duty  ill,  and  as  Livingstone  had 
had  some  previous  experience  with 
the  work,  prior  to  being  appointed 
as  a  porter  at  Shields  Station,  he 
was  sent  by  the  station  master 
there  to  oil  and  clean  all  the  points 
between  Shields  and  Eglinton 
Street  Stations.  At  about  6.20 
p.m.,  while  oiling  and  cleaning  the 
points  leading  from  the  up  to  the 
down  main  line,  about  20  yards 
south  of  Port  Bglinton  Junction, 
he  was  struck  and  knocked  down 
by  the  engine  of  the  6.16  p.m. 
passenger  train  from  St  EnooVs 
to  Ayr  and  so  injured  that  he  was 
off  duty  eight  weeks. 


There  was  no  necessity  for 
Robinson  to  go  into  the 
field  for  the  purpose  men- 
tioned, as  theie  was  a  dry 
closet  provided  ~  under- 
neath his  signal  cabin  for 
his  use.  Further,  although 
the  place  was  in  absolute 
darlmess  he  neglected  to 
take  his  hand  lamp  with 
him,  had  he  done  so  he 
might  have  seen  the  rail 
upon  which  he  alighted  in 
time  to  have  prevented 
the  mishap,  and  I  am  of 
opinion  that  he  is  alone  to 
blame. 


At  the  spot  where  this  mis* 
hap  occurred  there  are  six 
sets  of  rails,  viz.,  up  and 
down  main  lines,  up  and 
down  canal  lines,  and  up 
and  down  general  ter- 
minus lines.  The  driver  of 
the  passenger  train  saw 
Livingstone  in  the  foar- 
foot  way  when  abont  150 
yards  from  him,  and 
sounded  his  engine  whistle, 
but  owing  to  the  noise 
made  by  a  goods  train 
passing  on  the  down  canal 
line  Livingstone  did  not 
hear  the  warning  until  it 
was  too  late  for  him  to 
jump  dear,  with  the  result 
that  he  was  struck  by  tihe 
buffer  beam  of  the  engine. 
Livingstone  went  on  duty 
at  2  p.m.,  but  he  was  ncvt 
instructed  by  the  station 
master  at  Shields  to  oil 
and  clean  the  points  until 
5.45  p.m.,  when  he  de- 
murred, owing  to  the 
trains  running  more  fre- 
quently at  t^t  time  of 
we  day  than  at  other 
times,  although  during 
the  whole  of  the  day  the 
trains  run  frequently  on 
this  busy  section  of  the 
line.  Although  the  mis- 
hap appears  to  have  been 
due  to  misadventure,  the 
station  master  at  Shi^ds 
is  to  blame  for  not  arrang- 
ing for  the  point  cleaning 
to  be  performed  at  a  more 
suitable  time  during  the 
day. 


The  sidings  at  and  about 
the  place  where  the  mishap 
happened  belong  to  the 
BajTow  Hematite  Steel  and 
Iron  Company,  and  are 
lighted  by  electricity,  but 
on  Saturday  nights  (as  in 
this  case),  and  also  at  holi- 
day times,  or  when  none  of 
the  engines  or  men  em- 
ployed by  that  firm  are  at 
work,  the  lamps  are  not 
lighted,  and  consequently 
the  Fumess  Company's  men 
at  such  times  have  to  per- 
form the  shunting  oper- 
ations in  absolute  darlmese. 
It  is,  therefore,  desirable 
for  future  safety  that  the 
Company  should  either 
make  arrangemente  with 
the  private  firm  mentioned 
for  the  present  lamps  to  be 
always  kept  alight  while 
the  Company's  servants  are 
engaged  with  the  shunting 
operations,  or  else  they 
should  provide  other  suit- 
able lamps. 

J.  J.  H. 


As  a  very  large  number  of 
trains  pass  over  this  section 
of  the  line  the  oiling  and 
cleaning  of  the  points  is 
attondeld  with  oonsideiablo 
risk  to  the  men  engaged 
therein*  The  men  work 
alone,  and  it  is  very  difficult 
for  uiem  at  all  times  to- 
perf  orm  their  work  and  to 
keep  a  proper  look-out  for 
approacming  engines  or 
tnuns ;  and  with  a  view  to- 
the  future  safely  of  these 
men  the  Company  might 
be  asked  to  consider  the 
advisability  of  making  ar- 
rangements for  two  men  to 
be  sent  to  do  the  work^ 
who  should  be  instructed 
that  in  all  oases  while  one 
is  working  the  other  must 
act  as  look-out  man. 

J.J.H. 
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Particulars  of  Aocident,  ko. 


ConclxtsionB  of  the  Sub- 
Inspector  ae  to  the  causeB 
of  the  Aooident. 


fteoommendaitieoa. 


Okbat  Babtbbn 


Date  of  Accident— 27th  April,  1902. 
Place  at  which  Accident  happened 
Parkeeton  Locomotiye  Yard  — 
Name  of  Person  injured — ^Arthur 
Warner.  Age  of  Person  injured — 
20.  Capacity  in  which  employed — 
Coalman.  Number  of  booked 
working  hours  per  diem — 1 1 .  How 
long  on  duty  at  time  of  Aooident — 
5i  hours.  Nature  of  Injury — In- 
ternal. 

Description  of  Accident — ^Wamer  was 
engaged  in  transferring  some  coal 
from  a  waggon  to  an  engine,  and 
whilst  standing  with  his  right  foot 
on  a  piece  of  coal,  which  was  rest- 
ing on  the  waggon  door  fastening, 
his  movements  forced  the  piece  of 
coal  from  its  position,  with  the  re- 
sult that  as  his  foot  moved  he  fell 
to  the  ballast  below  receiving  in- 
ternal injuries  which  necessitated 
his  being  off  duty  for  three  weeks. 

Date  of  Accident— 7th  May,  1902. 
Place  at  which  Accident  happened 
— St.  Botolphs.  Name  of  Person 
injured — William  Diggins.  Age 
of  Person  injured — 45.  Capacity 
in  which  employed — Labourer. 
Number  of  booked  working  hours 
per  diem — 1 1  ^ .  How  long  on  duty 
at  time  of  Accident — 14  hours. 
Nature  of  Injury — Ribs  fractured. 

Description  of  Accident — On  the 
morning  in  queetion  Diggins  and 
27  other  men  were  engaged  in  load- 
ing 16  ballast  waggons  with  earth 
at  St.  Botolphs.  The  waggons 
were  loaded  before  the  men  took 
their  breakfast  at  8  a.m.,  but  on 
their  return  at  8.30  a.m.  they  were 
employed  in  getting  other  earth 
ready  for  loading  from  the  bank 
close  to  the  sidmg  in  which  the 
loading  waggons  were  standing. 

The  waggons  were  standing  with 
stretched  couplings,  and  at  about 
8.35  a.m.  Diggins  attempted  to  pass 
between  the  buffers  of  two  of  the 
centre  waggons  with  a  view  of 
getting  to  the  other  side  for  a 
private  purpose,  but  just  at  that 
moment  an  empty  waggon  was  run 
on  to  the  front  end  of  &e  train  by 
gravitation  from  a  short  siding 
connected  with  the  shunting  neck, 
and  as  that  closed  up  to  'the  stand- 
ing waggons  the  latter  were 
slightly  moved,  with  the  result 
stated. 

Date  of  Accident  —  8rd  June,  1902. 
Place  at  which  Accident  happened 
— Thames  Wharf.  Name  of  Person 
injured — Herbert  Francis.  Age  of 
Person  injured — 22.  Capaci^  in 
which  employed — Greaser.  Num- 
ber of  booked  working  hours  per 
diem— 12.  How  long  on  duty  at 
time  of  Accident  —  64  hours. 
Nature  of  Injury — Right  hand  cut. 

Description  of  Accident  —  Francis 
is  employed  at  Thames  Wharf.  It 
is  his  duty  to  examine  and,  when 
necessary,  supply  grease  to  all 
waggons arrivingon  all  down  trains. 
At  about  12.30  on  the  morning  in 
question,  after  having  examined  the 
axle  boxes  on  the  six-foot  aide  of  a 
train  standing  on  the  down 
^*  through "  line,  Francis  crossed 
at  the  rear  of  the  brake  van  with 
the  intention  of  working  along  the 
off  side,  but  whilst  doing  so  he 
stumbled  over  an  exposed  point  rod, 
and  falling  with  his  right  hand  on 


I  am  of  opinion  that  in  this 
case  the  mishap  was  due 
to  Warner's  own  want  of 
caution. 

A.F. 


The  guard,  £.  C.  Finch,  had 
no  reason  to  suppose  that 
any  of  the  labourers  were 
near  to  theloaded  waggons, 
besides  which,  in  allowing 
the  empty  waggon  to  run 
baok  to  the  train  he  had 
no  intention  of  moving  the 
former. 

In  this  case,  as  he  fully 
admits,  Diggins  acted  very 
unwisely  in  attempting  to 
pass  between  the  buffers, 
and  in  my  opinion  he  is 
alone  to  blame  for  the 
mishap. 

A.F. 


In  this  case  I  am  of  opinion 
that  the  mishap  was  due 
to  the  exposed  condition 
of  the  hand  point  rod  over 
whlcn  Francis  stumbled. 


For  future  safety  I  reoom* 
mend  that  the  point  rod  in 
question,  and  others  simi- 
iarly  exposed  hi  the  same 
and  adjoining  paths,  should 
becranked  to  the  ballast  and 
protected  with  side  timbenu 

A-F. 
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Raflwftj. 


Obbat  Babtsui— 


Okbat  Nobthebn  ... 


Obbat  Wbbtbbn'  ... 


Particulars  of  Accident,  &c. 


an  old  iron  fire>box  Bcoop  which 
had  been  thrown  from  an  engine, 
and  was  then  lying  near  to  the 
hand  points,  he  received  injury 
from  which  he  was  off  duty  for  a 

Date  of  Accident  —  7th  June,  1902. 
Place  at  which  Accident  happened 
— Norwich  Victoria.  Name  of 
Person  injured  —  Philip  Collett. 
Age  of  Person  inj  ured — 1 54 .  Capa- 
city in  which  employed — Horse  lad. 
Number  of  booked  working  hours 
per  diem — 12,  with  1 J  hours  off  for 
meals.  How  long  on  duty  at  time 
of  Accident — 3  hours.  Nature  of 
Injury  —  Three  fingers  of  right 
hand  injured. 

Description  of  Accident — In  this  case 
the  two  horses  that  horse  shunter 
E.  Peek  and  Collett  had  been  work- 
ing with  were  standing  about  40 
yards  from  the  stable.  While 
Collett  turned  round  to  ask  Peek 
if  they  had  to  go  to  breakfast  the 
horues  started  towards  the  stable. 
To  g'et  there  it  was  necessary  for 
the  animals  to  pass  between  two 
waggons  standing  a  little  apart  in 
No.  2  siding,  and  when  doing  so 
the  leading  horse  swerved  to  one 
side,  with  the  result  that  the  trace 
chain  became  entangled  round  the 
buffer  spindle  of  one  of  the  waggons, 
and  while  Collett  was  attempting 
to  release  it  the  animals  started 
forward,  causing  his  fingers  to  be 
caught  between  the  chain  and  the 
buffer  socket  of  the  waggon,  and 
they  were  so  injured  that  he  was 
off  duty  2  weekfl. 

Date  of  Accident — 12th  May.  1902. 
Place  at  which  Accident  happened 
— Hemsworth  Colliery  Yard.  Name 
of  Person  injured— Robert  Dixon. 
Age  of  Person  Injured— 36.  Capa- 
city in  which  employed — Goods 
guard  (in  service  of  Lancashire 
and  Yorkshire  Railway  Company). 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident  —  8  hours. 
Nature  of  Injury — Left  knee  in- 
jured. 

Deiscription  of  Accident  —  Dixon 
worked  a  train  from  Goole  to  Hems- 
worth  Colliery,  and  while  engaged 
in  shunting  operations  there,  pre- 
paring his  train  for  the  return 
journey,  he  uncoupled  three  wag- 
gons which  had  been  drawn  out  of 
No.  2  siding,  and  then  hurried 
across  ro  the  east  side  of  the  sidings 
to  hold  the  hand  points  for  No.  1 
siding,  in  which  the  vehicles  were 
required,  and  while  crossing  his 
foot  slipped  on  one  of  the  rails 
causing  him  to  fall  forward  with 
his  left  knee  on  the  ball  of  the 
lever  of  the  points  (he  was  about  to 
hold)  so  injuring  it  as  to  cause  him 
to  be  still  off  duty  at  the  time  the 
inquiry  was  made. 

Date  of  Accident-  7th  June,  1902. 
Place  at  which  Accident  happened 
— Severn  Tunnel  Junction.  Name 
of  Person  injured — John  Edwards. 
Age  of  Person  injured — 25.  Ca- 
pacity In  which  employed— 
Shunter.  Number  of  booked 
working  hours  per  diem  —  10. 
How  long  on  duty  at  time  of  ac- 
cidentia hours.    Nature  of  Inj  ury 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recommefidatlons. 


The  mishap  was  purely  acci- 
dental. 

J.  J.  H. 


Dixon  was  working  alone, 
and  as  his  train  was  run- 
ning very  late,  he  was 
anxious  to  avoid  further 
delay,  and  ran  across  the 
rails  to  reach  the  points 
before  the  vehicles  ran 
back  over  them  down  the 
falling  gradient.  The 
mishap  appears  to  have 
been  chiefiy  due  to  Dixon*8 
excess  of  zeal ;  at  the  same 
time  if  the  place  had  been 
well  lighted  instead  of  in 
absolute  darkness  it  might 
have  been  prevented. 


It  appears  that  having  his 
attention  fixed  on  the 
main  line  train,  Edwards 
momentarily  forgot  the 
arrangements  he  had 
agreed  to  as  to  the  twelve 
empty  waggons  coming 
from  the  "Bristol*'  sid- 
ings. 

The    noise   caused    by    the 


There  appears  to  be  a  gnfficioit 
number  of  lamps  provided 
at  this  place,  but,  from  tbt 
evidence  given,  they  are 
not  lighted  r^^ularly. 
When  they  are  al^bt,  ai 
petroleum  is  used,  if  it  is 
windy  the  Light  is  either 
extinguished  or  the  lamps 
smoke  to  such  an  extent 
that  the  light  from  chem  » 
obscured. 

The  Great  Northern  Compaay 
should,  I  think,  be  asked  to 
substitute  gas  for  petroleom 
and  make  arrangements  for 
the  lamps  being  lighted 
regularly. 

In  addition,  they  might,  with 
advantage,  have  the  pdnti 
in  question  worked  by  a 
lever  which  will  not  require 
holding,  'similar  to  the 
others  in  use  in  the  vicinity. 
This  is  very  desirable,  as  the 
guards  have  to  perform  the 
whole  of  the  shuntinr 
operations  alone  after  S  pan. 

J.  J.  H. 
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ParticnlarB  of  Aoddent,  ko. 


Conclusions  of  the  Sab- 

Inspector  as  to  the  causes 

of  the  Accident. 


Reoommendatloiui. 


Great  Westsbn^ 
eont. 


IiANOABHIBS  AND 

TOBKBHUHL 


— ^Right  arm  fractured  and  elbow 
dislocated. 
Description  of  Accident — On  arrival  of 
an  up  goods  train  at  2  a.m.)  after 
eight  waggons  had  been  detached 
and  six  attached,  the  engine  was 
taken  back  to  the  main  line  for  the 
purpose  of  shunting  the  train  into 
the  No.  1  "  long  "  siding  to  allow 
an  up  through  train  to  pass.  Shun- 
ter J.  Edwards,  who  was  in  charge 
of  the  '4ong ''  sidings,  accompanied 
the  engine  back  to  the  main  line, 
and  after  attaching  it  to  the  train 
he  stepped  backwards  and  stood 
between  the  rails  leading  to  the 
No.  2  siding.  At  that  time,  as  had 
had  been  preyiouslj  arranged  be- 
tween Edwards  and  another  shunter 
named  W.  Johnson,  twelve  empty 
waggons  were  propelled  through 
the  shunting  neck  from  the  "  Bris- 
tol "  to  the  No.  2  *•  long  "  siding, 
and,  failing  to  notice  their  ap- 
proach, Edwards,  whilst  standing 
in  the  position  mentioned,  and 
watching  the  movements  of  the 
main  line  train,  was  knocked  down 
in  the  four-foot  way  and  the  twelve 
waggons  passed  over  him. 

Date  of  Accident— 4th  April,  1902. 
Place  at  which  Accident  happened 
— Bolton  Engine  Sheds.  Name  of 
Person  killed — Robert  Stones.  Age 
of  Person  killed — 37.  Capacity  in 
which  employed — Engine  driver. 
Number  of  booked  working  hours 
per  diem — 10^.  How  long  on  duty 
at  time  of  Accident— 20  minutes. 

Description  of  Accident  —  On  the 
date  in  question  Stones  went  on 
duty  at  3.30  a.m.  for  the  purpose 
of  working  the  Bolton  pilot  tank 
engine  No.  499.  He  took  the  en- 
gine from  the  sheds  on  the  No.  7 
road  at  about  3.45  a.m.,  and 
brought  it  to  a  stand  at  the  water 
column,  which  is  situated  between 
the  No.  7  and  No.  8  roads  at  the 
departure  end  of  the  outside  pit. 
He  then  got  off  the  engine  and 
opened  the  water  valve.  During 
the  time  the  engine  tank  was  being 
filled  Stones  left  the  column  to  put 
some  oil  on  the  slide  bars.  Whilst 
he  was  so  engaged  his  fireman, 
William  Dutton,  who  had  neces- 
sarily remained  on  the  tank,  caUed 
to  him  to  shut  off  the  water,  and 
Stones  at  once  ran  to  the  water 
column  and  did  so,  but  just  at  that 
moment  he  was  struck  by  an  en- 
gine which  was  then  running  from 
the  shed  in  the  adjoining  No.  8 
road,  and  knocked  down,  and 
although  the  engine  was  just  then 
on  the  point  of  stopping  his  right 
leg  was  seriously  crushed  by  the 
leading  wheel,  and  he  died  from 
the  effects  about  three  hours  after- 
wards. 

Date  of  Accident  —  drd  May,  1902. 
Place  at  which  Accident  happened 
—  Blackburn.  Name  of  Person 
injured — William  Birch.  Age  of 
Person  injured — 25.  Capacity  in 
which  employed — Checker.  Num- 
ber of  booked  working  hours  per 
diem — 12,  with  1^  hours  off  for 
meals.  How  long  on  duty  at  time 
of  Accident — 8^  hours.  Nature  of 
Injury — Right  leg  run  over. 

Description  of  Accident  —  On  the 
afternoon  in  question  Birch  was 
sent  from  the  goods  shed  to  the 


former  would  probably 
prevent  his  hearing  the 
latter,  but  there  was  no 
reason  for  his  standing 
between  the  rails,  and,  as 
owin$r  to  the  position  of 
a  good  lamp  close  by  he 
was  well  able  to  see  his 
exact  position,  I  am  of 
opinion  that  in  this  case 
the  accident,  which  might 
have  been  far  more  serious, 
was  due  to  his  own  want 
of  caution. 

A,F. 


The  part  of  the  yard  where 
the  accident  occurred  is 
well  lighted,  so  that  there 
was  no  reason  why  Stones 
should  not  have  seen  that 
he  was  standing  too  near 
the  No.  8  road,  and  as  the 
engine  was  carrying  a 
headlight  there  was 
nothing  to  prevent  him 
seeing  it  approaching. 

From  the  evidence  given  it 
appears  that  at  the  time  of 
the  mishap  there  was  a 
strong  opposite  wind.  I 
am  ^erefore  of  opinion 
that,  having  his  full  atten- 
tion on  the  working  of  the 
water  valve,  he  momen- 
tarily forgot  to  see  to  his 
own  safety,  and  the 
opposite  wind  prevented 
him  hearing  the  engine 
approaching. 

It  was  impossible  for  the 
driver  (George  White- 
head) of  the  moving- 
engine  to  have  acted 
more  promptly  than  he 
did. 

A.  P. 


Birch  had  been  supplied 
with  a  copy  of  the 
Company's  Rules,  and  he 
frankly  admits  that  he  dis- 
regarded Rules  23(a)  and 
24  by  going  between  the 
vehicles  for  coupling  pur- 
poses, and  also,  that  it 
was  no  part  of  his  duty 
to  perform  the  coupling 
operations,  but  he  states 
that  he  thought  that  by 
doing  so  he  would  facili- 
tate     the     work.        His 
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Partioalars  of  Aocident,  &o. 


IiAHOAflHISB     AND 
YOBXBRTBM^OOfU. 


Conclusions  of  the  Sab- 
Inspector  as  to  the  causes 
of  the  Accident. 


BeoommfmdatMWMi 


north  end  of  the  yard  to  inform 
the  guard  working  there  with  the 
shunting  engine  that  the  men  em- 
ployed in  the  goods  shed  were 
waiting  for  empty  waggons  to  load. 
While  on  his  way  to  inform  the 
guard  he  observed  that  the  waggon 
nearest  to  the  shed  was  uncoupled, 
and  he  went  in  between  it 
and  the  adjoining  vehicle  and 
coupled  them  together  with  his 
hands,  after  which,  when  coming 
out  from  between  the  vehicles,  his 
brow  stnu-k  the  comer  of  one  of 
them,  causing  him  to  fall  back- 
wards with  his  right  leg  on  the 
rail.  Just  at  that  moment  the 
vehicles  were  moved  by  those  in 
front  of  them  being  closed  up  to 
enable  the  guard  to  couple  them 
with  his  coupling  pole  before  they 
were  pushed  into  the  goods  shed, 
with  the  result  that  his  right  leg 
was  run  over  and  so  injured  that 
he  was  still  off  duty  when  the 
inquiry  was  held. 

Date  of  Accident — 5th  May,  1902. 
Place  at  which  Accident  happened 
— Miles  Platting.  Name  of  Per- 
son injured  —  George  Barcock. 
Age  of  Person  injured  32.  Capa- 
city in  which  employed — Goods 
guard.  Number  of  booked  work- 
ing hours  per  diem  —  10.  How 
long  on  duty  at  time  of  Accident 
— i\  hours.  Nature  of  Injury — 
Back  injured. 

Description  of  Accident  —  Barcock 
worked  with  a  special  cattle  train 
from  Fleetwood  to  Windsor  Bridge. 
After  this  a  carriage  and  his 
brake-van  were  taken  forward  to 
Miles  Platting,  and  while  these 
two  vehicles  were  being  set  back 
from  No.  1  down  loop  line  into  the 
yard  the  brake  van  (which  was 
the  leading  vehicle)  left  the  rails 
and  fell  over  on  to  its  side,  with  the 
result  that  Barcock  had  his  back 
so  injured  as  to  cause  him  to  be  off 
duty  three  weeks. 


Date  of  Accident  —  7th  May,  1902. 
Place  at  which  Accident  happened 
— Hartford  Sidings,  Oldham. 
Name  of  Person  injured — W.  Ros- 
tron.  Age  of  Person  injured — 34. 
Capacity  in  which  employed — 
Goods  guard.  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident 
— 4  hours.  Nature  of  Injury — 
Head  and  right  shoulder  bruised. 

Description  of  Accident —  Roetron 
was  working  in  charge  of  a  local 
goods  train.  On  reaidiinifr  Hart- 
ford Sidings  there  were  waggons 
to^  attach  from  the  up  sidings. 
His  engine  was  taken  Uirough  the 


intentions  were  no  doubt 
good,  but  he  acted  very 
unwisely,  and  is  alone  to 
blame  for  the  mishap. 

J.  J.  H. 


The  points  leading  from 
No.  1  down  loop  line  to 
the  yard  are  35  yards 
distant  from  the  Brewery 
Sidings  signal  cabin,  from 
which  they  are  worked, 
and  where  they  are  inter- 
locked with  tjie  set-back 
signal. 

Barcock  was  on  the  ground 
when  the  points  were 
turned  for  the  yard,  and 
after  seeing  that  they 
were  properly  set,  and 
tluit  the  set  back  signal 
was  taken  off,  he  signalled 
his  driver  back,  and  then 
got  inside  his  brake-van, 
which  directly  after- 
wards left  the  rails  about 
16  yards  west  of  the 
points,  and  where  the 
first  mark  was  afterwards 
found  on  the  rails. 

I  am  assured  that  the  points 
have  not  been  interfered 
with  in  any  way  since  this 
mishap  happened,  and  that 
neither  before  nor  since  it 
occurred  has  any  other 
vehicle  been  known  to 
leave  the  rails  at  or  about 
the  spot. 

I  was  unable  to  ascertain 
what  caused  the  brake- 
van  in  this  case  to  leave 
the  rails  as  there  was 
nothing  to  be  seen  on  or 
about  the  permanent  way 
to  account  for  it. 

J.  J.  H. 

In  this  case,  although  Ros- 
tron  had  no  reason  to  sup- 
pose that  the  waggons 
would  be  propelled  from 
the  shunting  neck,  he 
certainly  ought  to  have 
noticed  the  movements, 
and  did  wrong  in  signal- 
ling to  his  driver  to  set 
back  without  first  having 
received  a  sig^ial  from  the 
signalman  to  do  so.  There- 
fore he  most  be  held  re- 
sponsible for  the  mishap. 


The  local  arrangements  men- 
tioned, are  of  Yetj  little 
advantage  to  the  working, 
and  to  avoid  any  misnnder- 
standing  in  fatoie,  as  well 
as  for  other  points  of  safety, 
seeing  that  the  up  main 
line  is  on  a  gradient  falling 
from  the  shunting  neck,  I 
recommend  that  the  pnio> 
tioe  of  propelling  the  wag* 
gons  to  that  line  should  bs 
disoontinned. 

A.F. 
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oroBB  over  road  from  the  down  to 
the  np  main  line,  during  which 
time  tibie  waggons  he  had  to  at- 
tach were  drawn  from  the  sidings 
to  the  shunting  neck  by  the  pilot 
engine. 
BoBtron  was  not  well  acquainted 
with  the  local  worlcings,  and  bo, 
after  seeing  the  waggons  drawn  to 
the  shunting  neck  when  the  main 
line  points  were  reversed,  he  at 
once  signalled  for  his  driver  to  set 
the  engine  back  to  the  shunting 
neck  to  attach  the  waggons,  but 
before  that  could  be  done,  accord' 
ing  to  the  local  practice^  the  wag- 
gons were  propelled  to  the  up  main 
line  by  the  pilot  engine,  and  failing 
to  notice  the  movements,  through 
having  his  attention  partly  given 
to  a  goods  train  then  passing  on 
the  down  line,  he  wa«  struck  by  the 
leading  waggon  and  knocked  down. 

Date  of  Accident  —  Hth  May,  1902. 
Place  at  which  Accident  happened 
— ^Mirfield.  Name  of  person  injured 
— Benjamin  Sykes.  Age  of  Person 
injured — :i2.  Capacity  in  which 
employed — Fireman.  Number  of 
booked  working  hours  per  diem — 
11.  How  long  on  duty  at  time  of 
Accident — 55  minutes.  Nature  of 
injury — Two  fingers  of  right  hand 
injured. 

Description  of  Accident — Sykes  was 
about  to  work  with  a  ballast  train 
from  Mirfield  to  Horbury.  The 
train  had  been  drawn  out  of  the 
ballast  siding  on  to  the  Cleckheaton 
branch  line  at  No.  6  cabin,  from 
which  point  it  was  necessary  to 
propel  it  for  a  distance  of  about 
I  of  a  mile  to  No.  4  cabin,  where 
it  had  to  be  turned  on  to  the  main 
line.  While  this  was  being  done 
the  engine  (which  was  running 
bunker  first)  commenced  to  sli]> 
owing  to  the  rails  being  slippery 
with  the  frost,  and  as  Sykes  saw  that 
the  sand  was  not  running  on  to  the 
rails,  owing  to  a  slight  curve  in 
the  lines,  he  jumped  off  the  foot- 
plate taking  the  hand  hammer 
with  him  for  the  purpose  of  plac- 
ing it  a^inst  the  sand  pipe  to 
press  it  inwards,  so  that  the  sand 
would  run  on  the  rails.  While  so 
engaired  the  hammer  slipped  off 
the  sand  pipe,  and  his  right  hand 
fell  on  the  rail,  with  the  result 
that  two  of  his  fingers  were  run 
over  and  so  injured  that  he  was 
still  off  duty  at  the  time  the  in- 
quiry was  held. 

Date  of  Accident— 20th  May,  1902. 
Place  at  which  Accident  happened 
— Newton  Heath.  Name  of  Person 
injured — Albert  HalL  Age  of  Per- 
son injured — 23.  Capacity  in  which 
employed — Goods  guard.  Number 
of  booked  working  hours  per  diem 
— 10.  How  long  on  duty  at 'time 
of  Accident — 6^  hours.  Nature  of 
Injury — Right  thigh,  left  leg,  and 
h^td  injured. 

Description  of  Accident — In  this  case 
Hall  was  working  a  train  from  the 
carriage  and  waggon  shops,  New- 
ton Heath,  to  New  Allen  Street 
Junction,  Manchester.  The  train 
consisted  of  48  waggons,  and  had 
to  be  propelled  from  the  shops 
siding  along  the  down  slow  line 
until  the  engine  was  over  the 
points  near  Thorpe  Bridge  Junc- 


Concluftions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Be  DO 


immeiidfttioiifl. 


Sykes  is  chiefly  to  blame  for 
the  mishap.  At  the  same 
time  it  is  to  be  regretted 
that  his  driver,  J.  Procter, 
who  frankly  admits  that 
he  saw  him  leave  the  foot- 
plate with  the  hand  ham- 
mer, and  hod  an  idea  what 
he  was  about  to  do,  did  not 
forbid    him    »o    exposing 


80 

himself  to  danger. 


J.  J.  n. 


I  am  of  the  opinion  that  engine 
driver  Robert  Hampson 
applied  the  engine  bntkes 
more  violently  than  there 
was  any  necessity  for,  and 
that  he  is  chiefly  to  blame 
for  the  mishap.  At  the 
same  time  it  might  have 
been  avoided  if  Hall  had 
been  provided  with  a 
brake  van  to  ride  in  from 
Newton  Heath  to  Brewery 
Sidings,  Miles  Platting, 
but  a  brake  van  is  never 
provided  for  the  train  in 
ouestion,  which  runs  daily. 
On  arrival  at  the  Brewery 
Sidings  Hall  uncoupled 
the  rear  20  waggons,  and 
then  walked  forward  and 
informed  Hampeon  about 


For  future  safety  the  Com- 
pany should  be  asked  to  ar- 
range for  a  brake  van  being 
daily  placed  at  the  rear  of 
tJto  train  in  question. 

Further  steps  should  be  taken 
to  ensure  strict  compliance 
with  Bole  171  (/)  at  all 
times. 

J.  J.  H. 
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tion.  While  this  was  being  done 
Hall  rode  inside  the  leading  vehicle 
(an  empty  ballast  waggon),  and 
when  the  engine  was  over  the 
poinds  mentioned  engine  driver 
Robert  Hampson  applied  the  vacu- 
nm  brake  of  his  engine  with  such 
force  as  to  throw  Hall  over  the 
end  of  the  waggon  into  the  six-foot 
way  between  tl^  down  and  up  slow 
'lines,  with  the  result  that  he  was 
injured  as  stated  above,  from  the 
effects  of  which  he  was  off  duty  10 
days. 


Date  of  Accident— 22nd  May,  1902. 
Place  at  which  Accident  hap- 
pened— Uastleton  Sidings.  Name 
of  Person  injured — ^Thomas  Beres- 
ford.  Age  of  Person  injured — 53. 
Capacity  in  which  employed — 
Goods  gfuard.  Number  of  booked 
working  hours  per  diem — 10^.  How 
long  on  duty  at  time  of  Accident 
— 30  minutes.  Nature  of  Injury — 
Mnsdes  in  right  thigh  strained. 

Description  of  Accident  —  Whilst 
eng^aged  in  shunting  operations  at 
Castleton  Sidings  it  was  necessary 
for  Bereeford  to  cross  the  sidings 
to  reverse  the  position  of  certain 
hand  points,  and  when  hurrying  to 
do  BO  his  foot  slipped  from  one  of 
the  rails  forming  the  V  crossing, 
and  he  fell,  with  the  result  stat^ 
above. 

Date  of  Accident— 24th  May,  1902. 
Place  at  which  Accident  happened 
— Wigan.  Name  of  Person  killed — 
Richfurd  Young.  Age  of  Person 
killed-^36.  Capacity  in  which  em- 
ployed— Goods  guard.  Number  of 
booked  working  hours  per  diem — 
10.  How  long  on  duty  at  time  of 
Accident — 7^  hours. 

Description  of  Accident— On  arrival 
of  the  10.50  p.m.  goods  train  from 
Southport  at  1.10  a.m.  there  were 
five  waggons  to  detach.  Before 
the  guard,  J.  Hardman,  oonld  get 
from  the  rear  to  the  front  of  the 
train  Yonng,  who  was  working  in 
charge  of  the  Wigan  shunting  en- 
gine, had  detached  the  waggons, 
and  with  the  train  engine  had 
placed  them  in  the  shunting  neck 
in  front  of  the  shunting  engine, 
which  was  then  waiting  to  propel 
them  into  the  goods  yard.  After 
the  train  engrine  had  been  taken 
back  to  the  main  line  Young,  who 
was  then  standing  between  the 
shunting  neck  and  up  main  line, 
signalled  for  it  to  be  set  back  on 
to  the  train,  and  then  immediately 
turned  round  and  gave  another 
signal  for  the  shunting  engine  to 
to  push  the  five  waggons  into  the 
yard.  Whilst  giving  the  last- 
mentioned  signal  he  evidently  got 
too  near  the  main  line,  for  as  the 
train  engine  was  setting  back  to  its 
train  he  was  struck  by  it  and 
knocked  on  to  the  side  of  the 
waggons  then  in  motion  in  the 
shunting  neck,  and  received  in- 
juries from  which  he  died  shortly 
afterwards. 


his  accident,  when  the 
latter  started  the  train 
without  receiving  a  signal 
from  Hall  to  do  so.  He 
also  neglected  to  see  that 
his  fireman  looked  for  the 
guard  to  exchauge  signals 
with  him  after  starting,  as 
directed  in  Rule  171  (/), 
and  as  the  result  of  Hairs 
injuries  prevented  him  go- 
ing forward  with  the  train 
to  New  Allen  Street  yard 
it  went  there,  a  distance 
of  about  ^  a  mile,  without 
a  guard.  ELampson  is  to 
blame  for  disreg^ding  the 
rule  referred  to,  but  it  is 
evident  that,  so  far  as  the 
exchange  of  sig^ials  is  con- 
cerned, after  the  trains  are 
started,  the  rule  has  not 
been  carried  out  properly. 

It  appears  that  at  the  time 
of  the  mishap  it  was  rain- 
ing heavily,  aud  from 
Beresford's  evidence  his 
wearing  of  a  g^eat  coat 
somewhat  retarded  his 
movements. 

In  this  case  the  accident 
seemR  to  have  been  due  to 
misadventure. 

A.  F. 


There  was  no  necessity  for 
Young  to  have  signialled 
for  t^th  engines  to  ap- 
proach him  £om  opposite 
directions  at  the  same 
time,  and  as  he  apparently 
intended  to  remain  near 
to  the  main  line  for  the 
purpose  of  coupling  the 
engine  to  the  train,  seeing 
that  the  space  between  the 
main  line  and  shunting 
neck  is  not  more  than 
5  feet  9  inches,  and  that 
there  was  no  fixed  light 
by  which  he  could  see  his 
exact  position,  I  certainly 
think  he  acted  very  un- 
wisely in  doing  so,  but 
taking  into  consideration 
that  his  desire  was  solely 
for  the  purpose  of  facili- 
tating the  work  I  am  of 
opinion  that  in  this  case 
the  aonident  was  due  to 
misadventure. 


For  fatoxe  safety  I  zeoom« 
mend  that,  if  poosible,  mors 
space  should  be  provided 
between  the  main  line  and 
shunting  neok  referred  Uk 
and  that  at  least  two  good 
lamps  should  be  nroVided 
and  snitablv  fixed  ror  light- 
ing the  pauu  the  men  have 
to  take. 
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Date  of  Aocident— 27th  May,  1902. 
Place  at  which  Accident  happened 
— Ooole.  Name  of  Person  injured 
— Benjamin  Miller.  Age  of  Person 
injured — 37.  Capacity  in  which 
employed  — Extra  goods  porter. 
Number  of  booked  working  hours 
per  diem — Irregular.  How  long 
on  duty  at  time  of  Accident — 
18J  hours,  with  two  hours  off  for 
meals.  Nature  of  Injury — Left 
foot  injured. 

Deecrintion  of  Accident — Owing  to 
the  height  of  the  stage  of  the  sugar 
shed  the  doors  of  waggons  have  to 
be  opened  before  the  waggons  are 
placed  alongside  the  stage.  To 
keep  the  doors  clear  of  the  stage 
this  Company's  waggons  are  fitted 
with  hasps,  which  are  placed  in  the 
staples  fixed  on  the  sides  of  the 
waggons.  Miller  had  assisted  to 
load  a  waggon  with  about  100  cases 
of  sugar,  and  when  the  Tehicle 
was  drawn  by  an  engine  clear  of 
the  stage  he  followed  it  for  the 
pur})oee  of  closing  and  securing  the 
doors,  and  when  reaching  upwards, 
placing  the  pin  in  position  while 
the  vehicle  was  in  motion,  he 
caught  his  left  foot  against  a  point 
lever  and  fell,  so  injuring  his  foot 
as  to  cause  him  to  be  off  duty  four 
days. 

Date  of  Accident^-- 28th  May,  1902. 
Place  at  which  Accident  happened 
— Luddendenfoot.  Name  of  Person 
injured — David  Comforth.  Age 
of  Person  injured — 22.  Capacity 
in  which  emploved — Goods  porter. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident — 8 J  hours. 
Nature  of  injury — Thumb  of  rijjht 
hand  crushed. 

Description  of  Accident  —  On  the 
morning  in  question  several  men, 
including  Comforth,  were  working 
at  different  waggons  standing  in 
the  No.  3  siding.  At  about  10.30 
Comforth  was  necessarily  between 
the  tenth  and  eleventh  waggons 
from  the  entrance  for  the  purpose 
of  untying  a  sheet  cord  which,  in- 
stead of  being  passed  through  the 
ring  provided  for  the  purpose,  had 
very  improperly  been  fastened 
round  the  diaw-bar  of  the  eleventh 
waggon.  At  that  time  the  shunter. 
A.  Sunderland,  required  to  slightly 
move  the  waggons,  so  as  to  clear 
the  fouling  point  of  an  adjoining 
siding.  Seeing  other  porters  at 
work  on  the  waggons  near  the  en- 
trance he  called  to  them  to  stand 
clear,  and  they  did  so.  but,  un- 
fortunately, he  could  not  see  Com- 
forth, and  the  latter  did  not  hear 
the  call.  The  waggons  were  stand- 
ing with  stretched  couplings,  and 
the  draw-bar  at  which  Comforth 
was  working  was  pulled  slightly 
from  the  headstock,  and  as  the 
waggons  were  closed  up  unex- 
pectedly his  right  hand  slipped 
from  the  cord  and  his  thumb  was 
crushed  between  the  shoulder  on 
the  draw-bar  and  the  face  of  the 
headstock. 

Date  of  Accident— 28th  May,  1902. 
Place  at  which  Accident  happened 
— Oldham  Road,  Manchester.  Name 
of  Person  injured — GJeorge  Richard 
Harrison.  Age  of  Person  injured — 
81 .    Capacity  in  which  employed — 


It  was  no  part  of  Hiller^s 
duty  to  secure  the  waggon 
doors,  but  he  was  afraid 
that  some  of  bhe  cases 
would  fall  out  while  the 
vehicle  was  beiug  drawn 
forward.  His  intentions 
were  good,  and  as  he  could 
not  see  Uie  point  lever 
over  which  he  fell,  while 
looking  upwards  to  put 
the  pin  in  position  to  se- 
cure the  door,  the  mishap 
was  chiefly  due  to  his  ex- 
cess of  zeal ;  at  the  same 
time,  after  having  been  on 
duty  for  such  a  long  period, 
he  could  hardly  be  so  alert 
as  was  desirable. 

From  the  evidence  given  it 
appears  that  the  practice 
of  closing  the  waggon 
doors,  and  also  tying  the 
sheet  strings  while  the 
vehicles  are  in  motion,  is 
far  too  general  at  zhia 
place. 


In  this  case,  as  he  fully  ad- 
mits, shunter  A.  Sunder- 
land is  to  blame  for  moving 
the  standing  waggons 
without  first  seeing  that 
all  persafig  were  clear  ;  at 
the  same  time  it  is  only 
fair  to  say  that  the  move- 
ment of  the  waggon  at 
which  Cornforth  was 
working  was  so  slight 
that,  except  for  his  being 
engaged  in  the  act  men- 
tion^, I  do  not  think 
any  mishap  could  have 
occurred. 


In  this  case  the  accident 
appears  to  have  been 
chiefly  due  to  a  misunder- 
standing on  the  part  of 
Richardson.  He  had  on 
several   occasions   during 

i 


For  future  safety  the  C^m- 
paiky  should  make  arrange- 
ments for  the  waggons  to 
be  brought  to  rest  aa  soon 
as  they  are  dear  of  the 
stage  referred  to,  and  al- 
lowed to  stand  there  until 
all  the  doors  are  closed  and 
fastened,  and  also  until  all 
the  sheets  have  been  pro- 
perly secured.  Besides,  as 
the  point  lever  over  which 
MiUer  fell  is  only  3  feet 
8  inches  from  the  running 
line,  it  might  with  advan- 
tage be  removed  further 
back. 

J.  J.  H. 


To  avoid  men  having  to  take 
up  such  positions,  as  it  was 
necessary  for  Cornforth  to 
do  in  this  case,  I  recom- 
mend that  the  practice  of 
tying  sheet  cords  round  the 
draw-bar  hooks  of  waggons 
should  be  forbidden. 

A.  F. 
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Partioalars  of  Accident,  kc. 


Conclnsions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


« 
fiftooiniiMiniliitff?"*t 


Lahcabhibb      and 


I 


Gapstanman.  Number  of  booked 
working  hours  per  diem — 1 2.  How 
long:  on  duty  at  time  of  Accident — 
3^  hours.  Nature  of  Injury — 
Internal. 

Description  of  Accident — At  Oldham 
Road  there  are  high  and  low  level 
goods  yards,  between  which  certain 
waggons  are  worked  by  hoists. 
The  waggons  are  hanlea  to  and 
from  the  hoists  by  capstans. 

Harrison  is  responsible  for  the  work- 
ing of  the  hoists  and  the  capstans, 
but  he  is  assisted  by  a  sootcner  or 
brakesman,  and  a  hooker-on.  As  is 
customary  in  such  cases  for  training 
purposes  the  scotcher  is  occasionally 
allowed  to  work  the  capstans  under 
the  supervision  of  the  capstanman, 
and  on  the  morning  in  question  the 
scotcher,  J.  Richardson,  who  assists 
Harrison  was  allowed  to  do  so. 
At  9.15  a.m.  there  were  four  wag- 
gons ready  to  be  lowered  to  the 
bottom  yiurd,  and  about  that  time 
Harrison  walked  on  the  balcony 
alongside  the  "Old"  hoist  to  in- 
form the  men  below  that  after  the 
four  waggons  had  been  lowered  he 
and  his  assistants  would  take  their 
breakfast.  When  returning  to  the 
front  of  the  hoist  he  notiwd  that 
the  hoist  scotches,  which  are  worked 
by  levers,  were  in  their  wrong 
position,  and  so  he  went  on  the 
hoist  for  the  purpose  of  reversing  i 
them,  but  after  he  had  put  up  the 
back  scotch,  and  Just  wnen  in  the 
act  of  pulling  off  the  one  nearest 
to  the  capstan,  he  was  struck  by  a 
waggon  which  Richardson,  owhig 
to  a  misunderstanding,  had  run  to 
the  hoist,  and  being  crushed  be- 
tween the  comer  of  the  waggon 
and  the  side  wall  of  the  switch 
room  adjoining  the  hoist  shaft  he 
received  injuries  from  which,  at 
the  time  of  my  inquiry,  he  was 
still  off  duty. 

Date  of  Accident — 9th  June,  1902. 
Place  at  which  Accident  happened 
— Wakefield.  Name  of  Person 
killed — Benjamin  Whiteley.  Age 
of  Person  killed — 25.  Capacity  in 
which  employed — Shunter.  Num- 
ber of  booked  working  hours  per 
diem — 10.  How  long  on  duty  at 
time  of  Accident — 1  hour. 

Description  of  Accident—In  this  case 
the  5.80  p.m.  goods  train  ex  G^oole 
arrived  at  Wi^efield  at  11.30  p.m., 
and  was  brought  to  rest  on  the  up 
goods  line,  after  which  the  guard, 
David  Chappell,  uncoupled  the  12 
vehicles  next  the  engfhie,  to  place 
them  in  No.  7  up  exchange  siding, 
and  signalled  his  driver  ahead  over 
the  points  leading  there.  While 
this  was  being  done,  the  deceased 
walked  with  Chappell  towards  the 
points,  and  when  the  rear  vehicle 
was  over  them,  he  signalled  to  Uie 
signalman  on  duty  in  Farmer's 
Lane  signal  cabin  to  set  the  points 
for  the  sidings.  After  seeing 
that  the  points  were,  properly  set, 
he  signalled  the  driver  back,  and 
also  took  the  "tonnage"  tickets 
from  Chappell,  and  then  walked 
alongside  the  vehicles  while  they 
were  set  back  into  the  siding. 
Owing  to  the  lines  being  on  a  curve, 
it  was  necessary  for  Chappell  to 
remain  near  the  points  for  signal- 
ling purposes,  and  while  he  stood 
there   he    heard  a  noise  as  if   a  j 


the  morning  worked  the 
capstan  at  Harrison's  re- 
quest, and  when  Harrison 
went  on  the  hoist  to  re- 
verse the  scotches,  Rich- 
ardson evidently  mistook  a 
certain  movement  of  his 
arm  for  a  signal  to  place 
the  first  of  the  four  stand- 
ing waggons  on  the  hoist ; 
at  the  same  time,  and,  as 
he  fully  admits,  even  if 
the  movement  of  Har- 
rison's arm  (of  which  he 
has  no  knowledge)  had 
been  intended  for  a  signal, 
before  running  the  wag- 
gon on  the  hoist,  knowing 
the  capstanman's  duties, 
Richardson  should  have 
seen  that  the  scotches  had 
been  properly  set.  Had 
he  done  so  he  might  have 
seen  Harrison's  position, 
and  for  having  neglected 
to  do  so  he  is  certainly 
somewhat  to  blame. 

A.  P. 


No  one  saw  the  accident 
oocur,  but  it  is  assumed 
that  tiie  deceased,  as  usual, 
was  placing  the  '*  tonnage ' 
tickets  in  tiie  label  clip  of 
the  loading  waggon  when 
he  acoidently  stumbled 
and  fell  across  the  rail 
between  that  waggon  and 
the  adjoining  one. 

The  trains  on  this  line  are 
made  up  on  the  tonnage 
system,  and  the  tickets  in 
question  show  the  weight 
of  each  waggon  and  the 
contents. 

J.  J.    XI. 
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Reoommendfttiona. 


waggon  had  left  the  rails,  and  he 
at  once  signalled  the  driyer  to  stop. 
He  then  walked  forward  to  ascer- 
tain what  had  cansed  the  noise^ 
when  he  found  the  deceased  Ijing 
with  his  body  across  the  outside 
rail  quite  dead,  flye  waggons  haying 
passed  oyer  him,  and  one  empty 
waggon  was  off  the  raiL 

Date  of  Accident— 17th  April,  1902. 
Place  at  which  Accident  happened 
— ^Poplar.  Name  of  Person  injured 
—  William  Waterson.  Age  of 
Person  injured— 39.  Capacity  in 
which  employed  —  Extra  Goods 
Porter.  Number  of  booked  work- 
ing hours  per  diem  —  Irreg^ular. 
How  long  on  duty  at  time  of 
Accident— 8f  hours.  Nature  of 
Injury— Skull  fractured. 

Description  of  Accident— At  about 
9.45  a.m.  on  the  date  in  question, 
Waterson  was  remoying  a  sheet 
from  a  waggon,  for  which  purpose 
it  was  necessary  for  him  to  stand 
upon  the  top  of  the  contents  of  the 
yehide  while  it  was  at  rest  in  what 
is  known  as  the  cartage  line  of  the 
up  shed  road,  and  whDe  so  engaged, 
the  yehicle  was  moyed  so  yiolently 
as  to  cause  him  to  be  thrown  oyer 
the  end  of  it  into  the  four-foot 
way,  and  as  he  fell  his  head  struck 
the  draw-bar,  with  the  result  that 
his  skull  was  so  injured  that  he 
was  still  off  duty  at  the  time  the 
inquiry  was  held. 

Date  of  Accident— 18th  April,  1902. 
Place  at  which  Accident  happened 
— Coyentry.  Name  of  Person  in- 
jured— George  Harry  Knight.  Age 
of  Person  injured— .15.  Capacity 
in  which  employed— Horse  shunter. 
Number  of  booked  working  hours 
per  diem — 12,  with  2  hours  off  for 
meals.  How  louff  on  duty  at  time 
of  Accident — 61  hours.  Nature  of 
Injury— Right  knee  bruised. 

Description  of  Accident. — ^At  about 
12.30  a.m.  on  the  day  in  question, 
it  was  necessary  for  Knight  with 
his  horse  to  moye  two  empty 
waggons  from  the  *'  shed  road  '^to 
the** middle  road."  The  yehiclea 
had  first  to  be  drawn  southwards 
oyer  a  pair  of  hand  points  fixed 
just  outside  the  goods  shed,  and 
then  from  there  northwards  into 
the  **  middle  road."  For  this  pur- 
pose Knight  attached  his  horse- 
chain  to  the  centre  link  of  tiie 
oonpling  of  the  leading  waggon, 
after  which  he  started  his  horse 
ahead,  and  as  he  was  working  alone, 
it  was  necessary  for  him  to  leaye 
his  horse  while  he  held  the  hand 
points  mentioned.  During  the  time 
he  was  so  engaged  his  horse  had 
drawn  the  yehicles  some  distance 
away,  and  while  running  towards 
them  for  the  purpose  of  applying 
the  brakes,  it  was  necessary  for 
him  to  cross  oyer  from  the  west  to 
the  east  side  of  the  yehicles,  as  they 
were  only  fitted  with  brakes  at  the 
latter  side,  and  while  doing  so  he 
fell  oyer  a  point  handle,  so  injuring 
his  right  Imee  as  to  cause  nim  to 
be  off  duty  three  weeks. 

Date  of  Aoddent— 23rd  April,  1902. 
Place  at  which  Accident  nappened 
— Sontham  and  Long  Itohu^rton. 
Name  of  Person  injured— Jdm 
Bennett  Ageof  Person  injured— ^7. 


In  this  case,  while  Waterson 
was  engaged  as  stated, 
goods  porter,  Owen  Powell, 
while  placing  another  ye- 
hide in  position  under  a 
crane  with  a  capstan, 
moyed  the  yehide  from 
which  Waterson  was  re- 
moving the  sheet,  and 
although  Powell  states 
that  he  called  out  **Hold 
tight  Cartage  line  "  before 
setting  the  capstan  in 
motion,  it  is  eyident  his 
call  was  not  hea^tl  by 
either  Waterson  or  checker, 
George  Smith,  who  was 
working  with  him. 

It  was  no  part  of  PoweU's 
duty  to  work  the  capstan, 
and  he  was  forbidden  to  do 
so  by  his  foreman  checker, 
R.  Wahham,  therefore 
Powell  is  alone  to  blame 
for  the  mishap. 

J.  J.  H. 


The  mishap  was  chiefly  due 
to  Knight  haying  no  ooe 
to  assist  him  with  the 
horse  8himting,and  would 
probably  have  been  ayoided 
if  he  had  had  an  assistant 
to  hold  the  hand  points. 
This  accident  happened 
within  35  yards  of  the 
main  line,  upon  which 
trains  and  engines  are 
constantly  pasdng  and 
re-passing,  and  in  accord- 
ance with  Rule  110,  Knight 
should  haye  had  hdd  of 
his  horse's  head  while  it 
was  drawing  the  yehides. 


In  this  case  Bennett,  after 
haying  been  properly 
wamM,  should  haye  ascer- 
tained whether  the  shunt- 
ing was  completed  or  not 


For  future  safety  the  Com- 
pany should  be  pressed  to 
appoint  a  second  man  or 
youth  to  assist  their  hom 
shunters,  especially  at  such 
busy  places  as  Coyentry, 
where  the  horse  shunting 
is  heayy,  and  wheore  there 
are  a  number  of  turntables 
and  points  to  hold  (as  in 
this  case),  while  the  yehi- 
des are  being  taken  from 
one  siding  to  another. 

The  horse  shunters  also  haye 
to  attend  to  the  brakes  of 
the  yehides,  attach  and 
detach  their  horse  chains, 
and  when  so  engaged,  th^ 
cannot  possibly  attend  to 
their  horses  according  to 
the  instructions  laid  down 
in  Bule  110. 

J.  J.  H. 
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London  and  Nobth- 
Wkstebn— <;oM^. 


Capacity  in  which  employed — 
Ganger.  Number  of  booked  working 
hours  per  diem — 11^,  with  1^  hours 
off  for  meals.  How  long  on  duty  at 
time  of  Accident — S\  hours.  Na- 
ture of  Injury — Forehead  injured. 
Description  of  Accident. — On  the 
afternoon  in  question,  Bennett  and 
platelayer,  William  Walker,  were 
eng^aged  unloading  a  waggon  which  l 
stood  second  from  the  buffer  stoys  | 
in  the  cattle  dock  siding  ;  while 
so  engaged,  brakesman,  Thomas 
Dowies,  warned  them  that  shunt- 
ing operations  were  about  to  com- 
mence, and  they  got  out  of  the 
waggon.  A  number  of  waggons 
standing  at  the  east  end  of  the 
siding  were  then  drawn  out,  but 
four  were  left  standing  in  front  of 
the  one  the  men  were  engaged  at. 
After  an  interval  of  about  10 
minutes  Bennett,  thinking  that  the 
shunting  operations  were  com- 
pleted, got  into  the  waggon  again, 
and  when  some  vehicles  were 
shunted  into  the  siding,  they  struck 
the  four  vehicles  referred  to,  which, 
in  turn,  struck  the  waggon  Bennett 
was  standing  in,  causing  him  to 
be  thrown  over  the  end  into  the 
four-foot  way,  with  the  result  that 
he  had  his  forehead  slightly  in-, 
jured,  which  necessitated  him  being 
off  duty  four  days. 

Date  of  Accidentr-26th  May,  1902. 
Place  at  which  Accident  happened 
— ^Nuneaton.  Name  of  Person  in- 
jured—  George  White.  Age  of 
Person  injured — 30.  Capacity  in 
which  employed — Ballast  guard. 
Number  of  booked  working  hours 
per  diem — 11^,  with  1^  hours  off 
for  meals.  How  long  on  duty  at 
time  of  Accident — 6  hours.  Nature 
of  Injury — ^Forehead  cut  and  head 
bruised. 

Description    of    Accident. — On    this 
date  the  ballast  train  which  White 
usually  worked  with  was  not  run- 
ning, consequently  he  and  his  flag- 
man, George  Mills,  were  sent  to 
clean  up  the  road  at  the  south  end 
of  the  station.    To  do  so  the  dirt 
and  spent  ballast  were  first  thrown 
into  heaps  in  the  four-foot  way  of 
the  up  third  line  and  afterwards 
placed  in  a  wheelbarrow  by  Mills 
and  taken  away.    While  White  was 
working  at  the  points  leading  from 
the  up  third  line  to  the  up  main 
line  the  driver  of  a  goods  train 
passing  on  the  adjoining  line  called 
to  him  and  he  turned  round  for  a 
few  moments  to  speak  to  him,  after 
whi(^,  while  in  the  act  of  turning 
round  again  to  resume  work,  he 
was  struck  and  knocked  down  by 
the   first   of    two    light    engines 
(coupled  together)  travelling  from 
the  up  third  line  to  the  up  main 
line. 


before  getting  inti'  the 
waggon  again,  and  hift 
neglecting  to  do  no  was 
the  cause  of  the  mishap, 
consequently  he  in  alone 
to  bhimc. 

J.  J.  H. 


White  and  Mills  were  work- 
ing about  six  yards  apart, 
the   former   at   the    left 
hand  side  and  the  latter 
at  the  right  hand  side  of 
the  up  third  line.    Mills 
saw  tiie  light  engines  ap- 
proaching and  called  out 
to  White  *'  Look  out,"  but 
the  latter  did  not  hear  the 
call   owing  to  the   noise 
made  by  the  goods  train 
which  was  passing  on  the 
adjoining  line.     The  light 
engipcs  had  been  standing 
waiting  for  the  signal  to 
be   lowered    and    started 
from    a   point   about    50 
yards  from  where  White 
was  working.     The  lead- 
ing engine,  in  charge  of 
driver  Thomas    Cumliffe, 
was  running  tendei'  first, 
consequently  he  was  at  the 
opposite  side  to  that   on 
which  White  was  working, 
but  he  did  not  see  Mills 
or  even  his  wheelbarrow 
which   was   at   his   side. 
Cumlifle*8  fireman,  G^rge 
Wolfe,  and  Joseph  Heath, 
driver  of  the  second  en- 
gine (which  was  running 
engfine    first),    were,    or 
ought  to  have  been,  at  the 
side  on  whicb  White  was 
working,   yet  neither   of 
them   saw   him  until  he 
was  falling  after  the  en- 
gine    had     struck    him. 
Heath  states  that  he  was 
looking  ahead  for  signals 
and  never  looked  for  any- 
one  on  the  ground,  but 
there  was  no  reason  whv 
he,  Wolfe,  and   Cumliflre 
should  not  have  done  so— 
the    last    named    before 
starting.      They    had     a 
clear  view,  and  had  they 
been    keeping    a    proper 


The  number  of  oases  in 
which  enginemen  have 
failed  to  see  men  at  work 
foul  of  the  permanent 
way  are  so  nnmerons  tiiat 
it  appears  that  th^  are  in 
the  habit  of  disregarding 
Rules  139  and  153.  Thete- 
fore  it  is  desirable  that 
steps  should  be  taken  to 
more  stricdy  enforce  these 
rules,  and  as  a  further  pre- 
caution a  look-out  man 
should  be  appointed  (at 
such  busy  places  as  Nun- 
eaton) to  warn  men  work- 
ing foul  of  the  ronning 
lines,  as  it  is  almost  im- 
possible for  them  in  all 
cases  to  perform  their 
work  and  at  the  same 
time  keep  a  proper  look 
out  for  weir  own  safety, 

J.  J.H. 
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Date  of  Accident— 26th  May,  1902. 
Place  at  which  Accident  happened 
— Garston  Dock.  Name  of  Pereon 
injured — WiJter  HoUis.  Afire  of 
Pefson  injured— 2S.  Capacity  in 
which  employed — Joiner's  labourer. 
Number  of  booked  workingr  hours 
per  diem — 11^,  with  If  hours  off 
for  meals.  How  long  on  duty  at 
time  of  Accident — 5  hours.  Nature 
of  Injury — Jaw  injured. 

DeKription  of  Accident. — ^At  11 .0  a.m. 
on  the  day  in  question  while  Hollis 
was  carrying  two  planks  (1  foot 
broad  and  6  and  8  feet  long  re- 
spectively)  upon  his  shoulder, 
owing  to  a  strong  wind  blowing 
from  the  north,  he  walked  between 
the  *'  empty  road "  and  the  **  full 
road"  at  the  south  side  of  the 
▼dxidee  standing  in  the  latter 
road.  On  reachmg  the  west  end 
of  the  leading  yehicle  a  gust  of 
wind  caused  the  planks  to  swing 
round  and  also  to  partly  faU  off 
his  shoulder  on  to  the  buffers  and 
his  left  hand  to  become  jammed 
between  the  leading  bufter-shell 
and  the  head  of  the  leading  yehicle, 
and  before  he  could  release  his 
hand  to  more  the  planks  the 
longer  one  was  struck  by  the  lead- 
ing yehicle  of  six  which  ^ere 
being  propelled  into  the  '*  empty 
road  "  causing  the  plank  to  strike 
his  jaw,  so  injuring  it  as  to  cause 
him  to  be  off  duty  four  days. 


Date  of  Accident— 27th  May,  1902. 
Place  at  which  Accident  happoied 
— ^Lancaster.  Name  of  Person  in- 
jured.—Robert  John  Armer.  Age 
of  Penon  injured — ^27.  Oapadty 
in  which  employed  —  Fireman. 
Number  of  booked  working  hours 
perdtem — 11^.  How  long  on  duty 
at  time  of  Accident— 6$  hours. 
Nature  of  Injury. — ^Forefinger  of 
right  hand  taken  off  and  adjoining 
finger  injured. 

Description  of  Accident. — On  the  date 
in  question  Armer  worked  with  the 
3.20  p.m.  goods  train  from  Oxen- 
holme  to  Lancaster,  and  during 
shunting  operations  at  the  latter 
station  it  was  necessary  for  about 
80  waggons  to  be  taken  from  the 
down  sidings  across  the  main  lines 
to  the  up  sidings.  While  this  was 
being  done  the  sand  would  not  run 
through  the  pipe  owing  to  its 
haying  become  wet,  causing  it  to 
lodge  at  the  bottom  of  tl^  pipe, 
and  as  the  engine  was  slipping 
yery  badly  it  was  necessary  to  get 
the  sand  to  run  on  the  rail.  For 
this  purpose  Armer  left  the  foot- 
plate of  his  engine  in  motion,  and 
while  knocking  or  tapping  the 
sand-pipe    with   a    screw-key   he 


Recommendatloiiflk 


look-out  ahead,  in  accord- 
ance with  Rule  139,  they 
miirht  haye  seen  White 
and  warned  him,  as  di- 
reoted  in  Rule  153,  or,  if 
necessary,  brought  tl»Bir 
engines  to  rest,  and  so 
ayoided  the  mishap.  At 
the  same  time  White  is 
not  free  from  blame,  for 
neglecting  to  look  round 
before  attempting  to  re- 
sume work  foul  of  the  up 
third  line. 


The  mishap  appears  to  haye 
been  due  to  misadventure. 


J.  J.  H. 


When  Armer  left  the  foot- 
plate of  his  engine  it  was 
drawing  about  SO  waggons 
up  a  rising  gradient  of 
1  in  95,  and  could  hardly 
take  such  a  number  of 
yehicles  up  such  a  steep 
incline  wMle  slipping  so 
badly.  At  the  time  the 
engine  was  trayelling 
along  the  shunting  neck 
at  the  down  side  and  could 
haye  been  brought  to 
rest  until  the  bottom  of 
the  sand  pipe  was  cleared, 
and  it  is  to  be  regretted 
that  this  was  not  done. 
At  the  same  time  it  ap- 
pears from  the  eyidence 
that  it  is  the  practice  (in 
the  absence  of  any  instruc- 
tions to  the  contrary)  for 
the  men  to  leaye  the  foot- 
plates of  their  engines  in 
motion  to  perform  the 
same  operation  as  Armer 
was  engaged  with.  This 
is  done  with  a  yiew  of 
forwarding  the  work,  and 
the  mishap  was  chiefly 
due  to  Armor's  excess  of 
zeal. 


So  many  accidents  haye  oc- 
curred to  eng^inemen 
through  their  leaying  the 
f  oot-i3ateB  of  their  engines 
in  motion  for  yarious  pur- 
poses, that  it  is  desirable 
that  special  instructions 
should  be  issued  strictly 
forbidding  the  practice. 
Some  of  the  other  Com- 
panies haye  issued  orders 
to  this  effect  with  good 
results. 

J.  J.  H. 
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caught  his  foot  against  the  end  of 
a  cheok*rail  and  fell  with  his  right 
hand  between  the  check-rail  and 
the  mnning  line,  where  it  was 
caught  by  the  engine  wheel  and  so 
injux^  as  to  cause  him  to  be  off 
duty  C^  weeks. 


Date  of  Aocident— 3rd  June,  1902. 
Place  at  which  Accident  happened 
— Crown  Street,  Liverpool.  Name 
of  Person  injured — «foeeph  Loft- 
house.  A^  of  Person  ininred — 
39.  Capacity  in  which  employed — 
Horse  shunter.  Number  of  booked 
working  hours  per  diem — 11 4,  with 
1^  hours  off  for  meals.  How  long 
on  duty  at  time  of  Accident — ^9 
hours.  Nature  of  Injury. — Right 
ankle  bruised ;  off  duty  three  days. 

Description  of  Accident — At  about 
2.0  a.m.,  Lofthouse  and  brakesman 
Thomas  Kinvig  with  two  horses 
were  engaged  taking  a  waggon 
loaded  with  coal  from  the  new 
main  line  to  the  Sutton  Hes^ 
Colliery  siding.  To  get  it  there  it 
was  necessary  to  turn  it  on  a  turn- 
table, and  while  this  was  being 
done  the  leading  horse  suddenly 
swerred  to  one  side  and  with  its 
left  forefoot  struck  Lofthouse  on 
the  right  ankle  knocking  him 
down,  with  the  result  stated 
above. 

Date  of  Accident — 5th  June,  1902. 
Place  at  which  Accident  happened 
— Edge  Hill,  Liverpool.  Name  of 
Person  injured — Alfred  Lamb.  Age 
of  Person  injured — 31.  Capacity 
in  which  employed — Brakesman 
acting  as  shunter.  Number  of 
book^  working  hours  per  diem — 
8.  How  long  on  duty  at  time  of 
Aoddent— Si  hours.  Nature  of 
Injury  —  Injured  internally.  Off 
dut^  3  days. 

Description  of  Accident — All  the 
shunting  operations  at  this  place 
are  performed  by  gravitation.  In 
this  case  Lamb  accompanied  two 
waggons  for  the  purpose  of  steady- 
ing them  down  the  incline,  and 
while  doing  so,  he  rode  upon  his 
brake-stick.  After  the  vehiclee  had 
travelled  about  1 80  yards,  they  came 
in  contact  with  some  other  vehicles 
at  rest,  causing  him  to  be  thrown 
off  the  brake-stick  on  to  the  ground, 
Tcith  the  result  stated  above. 

Date  of  Accident  — 5th  May,  1902. 
Place  at  which  Accident  happened 
— Cathcart  Street,  Birkenhead. 
Name  of  Person  injured — ^Edward 
Greer.  Age  of  Person  injured— 31. 
Capaci^in  which  employed— Gate- 
man.  Number  of  booked  working 
hours  per  diem — 12,  with  1  hour 
off  for  meals.  How  long  on  duty 
at  time  of  Accident — 8|  hours. 
Nature  of  injury — Back,  ribs,  breast 
bone,  and  left  shoulder  injured. 

Description  of  Accident — ^At  about 
2.30  p.m.,  while  two  waggons  were 
being  loose  shunted  from  an  engine 
owii^  to  a  misunderstanding 
between  shunters  John  Williams 
and  Edward  Brasaey,  the  near 
vehicle  was  derailed  at  a  pair  of 
points.    As  the  engine  could  not 


The  driver,  R.  Laycock, 
does  not  appear  to  be  to 
blame,  he  did  not  see 
Armer  leave  the  foot-plate 
owing  to  looking  ahead  at 
the  opposite  side  of  the 
engine  for  signals,  and 
being  so  busily  engaged 
opening  and  shutting  the 
regulator  with  a  view  to 
prevent  the  engine  slip- 
ping. 

The  lines  and  sidings  at  and 
about  the  spot  where  this 
misbap  happened  are  let 
to  the  Sutton  Heath  Coal 
Company  and  other  col- 
liery companies  and  coal 
Merchants.  Although  the 
mishap  appears  to  have 
been  accidental  if  the 
place  had  been  well 
lighted  instead  of  in  ab- 
solute darkness  Lofthouse 
might  have  seen  the  horse's 
movements  in  time  to  have 
avoided  the  accident. 


When  the  shunters  accom- 
pany the  vehicles  for  long 
distances  down  these  ex- 
tensive sidings,  they  make 
a  practice  of  riding  upon 
their  brake-sticks  which 
they  place  on  the  top  of 
the  brake  lever  and  under- 
neath the  waggon  spring. 
There  is  no  order  forbid- 
ding the  practice.  The 
accident  is  one  of  a  number 
which  mav  be  expected  so 
long  as  the  men  are  per- 
mitted to  ride  upon  their 
brake-sticks.  As  a  proof 
of  this,  shunter  R.  Bell  was 
injured  at  the  same  place 
on  June  19th,  and  shunter 
F.  Humphreyt  on  Auffust 
20th,  while  so  eiigage£ 


It  was  no  part  of  Greer*s  dul^ 
to  assist  to  re-rail  the 
waggon,  but  seeing  that 
the  uiunters  were  in  diffi- 
culties, he  wer^t  from  his 
post  at  the  crossing  gates 
to  help  them.  However, 
he  was  not  aware  that  pre- 
vious to  his  arrival  at  the 
spot,  the  prop  had  slipped 
when  both  Williams  and 
Brassey  had  attempted  to 
use  it.  Greer  was  inex- 
perienced in  railway  work, 
and  had  not  been  supplied 
with  a  copy  of  the  roles  in 
accordance  with  Rule  17(a}. 
Under  these  oiroumstanoes 
he  does  not  appear  to  be  to 
blame.    In  my  opinion  the 


Owing  to  the  oonstmction  of 
this  extensive  yard  all  the 
shunting  is  performed  by 
horses.  To  oet  the  wag- 
gons to  and  from  the 
various  private  sidings 
they  have  to  be  turned 
on  turntables,  and  all 
waggons  to  and  from  the 
Company's  Crown  Strsst 
goods  shed  have  to  be 
taken  along  the  new  main 
line.  The  horse  shnntiiig 
is  very  heavy  daring  the 
dark,  especially  where  this 
accidient  happcnied,  and  the 
Company  should  use  their 
influence  with  the  privMa 
firms  for  the  sidings  to  be 
adequately  lighted  with- 
out delay. 

J.J.H. 


The  practice  of  men  riding 
for  such  long  distsnciw 
upon  their  brake>4tioki, 
with  one  end  placed  undff- 
neath  the  spring  of  the 
vehicle  in  the  manner  des- 
cribed, is  such  a  dangeroai 
operation,  that  for  future 
safety  the  Company  should 
take  steps  to  aboliui  it 

J.  J.  H. 


For  future  safety  the 
should  be  strictjy  f orbiddsa 
to  use  the  nit  props  for  any 

Surpose  whatever  and  the 
oint  Gompaniee  should 
supply  their  gatemen  with 
a  copy  of  the  general  mlai, 
in  apcordanoe  witli  their 
own  rules. 

J.J.H. 
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be  taken  against  the  vehicle  before 
attempting  to  re-rail  it,  Williams 
(who  was  in  charge^  decided  to 
push  it  back  with  a  pit  prop  about 
5  feet  long,  so  as  to  get  It  nearer  to 
the  rails.  For  this  purpose  it  was 
necessary  to  fix  the  prop  obliquely 
with  one  end  resting  against  the 
draw  bar  of  the  yehicle,  and  the 
other  end  against  the  inside  right 
hand  buffer  of  the  engine.  Williams 
attended  to  the  signalling  opera- 
tions and  Greer  held  the  prop,  and 
when  the  engine  came  against  it, 
it  slipped,  and  before  the  engine 
driver  could  bring  his  engine  to 
rest,  Greer  was  caught  between  the 
draw  bar  hooks  of  the  vehicle  and 
engine,  and  so  injured  as  to  cause 
him  to  be  off  duty  10^  weeks. 


Date  of  Acoident— Srd  April,  1902. 
Place  at  which  Acoident  happened 
— Brighton  Goods  Yard.  Name  of 
person  killed — Henry  Poste.  Ag^of 
person  killed — 23.  Capacity  in 
which  employed — Assistant  Shun- 
ter. Number  of  booked  working 
hours  per  diem — 9.  How  long  on 
dutv  at  time  of  Accident — ^2^  hours. 

Description  of  Accident — Poste  was 
one  of  three  shunters  who,  on  the 
date  in  question,  were  employed 
with  the  goods  yard  shunting 
engine,  'fke  head  shunter,  H. 
Bungav,  detached  the  waggons 
from  the  engine,  a  second  shunter 
named  R.  Tuffin  attended  to  the 
hand  points,  and  it  was  Poste's 
dut^  to  break  the  waggons  into 
position.  From  about  4.15  p.m. 
they  were  engaged  in  placing  wag- 
gons for  unloading  in  the  coal 
siding. 

At  about  4.30  p.m.,  as  four  waggons 
which  had  been  detached  from  the 
engine  were  running  into  the 
siding,  Poste,  who  hid  only  been 
employed  as  a  shunter  for  about 
six  weeks,  according  to  the  too 
general  practice  at  this  station, 
attempted  to  place  a  sprag  in  one 
of  the  wheels,  but  uxifortunately 
the  sprag  struck  the  wheel  and 
rebounding,  it  fell  immediately  in 
front  of  Um,  and  as  he  was  then 
just  in  the  act  of  picking  up  a 
second  sprag,  he  stumbled  over  the 
first  one,  and  falling  to  the  ballast, 
his  right  leg  got  foul  of  Uie  rail 
and  was  run  over.  He  was  at  once 
removed  to  the  hospital  where  he 
died  the  same  night. 


Date  of  Accident— 14th  April,  1902. 
Place  at  which  Accident  happened 
—Barrow  Hill  and  Staveley  Works. 
Name  of  Person  injured — Fred 
Peacock.  Age  of  Person  injured — 
21.  Capacity  in  which  employed — 
Pointholder.  Number  of  booked 
working  hours  per  di^n — 12,  with 
li  hours  off  for  meals.  How  long 
on  duty  at  time  of  Accident — If 
hours.  Nature  of  Injury — Left 
leg  injured. 

DesoripUon  of  Accident — In  this  case 
Peacock  had  been  engaged  attend- 
ing to  the  points  at  the  south  end 
of  what  is  known  as  the  Staveley 
south  siding  and  after  having 
completed  his  work  thnre,  it  was 
necessary  for  him  to  gro  to  the  north 
or  opposite  end  of  the  siding  to 


chief  responsibility  for  the 
mishap  rests  with  charge 
shunter  John  Williams,  in 
the  service  of  the  Lon- 
don and  North  Western 
Company  (1)  for  not  taking 
the  engine  round  the  two 
vehicles  (which  ultimately 
had  to  be  done) ;  (2)  for 
not  using  the  ramps  pro- 
vided to  re-rail  vehides ; 

(3)  for  bringing  an  impro- 
per prop  on  to  the  spot  to 
be  used  for  such  a  purpose ; 

(4)  for  agreeing  to  Greer 
using  the  prop  when  he 
knew  that  he  was  inex- 
perienoed  in  railway  work  : 
and  (5)  for  signalling  the 
driver  back  while  Greer 
wa9  between  the  engine 
and  vehicle. 

The  coal  siding  north  of  a 
certain  cartway  is  on  a 
very  slight  gradient  fall- 
ing from  the  shunting 
neck,  but  from  mv  own 
knowledge,  after  naving 
made  a  test  in  the  presence 
of  the  Company's  officers 
who  attended  my  inquiry, 
and  as  afterwards  admitted 
by  shunters  Bungay  and 
TniSn,  I  am  quite  satisfied 
that  t^ere  is  no  necessity 
for  spraggring  waggons 
during  shunting  operations 
in  this  siding  or  goods 
yard. 

In  this  case  the  accident  was 
due  to  misadventure 
brought  about  by  the  dan- 
gerous practice  mentioned 
for  which  I  am  of  opinion 
that  the  yard  foreman 
Alfred  Jenner,  rather  than 
the  hunters,  is  to  blame. 


The  place  was  well  l^hted 
ana  the  mishap  was  due  to 
Peacock's  own  want  of 
care.  He  frankly  admitted 
that  he  was  not  looldng 
where  he  was  going. 

J.  J.  H. 


For  future  safety,  owing  to 
the  path  along  which  the 
men  have  to  run  being 
usually  blocked  at  certain 
points  with  weighing  ma- 
chines and  bags  of  coal 
owned  by  local  traders.  I 
strongly  recommend  that 
whenever  waggons  are 
taken  to  or  plamd  in  the 
coal  siding  in  question,  they 
should  be  kept  attached  to 
the  engine. until  they  are 
placed  in  the  position 
required. 

A.F. 
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attend  to  the  points,  and  while  on 
his  way  there,  he  caught  his  left 
leg  against  a  point  handle  and  fell, 
so  injuring  his  leg  as  to  cause  him 
to  be  off  duty  1  week. 


Date  of  Accident— 26th  April,  1902. 
Place  at  which  Accident  happened 
— Totou  Marshalling  Sidings. 
Name  of  Person  injured— George 
Olover.  Age  of  Person  injured — 
63.  Capacity  in  which  employed 
— Point  Holder.  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident 
—94  hours.  Nature  of  Injury — 
Bib  fractured. 

Description  of  Accident — ^At  about 
9.30  pjn.  during  the  marshalling 
of  a  goods  train  for  Sandiacre,  as  a 
waggon  was  running  into  the  No. 
14  siding,  thinking  it  would  not 
run  clear  of  the  crossing,  Glover, 
who  was  standing  close  by,  went  to 
it  for  the  purpose  of  trying  to  push 
it  beyond  the  fouling  point.  At  the 
same  time  the  shunter  (B.  E.  Chan- 
der)  noticed  that  tbe  waggon  was 
likely  to  stop  foul,  and  not  ]mowing 
or  being  able  to  see  Glover's 
position,  he  signalled  for  the  engine 
and  waggons,  from  which  Chander 
had  just  detached  the  single  wag- 
gon, to  again  close  up  to  tiie  latter 
and  push  it  clear.  Glover  was 
pushing  at  the  side  of  the  single 
waggon,  and,  failing  to  notice  what 
was  being  done,  as  the  engine  and 
waggons  attached  closed  up  sharply, 
the  waggon  was  unexpectedly  forced 
away  from  Glover,  with  the  result 
that  he  fell  on  the  brake  lever 
guard  iron  and  was  in  j  ured  as  stated 
above. 

Date  of  Accident— lOth  May,  1902. 
Place  at  which  Accident  happened 
— Derby  Loco.  Yard.  Name  of  Per- 
son injured— John  Batcliffe.  Age 
of  Person  injured — 32.  Capacity  in 
whi<^  employed — Extra  Engine 
Driver,  acting  as  fireman.  Number 
of  booked  working  hours  per  diem 
— 10.  How  long  on  duty  at  time  of 
Accident— 4  hours.  Nature  of  In* 
jury — ^Head  and  left  shoulder 
bruised. 

Description  of  Accident  —  Batcliffe 
was  working  with  pilot  engine  No. 
1283,  which  at  about  8  p.m.  was 
taken  to  the  Loco.  Yard  for  coaling 
purposes.  The  engine  was  first 
brought  to  a  stand  a  few  yards 
north  of  the  coaling  stage  and 
before  it  was  again  moved  a  second 
engine.  No.  1570,  was  brought  to 
the  rear  by  engine  driver-  J.  E. 
Elsey  and  fireman  H.  Mills. 

Shortly  afterwards,  the  first  engine 
was  taken  ahead  to  the  stage,  but 
whilst  Batcliffe  was  standing  on 
the  top  of  the  tender  prepared  to 
break  the  coal  as  it  was  ^*  tipped,'* 
the  second  engine  was  brought  up 
in  the  rear  and  was  allowed  to  col- 
lide with  the  standing  Engine  with 
such  force  that,  although  the  brakes 
are  said  to  have  been"  hard  on,"  the 
latter  was  moved  forward  about  six 
feet  and,  by  the  impact,  Batcliffe 
was  thrown  backwards  on  to  the 
footplate. 

Date  of  Accident— 16th  May,  1908. 
Place  at  which  Accident  happened 
—Derby.    Name  of  Person  injured 


The  shunting  neck  is  well 
lighted  and,  with  ordinary 
care,  I  certainly  think 
Glover  might  have  seen 
the  movements  of  the 
shunting  engine ;  conse- 
quently, although  there 
is  no  doubt  his  intentions 
were  to  facilitate  the  work, 
I  am  of  opinion  that  the 
primary  cause  of  the  mis- 
hap was  his  own  want  of 
caution. 

A.F. 


It  appears  thiit  after  seeing 
the  first  engine  had  been 
moved  ahead,  the  driver, 
J.  E.  Elsey,  of  the  second, 
who  was  then  engaged  in 
refilling  his  oil  feeder,  re- 
quested his  fireman,  H. 
Mills,  to  move  their  engine 
forward. 

The  excuse  given  by  Mills 
for  allowing  his  engine  to 
collide  wi&  the  one  in 
front  is  that  although  he 
could  clearly  see  its  po- 
sition he  misjudged  the 
distance. 

Mills  fully  admits  that  he  is 
to  blame,  but  at  the  same 
time  I  am  strongly  of 
opinion  that  driver  Elsey 
is  chiefly  to  blame  because 
havinff  requested  Mills  to 
move  we  engine,  for  which 
there  was  no  necessity,  he, 
as  the  responsible  person, 
knowing  the  condition  of 
things  ahead  should  oer- 
tainlv  have  kept  a  dose 
watch  over  the  movements. 

A,F. 


In  this  case  there  can  be  no 
doubt  that  had  the  driver 
(Walter    Vamey)   of  the 
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—Thomas  Brayoott.  Age  of  Per- 
son injured — 57.  Capacity  in 
which  employed — Engine  Driver. 
Number  of  booked  working  hours 
per  diem — 10^.  How  long  on  duty 
at  time  of  Accident— 64  hours. 
Nature  of  Injury — ^Faoe  and  left 
shoulder  bruised. 

Description  of  Accident— Draycott 
had  worked  a  passenger  train  from 
Sheffteld  to  Derby,  at  which  station 
it  was  neoessaiy  that  he  should 
take  his  ergine  (No.  45)  to  the  loco, 
sheds.  When  returning  from  the 
sheds  to  the  station,  ready  to  work 
the  return  1.45  p.m.  train,  and 
whilst  passing  over  the  *'  loco,  line/' 
ix,,  a  short  line  between  the  ^*  loco.'* 
yard  and  passenger  station,  he  ne- 
cessarily brought  his  eng^e  to  a 
stand  at  the  rear  of  an  empty 
carria}(e  train  which  was  then 
standing  at  the  No.  2  cabin  home 
signaL 

Af  t^  the  engine  had  been  standing 
about  three  minutes,  another  en- 
g^e,  No.  2182,  with  a  brake  van 
attached,  which  had  followed  along 
the  same  line,  was  allowed  to 
collide  with  sudi  force  as  to  lift  the 
the  rear  end  of  the  tender,  with  the 
result  that  Drayoott,  who  was  just 
then  in  the  act  of  leaving  the  foot- 
plate for  the  purpose  of  oiling  tiie 
slide  bars,  was  crushed  between 
the  handrail  pillars  and  thrown 
down. 


Date  of  Accident— 18th  May,  1902. 
Place  at  which  Accident  happened 
— Apperley  Bridge  Junction.  Name 
of  Person  injurid— John  Hibbert. 
Age  of  Person  injured— 49.  Ca- 
pacity in  which  employed— Engine 
driver.  Number  of  booked  working 
hours  per  diem — 10.  How  long  on 
duty  at  time  of  Accident — 1  hour 
50  minutes.  Nature  of  Injury — 
Right  hip  bruised. 

Description  of  Accident — On  the  date 
in  question  Hibbert,  with  Engine 
No.  698,  was  working  with  the 
2  p.m.  down  goods  train  from  Leeds 
to  Camf  orth,  and  when  approach- 
ing Apperley  Junction,  at  2.50  p.m., 
while  his  engine  was  running  at 
about  20  mUes  an  hour,  he  left  the 
footplate  and  stood  upon  the  lower 
right-hand  tender-step  for  the  pur- 
pose of  opening  a  tap  fixed  under 
the  step  in  question,  which  is  pro- 
vided to  regulate  the  waste  water 
from  the  injector.  While  so  en- 
gaged, his  right  hip  came  in  contact 
with  the  rim  fixed  round  the  spec- 
tacle glass  of  a  disc  signal  which  is 
fixed  in  the  six-foot  way  between 
the  down  and  up  slow  lines,  with 
the  result  that  his  right  hip  was  so 
injured  that  he  was  still  off  duty 
when  the  inquiry  was  held. 


rear  engine  (No.  2182) 
been  keeping  a  proper  look 
out,  he  might  have  seen 
the  position  of  the  standing 
engine  and  prevented  the 
accident. 
The  line  is  on  a  slight  curve 
favourable  for  his  view, 
and,  in  having  neglected 
to  keep  a  proper  look  out, 
I  consider  he  is  alone  to 
blame  for  the  mishap. 

A.F. 


At  the  spot  where  this  mis- 
hap happened  the  space 
between  the  up  and  down 
slow  main  lines  is  six  feet 
three  inches.  The  disc  sig- 
nal is  fixed  in  the  centre 
between  the  lines,  but  as 
the  rim  with  whiich  Hib- 
bert came  in  contact  is  13 
inches  in  diameter,  there 
is  only  a  space  of  30  inches 
at  each  Bide  between  the 
outside  of  the  rim  and  the 
outer  rails  of  the  running 
lines. 

In  this  case  Hibbert  states 
that  he  tried  both  injectors 
before  leaving  Leeds  and 
they  worked  satisfactorily, 
but  when  he  tried  the  right- 
hand  one  on  approacUng 
Apperley  Junction  it 
would  not  work  owing  to 
the  handle  connected  to 
the  tap  having  moved 
while  running,  which 
caused  the  tap  to  be  either 
dosed  or  partly  closed, 
and  further,  that  this  has 
often  occurred  with  dif- 
ferent engines  he  has 
worked  with,  and  in  some 
cases  he  has  reported  the 
defect.  However,  he  ad- 
mitted that  in  this  instance 
the  left-hand  injector  was 
working  properlv  and  by 
using  it  he  could  have  kept 
sufficient  water  in  the 
boiler  to  reach  Skipton 
(the  next  stopping  sta- 
tion) in  safety,  and  also 
that  he  disr^arded  rules 
24  (a)  and  189,  conse- 
quently Uh  is  alone  to 
blame  for  the  acddent. 


Recommendations. 


This  Company*s  engines  are 
all  fitted  with  taps  on  both 
sides,  which  are  all  fixed 
under  the  lower  tender- 
step,  but  some  of  them  can 
be  opened  and  shut  by  a 
lever  fixed  on  the  footplate, 
and,  for  future  safety,  it  is 
desirable  that  they  should 
all  be  so  fitted,  so  uiat  there 
would  be  no  necessity  for 
the  men  to  leave  the  foot- 
plates of  their  engines  in 
motion  to  attend  to  these 
taps. 

I  am  afraid  that  the  dangerous 
practice  of  enginemen 
leaving  the  footplates  of 
their  engfines  in  motion  for 
various  purposes  is  far  too 
general  on  this  line,  and  the 
Company  might,  with  ad- 
vantage, issue  strict  instruc- 
tions forbidding  it. 

J.J.  H. 
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Battway. 


Partionlars  of  Accident,  &o. 


Conclnsione  of  the  Sub- 
Inspector  as  to  the  oaneee 
of  the  Accident. 


Midland  and  Glas- 
gow AND  South 
WsBTKBN  Joint. 


NOBTH  BBiriBH 


Date  of  Accident— 29th  May,  1902. 
Place  at  which  Accident  happened 
— ^Dentonholme,  Carlisle.  Name 
of  Person  killed  —  Joseph  Kirk- 
bride.  Age  of  Person  killed— 18. 
Capacity  in  which  employed  — 
Number  taker.  Number  of  booked 
working  hours  per  diem — IB. 
How  long  on  duty  at  time  of  Acci- 
dent— 12  hours  40  minutes. 

Description  of  Accident — The  de- 
ceased was  employed  as  a  number 
taker  by  the  Railway  Clearing 
house  and  had  been  stationed  at 
Dentonholme  for  one  month.  At 
about  5.40  a.m.  on  the  date  in  ques- 
tion, after  having  taken  the  numbers 
of  a  Midland  Company's  goods 
train  while  it  stood  on  the  down 
main  line,  he  crossed  over  the 
sidings  on  the  way  to  his  office 
which  is  situated  at  the  west 
side  of  the  sidings,  and  when 
attempting  to  pass  between  two 
waggons  at  rest,  which  were  not 
more  than  three  feet  apart,  and 
which  stood  in  No.  1  siding 
(nearest  to  the  office)  another 
vehicle  was  shunted  into  the 
siding  against  the  most  northern 
vehicle  at  rest,  causing  it  to  be 
moved  forward  against  the  other 
standing  vehicle,  and  as  the  buffers 
Joined,  the  deceased's  head  was 
crushed  between  them  causing 
instantaneous  death. 

Date  of  Accident— 28rd  April,  1902. 
Place  at  which  Accident  happened 

—  Waverley  Station,  Edinburgh. 
Name  of  Person  injured — SincUir 
Thomson.  Age  of  Person  injured — 
26.  Capacity  in  which  employed — 
Shunter.  Number  of  booked  work- 
ing hours  per  diem— 8.  How  long 
on  duty  at  time  of  Accident— 2 
hours.  Nature  of  Injury— Cut 
over  left  eye,  right  knee  twisted 
and  back  bruised. 

Description  of  Accident — ^At  about 
11  a.m.  Thomson  was  engaged 
marshalling  carriages  which  were 
to  form  the  12.55  p.m.  passenger 
train  from  Edinburgh  to  Hawick. 
Six  of  the  carriages  were  standing 
at  the  rear  of  a  luggage  van  and  a 
carriage  truck  on  the  up  loop  line. 
After  these  eight  vehicles  had 
been  drawn  over  the  main  line 
points,  they  were  propelled  to- 
wards the  up  main  line  platform, 
but  as  that  was  being  done,  with 
a  view  of  saving  time,  and  in 
accordance  with  the  usual  practice 
at  that  station,  Thomson  got  on 
the  buffers  between  the  carriage 
truck  and  the  next  leading  vehicle, 
intending  to  uncouple  and  to 
allow  the  six  vehicles  to  run  un- 
attached from  the  eng^e  to  the 
platform,  but  whilst  he  was  in  the 
act  of  uncoupling,  his  right  foot 
slipped  from  tiie  buffer  casting  on 
which  he  was  standing,  and  he 
fell  between  the  moving  vehicles 
to  the  ballast. 

Date  of  Accident— 2Sth  April,  1902. 
Place  at  which  Accident  happened 

—  Camlachie.  Name  of  Person 
killed — James  Cameron.  Age  of 
Person  killed — 63.  Oapaci^  in 
which  emploved — ^Foreman  goods 
porter.  Number  of  booked  work- 
Ing  hours  per  diem— 13.  with  2 
hours  off  for  meals.  How  long  on 
duty  at  time  of  Accident — 10  hours. 


The  mishap  appears  to  have 
been  due  to  want  of  care 
on  the  part  of  the  deceased, 
as  by  going  a  few  yards 
further  northwards  he 
could  have  crossed  No.  1 
siding  clear  of  any  stand- 
ing vehicles,  but  as  his 
eye-sight  was  defective 
Tespedally  when  on  night 
au^  as  m  this  case),  he 
might  not  have  been  able 
to  see  this  or  the  waggons 
approaching  which  struck 
that  vehicle. 


From  the  evidence  it  appears 
to  be  the  general  practice 
at  this  station  when  mar- 
shalling passenger  stock, 
for  the  carriages  to  be 
uncoupled  whilst  in  mo- 
tion. Ab  these  carriages 
are  necessarily  fitted  with 
screw  couplings  it  is  im- 
possible for  a  coupling 
stick  to  be  used,  conse- 
quently the  only  way  the 
uncoupling  can  be  carried 
out  is  for  the  shunters  to 
stand  on  the  buffers  as 
Thomson  was  doing  in  this 
case. 

To  my  mind  the  practice 
that  led  to  this  accident, 
which,  except  for  the 
prompt  action  of  the 
engine-driver,  O.  Holmes, 
must  have  been  far  more 
serious,  is  most  dangerous, 
and  is  certainly  contrary 
to  Rule  24a;  but  as 
Thomson  who  has  only 
been  employed  as  a  shun- 
ter since  November  last, 
was  acting  as  he  had  been 
trained,  and  with  the 
approval  of  his  superior 
officer,  I  do  not  think  it 
would  be  fair  to  hold  him 
responsible. 


Recommendations. 


The  mishap  seems  to  have 
been  chiefly  due  to  the 
deceased's  excess  of  leaL 
He  appears  to  have 
thought  that  the  case 
could  be  placed  in  the 
waggon  before  the  engine 
returned  to  move  it. 

J.  J.  H, 


For  future  safetar  the  Bail- 
way  Clearing  House  might 
witii  advantage,  at  8ti3ied 
periods,  1  est  tl^  eyesight  of 
their  number  takers.  I 
may  say  that  Mr.  Mottram, 
the  Clearing  House  In- 
spector, had  never  seen  the 
deceased  wearing  glasBsa, 
nor  was  he  aware  that  he 
did  so  until  two  days  prior 
to  the  accident,  as  he  did 
not  use  them  regularly. 

J.  \  n. 


I  recommend  that  for  fatnie 
safety  stringent  instmo- 
tions  should  be  iviied 
against  the  praotioe  of 
detachinpf  screw  ooupled 
vehicles  in  motion. 

A.  P. 
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Bailwaj. 


Partioalara  of  Accident,  fta 


North  British — oant. 


Description  of  Accident  •—  The  de- 
oeaaed  was  in  charg^e  of  the 
loading  bank,  and  a  few  minntes 
before  the  accident  happened  he 
informed  yardsman  Alexander 
Matthews  that  the  yehioles  stand- 
ing in  the  loading  bank  siding 
were  ready  to  be  drawn  oat  For 
this  purpose  the  shunting  engine 
was  taken  into  the  sidUng  and 
coupled  to  four  vehicles  standing 
at  the  entrance  to  the  siding,  and 
these  Tehiclee  were  placed  in 
another  siding,  after  which  the 
engine  was  again  taken  into  the 
lowling  bank  siding  and  attached 
to  the  remainder  of  the  vehicles 
standing  there.  1  he  deceased  had 
in  the  meantime  instructed  a 
carman  to  back  his  lorry  contain- 
ing a  heavy  case  against  a  waggon 
standing  in  the  loading  bank  sid- 
ing, and  while  he  and  goods 
porters  B.  Scott  and  0.  Riddick 
were  eng^aged  removing  the  case 
from  the  lorry  bo  a  waggon,  the 
latter  was  moved  with  the  result 
that  the  deceased  was  thrown  off 
the  vehicle  oa  to  the  rail,  and  run 
over  and  killed. 

Date  of  Accident— 8th  May,  1902. 
Place  at  which  Accident  happened 
— Pinkston  (Glasgow).  Name  of 
Person  injured — William  Hunter. 
Age  of  Person  injured — 23.  Capa- 
city in  which  employed— Shunter. 
Number  of  booked  working  hours 
per  diem — 12  (less  two  hours  off 
for  meals).  How  long  on  duty  at 
time  of  Accident — S^  hours.  Na- 
ture of  Injury — ColliAr  bone  frac- 
tured. 

Description  of  Accident — ^At  about 
1.30  a.m.  during  shunting  opera- 
tions sixteen  waggons  were  drawn 
up  the  No.  3  siding.  The  last 
waggon  was  required  in  a  different 
siding  to  the  others,  and  conse- 
quently they  were  all  brought  to 
a  stand.  When  entering  the 
shunting  neck  and  the  last  one 
there  detached,  Hunter  noticed 
that  the  one  he  had  uncoupled 
was  standing  too  near  the  crossing, 
and  he  at  once  began  to  push  at 
the  buffer,  thinking  he  could  thus 
get  it  back  'dear  of  the  fouling 
point,  but  just  as  he  was  in  the 
act  of  doing  so,  owing  to  the 
shunting  neck  being  on  a  slight 
gradient  falling  towards  the  sid- 
ings, the  waggons  attached  to  the 
engine  ran  back,  and  in  closing 
up  to  that  at  which  Hunter  was 
pushing,  he  was  crushed  and 
injured  as  stated. 

Date  of  Accident  —  19th  May,  1902. 
Place  at  which  Accident  happened 
— Tayport.  Name  of  Person  injured 
James  Gowie.  Age  of  Person  in- 
jured—46.  Capacity  in  which  em- 
ployed—Yard  Poiatsman.  Number 
of  booked  working  hours  per  diem 
— 12.  How  long  on  duty  at  time 
of  Accident — 2^  hours.  Nature  of 
injury — Left  hip  injured. 

Description  of  Accident — In  this  case, 
during  shunting  operations  at  Tay- 
port at  about  9.20  a.m.,  the  engine 
was  taken  into  the  centre  road  of 
the  harbour  sidings  and  attached  to 
17  waggons,  after  which,  Cowie, 
who  had.  assisted  to  couple  the 
vehicles  together,  signalled  the 
driver  ahcttd.     After  doing  so,  he 


Conclusions  of  the  Sub- 
Inspector  as  to  the  oansee 
of  the  Accident. 


Recommendation:* 


In  this  case,  although  in 
that  part  of  the  yard  there 
is  no  fixed  light  by  which 
Hunter  could  see  the  exact 
position  of  the  rear  wag- 
gon, I  am  of  opinion  that 
he  acted  very  unwisely 
in  placing  himself  in  the 
position  mentioned,  and 
that  the  mishap  was  due 
to  his  own  want  of  cau- 
tion. 


For  the  safety  of  men  work- 
ing in  the  Pinkston  sidings 
I  recommend  that  the  €k>m- 
pany  should  seriously  con- 
sider the  advisability  of 
providing  some  good  fixed 
lamps  near  to  the  shunting 
neck  and  fouling  points. 

A.F 


The   mishap    was    due   to 
Oowie*s  own  want  of  care. 

J.  J«  H. 
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Hallway. 


Particulars  of  Accident,  &c. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Becommandations. 


NoBTH  BiOTiBn—eont, 


removed  the  label  of  the  sixteenth 
▼ehide  to  examine  it.  While  in 
the  act  of  replacing  the  label  in 
the  catch  provided,  he  had  his 
coupling  pole  under  his  right  arm, 
with  the  result  that  when  the  wag- 
gons were  drawn  forward,  his 
coupling  pole  came  in  contact  with 
one  of  the  wheels  of  the  waggon 
he  was  placing  the  label  upon  and 
rebounding,  struck  his  left  hip, 
causing  him  to  be  thrown  to  the 
ground,  and  so  injured  as  to  cause 
him  to  be  off  duty  5  days. 

Date  of  Accident  —  30fch  May,  1902. 
Place  at  which  Accident  happened 
— Haddington.  Name  of  Person 
injured  —  James  Innes.  Age  of 
I  Person  injured — 42.  Capacity  in 
which  employed  —  Goods  Guard. 
Number  of  booked  working  hours 
per  diem — 11  J.  How  long  on  duty 
at  time  of  Accident  —  2^  hours. 
Nature  of  Injury — ^Third  finger 
of  right  hand  injured. 

Description  of  Accident— On  the  day 
in  question,  the  eng'ine  that  Innes 
was  working  with  was  taken  into 
what  is  known  as  the  "  back  lye  " 
to^  draw  oat  the  waggons  standing 
there  for  shunting  purposes,  but 
it  was  first  necessary  for  the  ve- 
hicles to  be  pushed  back  to  enable 
Innes  to  take  out  the  sprags  in 
the  wheels  of  the  leading  and 
fourth  vehicles  respectively.  He 
removed  the  former,  and  while 
in  the  act  of  removing  the  latter, 
chiefly  owing  to  it  being  such  a 
large  one,  he  was  unable  to  get  it 
out,  with  the  result  that  his  finger 
was  crushed  between  the  sprag  and 
the  ground,  and  so  Injui^  as  to 
cause  him  to  be  off  duty  15  days. 

Date  of  Accident— 30th  June,  1902. 
Place  at  which  Accident  happened 
— Burntisland.  Name  of  Person 
killed — Joseph  Henderson.  Age  of 
Person  killed  18. 

Description  of  Accident — The  docks 
at  Burntisland  are  owned  by  the 
North  British  Railway  Company, 
but,  as  is  usual  in  such  cases,  the 
shipping  of  coal  is  done  by  a  local 
contractor,  who  in  this  case  was 
named  Alexander  John  Adamson. 

The  sidings  leading  to  and  from  the 
hoists  are  arranged  on  suitable 
gradients  to  allow  of  the  waegons 
running  by  their  own  momentum, 
and  of  course  ^he  waggons  are 
lifted  from  the  low  level  for  *  tip- 
ping' by  a  hoist.  In  addition  to 
the  men  who  are  employed  at  the 
top  of  the  hoist,  three  men  are  en- 
gaged at  the  bovtom,  and  it  is  their 
duty  to  *  feed '  and  raise  the  hoist. 
On  the  moxning  in  question,  the 
men  (including  Henderson)  were 
all  engaged  in  coaling  the  S.S. 
**  Ellen,"  when,  at  about  8.15, 
after  emptying  all  the  waggons 
placed  in  the  siding,  it  was  found 
that  two  other  waggon  loads  were 
necessary,  and  accordingly  they 
were  shunted  into  the  'feed* 
siding,  and  under  the  control  of 
the  three  ground  men,  J.  Hender- 
son, VV.  Miller  and  W.  Williamson, 
they  were  allowed  to  run  towards 
the  hoist.  As  they  approached  the 
hoist,  Henderson,  unknown  to  his 
mates,  and  contrary  to  the  usual 
practice,  went  between  the  wag- 
gons to  uncouple,  but  whilst  doing 


The*- back  lye"  siding  falls  i 
slightly  towanls  the  main 
line,  consequently  the  ve-  > 
hi<^les  will  not  stand  un-  | 
less  the  brakes  are  either  | 
pinned    down    or    sprags 
placed  in  che  wheels. 

From  the  evidence  given, 
when  the  men  are  dealing 
with  this  Company's  wag- 
gons, owing  to  all  of  them 
being  only  fitted  with  a 
single  brake  block,  they 
use  sprags,  but  in  dealing 
with  the  North  Eastern 
Company's  waggons  which 
are  fitted  with  at  least 
two  brake  blocks,  sprags 
are  not  necessary. 

The  mishap  appears  to  have 
been  chiefly  due  to  the 
sprag  Innes  was  in  the  act 
of  removing  from  between 
the  spokes  of  the  waggon 
wheel,  being  such  a  hurge 
one. 


The  evidence  showed  that  it 
is  very  unusual   for  the 

•  *  tippers'  to  get  between 
waggons  for  uncoupling. 
Shunting  poles  are  pro- 
vided for  that  purpose, 
but  on  this  occasion, 
as  if  thinking  it  might 
facilitate  the  work,  even 
before  the  waggons  had 
been  *  lowered*  to  the 
position  where  they  are 
usually  uncoupled,  Hen- 
derson got  between  them 
with  the  result  stated. 

There  was  no  necessity  for 
him  to  have  got  between, 
the  waggons  contrary  to 
the  ordinary  practice  and 
therefore,  whatever  may 
have  been  his  intentions, 
I  am  of  opinion  that,  as  I 
understand  he  afterwards 
admitted,  Henderson  was 
alone  to  blame  for  the  ac- 
cident. 

A.  F. 


The  practice  of  using  spxags 
on  this  Company's  line  is 
far  too  general,  and  the 
number  of  aooidents  which 
have  occurred  from  this 
cause,  proves  it  to  be  a  dan- 
gerous operation.  With  a 
view  to  prevent  other  acci- 
dents of  a  similar  nature, 
steps  should  be  taken  to 
have  all  vehicles  fitted  with 
more  effective  brakes,  so 
that  there  would  be  no  ne- 
cessity for  spragging,  and 
in  the  meantime,  such  large 
unwieldy  sprags  shopld  not 
be  supplied  for  the  use  of 
the  staff. 

J.  J.  H. 
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Railway. 


Particulars  of  Accident,  &c. 


NOBTH  BBJTIBH-^iMmt 


NoBTH  Eastern 


OondusioiiB  of  the  Sab- 
Inspector  fu  to  the  causes 
of  the  Accident. 


ReoommendationB. 


80,  he  tripped  over  the  end  of  some 
sleepers,  which  are  there  fixed  be- 
tween the  rails  to  form  a  cartway 
oyer  the  siding,  and  falling  with 
his  legs  across  the  rail,  they  were 
run  oyer  by  the  leading  wheels  of 
the  rear  waggon  and  Were  so  in- 
jured that  he  died  the  same  morn- 
ing. 


Date  of  Accident— 30th  June,  1902. 
Place  at  which  Accident  haj^ned 
^Ayton.  Name  of  Person  injured 
— Alexander  Spears.  Age  of  Per- 
son injured — 33.  Capacity  in  which 
employed — Goods  Guard.  Number 
of  booked  working  hours  per  diem 
— 12.  How  long  on  dutnr  at  time 
of  Accident — 9  hours.  Nature  of 
Injury — Two  fingers  of  right  hand 
injured. 

Description  of  Accident — The  goods 
yard  at  Ayton  is  only  connected 
with  the  down  main  line.  It  was 
necessary  to  detach  one  waggon 
into  one  of  the  sidings  from  an  up 
special  goods  train  from  Duns  to 
Berwick.  The  waggon  was  separ- 
ated from  the  engine  by  six  other 
waggons.  The  train  was  shunted 
across  on  to  the  down  main  line  to 
allow  an  express  goods  train  to 
pass,  after  which  Spears  uncoupled 
the  Ayton  waggon  near  the  points 
leading  to  the  yard,  and  then  at- 
tached one  end  of  the  wire  tow 
rope  to  the  hook  fixed  ;iear  the 
front  end  of  that  vehicle,  and  por- 
ter A.  Sherlaw,  attached  the  other 
end  to  the  draw-bar  hook  of  the 
rear  waggon  of  those  attached  to 
the  engine.  Spears  then  sii^naUed 
the  driver  ahead  to  draw  the  Ayton 
waggon  into  the  yard,  and  held  the 
tow  rope  to  prevent  the  link  at  the 
trailing  end  of  it  falling  out  of  the 
hook,  and  while  doing  so,  when  the 
rope  became  taut,  his  fingers  were 
crushed  between  it  and  the  end 
beam  of  the  waggon,  and  so  injured 
as  to  cause  him  to.  be  off  duty  six 
weeks. 


Date  of  AccideDt^lOth  April,  1902. 
Place  at  which  Accident  happened 
— Shildon  Marshalling  Sidings. 
Name  of  Person  killed. — Joseph 
Dawson.  Age  of  Person  killed — 
59.  Capacity  in  which  employed 
— Ganger  of  Platelayers.  Number 
of  booked  working  hours  per  diem 
^11,  How  long  on  duty  at  time 
of  Accident — (>  hours. 

Description  of  i  Accident — Dawson  was 
in  charge  of  a  length  of  line  imme- 
diately east  of  Shildon,  but  on  the 
date  in  question,  as  on  many  pre- 
vious occasions,  he  aud  his  men 
were  engaged  in  assisting  other 
men  to  clear  away  refuse  from  the 
Shildon  marshalling  sidings. 

At  11.45  a.m.,  the  men  were  leading 
the  refuse  into  a  wasfgon  which 
was  standing  at  the  east  end  of  the 
No.  1  siding,  and  about  that  time 
Dawson  went  to  the  shunting  neck 
at  the  west  end  for  the  purpose  of 
arranging  with  the  shunters  for 
another  waggon  to  be  placed  in  po- 
sition for  loading,  and  in  returning 
from  the  shunting  neck,  and  when 
about  300  yards  from  the  shunting 
neck,  whilst  walking  across  the 
No.  2  siding,  he  was  knocked  down 
by  the  first  of  three  waggons  which 


The  mishap  was  due  to  mis- 
adventure. As  there  is 
only  one  cross-over  road 
at  this  station  and  the  sid- 
ings are  all  at  the  south 
west  side  of  the  down 
main  line,  it  is  necessary 
when  detaching  vehicles 
from  up  trains  for  them 
to  be  either  fiy-shunted  or 
tow-roped  into  the  yard, 
and  the  vehicles  to  be 
taken  forward  by  these 
trains  have  either  to  be 
tow-roped  or  propped 
past  the  engine. 


From  the  evidence  of  a 
mineral  guard  named  T. 
Lawson,  who  was  in  the 
brake-van  of  a  mineral 
train,  then  standing  on  the 
independent  line  which  is 
parallel  with  the  No.  1 
siding,  it  appears  that 
when  returning  from  the 
shunting  neck  Dawson 
walked  in  the  space  be- 
tween the  No.  3  and  No. 
4  sidings  until  reaching 
the  rear  of  certain  wag- 
gons standing  in  the  No.  3. 
At  that  point  he  crossed  in 
front  of  the  standing  wag- 
gons and,  apparently  with- 
out looking  to  see  if  any 
other  waggons  were  being 
run  into  No.  2  siding,  he 
attempted  to  cross  the 
latter  with  the  result 
stated. 

Lawson,  noticing  his  danger, 
called  to  Dawson  to  get 
clear,  but  before  he  could 
then  do  so  he  was  knocked 
down. 

Shunter  W.  Wilkinson  was 
riding  on  the  buffers  be- 
tween the  first  and  second 


The  operations  of  tow  roping, 
propping,  and  fly-shunting, 
are  very  frequently  per- 
formed at  this  station.  AU 
these  operations  are  at- 
tended with  such  a  great 
risk  to  the  men  employed 
therein,  that  I  consider  the 
Company  should  take  steps, 
by  the  provision  of  an  ad- 
ditional cross-over,  or  other 
means,  to  remove  the  ne- 
cessity for  their  adoption. 

J.  J.  H. 
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Bailwaj. 


Partfonlan  of  Aocident,  Sco. 


Gonclasions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Becommendatioiifl. 


North  Eastebn- 
cont. 


had  been  shunted  into  the  siding 
and  was  run  over,  reoeivinff  in- 
juries from  which  he  died  two  days 
afterwards. 


Date  of  Accident— 16th  April,  1902. 
Place  at  which  accident  happened 
— ^Armley  Exchange  sidings.  Name 
of  Person  injured — Charles  Watts. 
Age  of  Person  injured — 41.  Capa- 
city in  which  employed — Goods 
guard.  Number  of  booked  work- 
ing hours  per  diem — 1 2.  How  long 
on  duty  at  time  of  Accident— 7 
hours.  Nature  of  Injury — Left  foot 
bruised. 

Description  of  Accident — On  the  date 
in  question  and  for  six  weeks  pre- 
yiously  Watts,  who  is  in  the  Mid- 
land Company's  service,  had  been 
assisting  in  the  general  working  of 
the  traffic  at  that  Company's  Arm- 
ley  Bridge  marshalling  sidings. 

At  about  12.50  a.m.  he  accompanied 
15  waggons  which  were  propelled 
from  the  Midland  Company's  Arm- 
ley  Bridge  sidings  to  the  NorUi 
Eastern  Company's  Exchange 
sidings,  close  by,  and  aft«r  having 
placed  the  waggons  in  the  No.  2 
sidings,  whilst  walking  in  the  six- 
foot  space  between  the  No.  2  and 
No.  1  sidings  his  left  foot  caught 
under  the  crank  of  a  hand  point  rod 
which  caused  him  to  fall  to  the 
ballast,  with  the  result  stated  above. 

pate  of  Accident— 8th  May,  1902. 
Place  at  which  Accident  happened 
— Monkwearmouth  Turntable  Yard 
Sidings.  Name  of  Person  injured 
— Henry  P.  Ord.  Age  of  Person  in- 
jured — 25.  Capacity  in  which  em- 
ployed— Shunter.  Number  of 
booked  working  hours  per  diem — 8. 
How  long  on  duty  at  time  of  Acci- 
dent— 7^  hours.  Nature  of  Injury 
— Left  ankle  dislocated. 

Description  of  Accident — Ord  was 
assisting  in  the  formation  of  an 
outgoing  goods  train  in  what  is 
locally  known  as  the  Turntable 
Yard  sidings,  and  at  about  5.15  a.m., 
whilst  walking  along  the  adjacent 
goods  lines  from  the  north  end  of 
the  sidings  to  the  shunting  neok, 
his  left  foot  slipped  off  one  of  the 
partly  exposed  sleepers,  with  the 
result  stated. 


Date  of  Accident  — 16th  May,  1902. 
Place  at  which  Accident  happened 
— Croft  Junction,  near  Darlington. 
Name  of  Person  injured — Edward 
Barker.  Age  of  Person  injured — 
25.  Capacity  in  which  employed — 
Plumber.  Number  of  booked  work- 
ing hours  per  diem — 1 1 .  How  long 
on  duty  at  time  of  Accident —  1} 
hours.  Nature  of  Injury — Internal. 

Description  of  Accident — Barker  and 
five  other  men  were  instructed  to 
go  to  Croft  Junction  for  the  pur- 
pose of  finishing  certain  work  in 
connection  with  the  new  signal 
cabin. 


waggons  for  breaking  pur- 
poses, but  owing  to  the 
waggons  in  the  adjoining 
No.  8  siding  it  was  impos- 
sible for  him  to  see 
Dawson. 
I  am  of  opinion  that  in  this 
case  the  mishap  was  due  to 
want  of  caution  on  the 
part  of  deceased. 

A.F. 

The  hand  point  rod  referred 
to  is  connected  to  some 
points  in  a  cross-over  road 
which,  for  running  round 

Surpoees,  leads  from  the 
lO.  2  to  the  No.  1  siding 
and  the  lever  is  necessarily 
placed  between  those  two 
sidings. 
The  crank  and  rod  stand 
about  four  inches  above 
the  path,  and  so  form  an 
unnecessary  obstruction 
which,  owing  to  it  being 
dark  at  the  time.  Watts 
wa£  not  able  to  see. 


Except  where  the  mishap  oc- 
curred, the  sleepers  in  the 
Turntable  Yard  sidings 
and  the  parallel  goods  lines 
are  fairly  covered,  but  at 
that  point,  owing  to  there 
being  a  large  number  of 
engines  brought  to  a  stand 
there,  the  waste  water 
running  from  the  injector 
pipes  has  forced  the  bal- 
last from  off  and  around  the 
sleepers,  and  at  the  time  of 
my  Inquiry  many  of  them 
were  exposed  about  half 
their  depth,  which  in  this 
case  was  the  primaty 
cause  of  the  accident. 

The  Company's  representa- 
tives who  attended  my 
Inquiry  agreed  to  have  the 
ends  of  the  sleepers  co- 
vered at  once,  conse- 
quently no  further  action 
seems  necessary. 

A.  F. 

In  riding  on  the  footstep  as 
stated.  Barker  and  the 
other  men  acted  contrary 
to  the  Company's  rules, 
and  I  am  therefore  of 
opinion  that  in  this  case 
the  accident  was  due  to 
Barker's  own  misconduct. 

A.F. 


For  future  safety  I  recom- 
mend that  the  lever-box 
and  crank  in  question,  as 
well  as  others  similarly 
fixed  in  the  same  sidings, 
should  be  lowered,  and 
that  the  crank  and  point 
rod  should  be  protected 
with  side  timbers,  as  is 
done  in  other  yards  on  the 
North  Eastern  Company's 
system,  besides  whic^  and 
espeoiiJly  as  it  would  be 
impossible  to  fix  a  lamp 
near  to  the  spot,  the  point 
lever  and  lever-box  or 
frame  should  be  painted 
and  kept  white. 

A.F. 
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Bailwiv. 


Partioalars  of  Aooident,  &c 


Conolnsions  of  the  Sab- 

Inspeotor  aa  to  the  causes 

of  the  Accident. 


BocommeD  f^ations. 


^OBTH  Babtbbn- 
omit. 


On  reaohins^  Darlin^n  Station, 
three  of  the  men,  including  Barker, 
were  detained  for  a  few  minutes 
for  private  reasons,  and  then  when 
they  left  for  Croft  Junction,  which 
is  situated  about  three-quarters 
of  a  mile  southwards,  they,  un- 
known to  the  Guard,  got  on  the 
footstep  of  a  brake  van  at  the  rear 
of  a  goods  train,  then  leaving  the 
goods  yard,  with  a  view  of  getting 
a  ride  to  the  Junction  where  they 
expected  the  train  would  stop. 

Finding  the  train  was  not  stopping 
they  jumped  from  the  step,  and  in 
doing  so  Barker  stumbled  and  fell, 
receiving  injuries  as  stated  above. 


Date  of  Accident— 21st  May,  1902. 
Place  at  which  Accident  happened 
— ^Trafalgar,  N'ewcastle.  Name  of 
Person  injured — ^AndrewMair.  Age 
of  Person  injured — 54.  Capacity 
in  which  employed  —  Foreman. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Accident — 7  hours  50 
minutes.  Nature  of  Injury — Chest 
and  left  shoulder  injured. 

Description  of  Accident — In  this  case 
Mair  placed  13  waggons  in  the  van 
siding  at  the  wei^t  end,  leaving  the 
leadinsr  one  standing  well  clear  of 
the  shunting  neck  (the  adjoin- 
ing line).  Sometime  afterwards 
shunter  Thomas  Pallister  fly- 
shunted  another  waggon  into  the 
van  sidin?  at  the  east  or  opposite 
end,  causing  the  13  waggons  to  be 
moved  westwards.  .At  about  1..jO 
a.m.  the  en<?ine  arrived  which  had 
to  take  these  waggons  away,  and 
Mair,  knowing  that  he  had  left  the 
vehicles  referred  to  well  clear  of 
the  shunting  neck,  rode  upon 
the  step  of  4he  engine  at  the  side 
nearest  to  the  shunting  neck  while 
it  was  travelling  from  the  east  to 
the  west  end  of  that  line.  When 
the  engine  reachei  the  fouling 
point  of  the  van  siding,  engine- 
driver  George  Logan  saw  by  the 
light  from  the  head  lamp  of  his 
engine  that  the  leading  vehicle 
standing  in  the  van  siding  was  not 
sufficiently  clear  to  admit  of  Mair's 
body  passing,  and  he  called  out  to 
to  him,  ''look-out,''  but  before  Mair 
had  time  to  jump  off  the  step  of 
the  engine  he  was  caught  between 
it  and  the  waggon  standing  foul, 
and  so  injured  that  he  was  off  duty 
two  weeks. 


Date  of  Accident— 7th  June,   1902. 

*  Place  at  which  Accident  happened 
— ^Heaton  Junction.  Name  of  Per- 
son inj  nred — George  Atkinson.  Age 
of  Person  inj  ured — 26.  Capacity  in 
which  employed— Shunter.  Num- 
ber of  booked  working  hours  per 
diem — 8.  How  long  on  duty  at 
time  of  Accident  —  5  J  hours. 
Nature  of  Injury — Right  hand 
crushed. 

Description  of  Accident — At  7.80  p.m. 
on  the  day  in  question,  while  a 
train  of  35  vehicles  was  being  set 
back  into  what  is  known  as  the 
"  old  independent  line  "  siding, 
shunter  George  Scorer  uncoupl^ 
the  eu'^ine.  When  the  train  came 
in  contact  with  two  vehicles  at  rest 
against  thM  buffer  stops  it  re- 
bounded, and  with  the  intention 


The  van  siding  has  connec- 
tions at  both  ends  and  runs 
parallel  with  the  shunting 
neck.  The  mishap,  which 
might  have  been  far  more 
serious,  was  chiefly  due  to 
shunter  Thomas  Pallister, 
who  fly-shunted  a  waggon 
into  the  van  siding  at  the 
east  end;  and,  although 
he  knew  that  it  came  in 
contact  with  those  stand- 
ing there,  causing  them  to 
to  be  moved,  yet  neglected 
to  walk  forward  to  see 
how  far  the  vehicles  had 
been  moved,  and  whether 
they  were  or  where  not 
still  clear  at  the  west  end, 
in  accordance  with  Rule 
184  (r). 

To  add  to  Mair*s  danger  the 
place  was  in  darkness. 

I  may  point  out  that  on 
July  26th,  1900,  flreman 
H.  Petty,  while  walking 
round  the  outside  framing 
of  his  engine,  was  knocked 
off  at  the  same  spot,  owing 
to  the  leading  waggon  in 
the  van  siding  having  been 
left  standing  too  near  the 
fouling  point. 


The  evidence  is  conflicting  : 
fireman  R.  Fraser  saying 
that  after  shunter  Scorer 
uncoupled  the  engine  he 
gave  him  a  "  right-away  " 
signal,  which  he  trans- 
mitted to  bis  driver, 
Thomas  Hurst.  Scorer 
denies  this,  but  whether 
he  did  or  did  not  give  the 
**  right-away  "  uignal  he  is 
to  blame  for  uncoupling 
the  engine  before  satis- 
fying himself  that  the 
"  old  independent  line " 
siding  would  hold  the 
train,  to  admit  of  the 
shunting  engfine  coming 
out,  as  afterwards  two  or 
three  of  the  leading  ve- 
hicles had  to  be  placed  in 


For  future  safety  scotch 
blocks  should  be  fixed  at 
suitable  places  at  both  ends 
of  the  van  siding,  and  in- 
structions issued  that  in  all 
cases  the  vehicles  must  be 
placei  within  the  scotch 
blocks,  and  the  latter  placed 
acres'^  the  rails  after  the 
shunting  operations  are 
completed.  In  addition  the 
two  lamps  fixed  on  the 
grain  dock,  and  which,  if 
alight,  might  have  shown 
sufficient  light  on  the  spot 
where  the  accident  hap- 
pened to  have  prevented  it, 
should  be  kept  burning 
brightly.  I  was  informed 
that  it  was  intended  that 
this  should  be  done,  but  it 
was  clear  from  the  evidence 
that  this  is  not  carried  out. 

Further,  from  the  evidence 
given,  waggons  are  daily 
fly-shunted  into  the  van 
siding  at  the  east  end. 
This  mode  of  shunting  is 
not  provided  for  in  the 
Company's  rules  and  regu- 
lations, and  there  does  not 
appear  to  be  any  real  neces- 
sity for  it,  and  as  it  is  such 
a  dangerous  method  of 
shunting  it  should  be  for- 
bidden. 

J.  J.  H. 


Although  Atkinson  acted 
with  bad  judgment  in  at- 
tempting to  use  the  sprag 
when  no  object  could  be 
gained  by  doing  so,  it  is 
evident  that  the  practice 
of  spragging  vehicles  in 
motion,  for  which  there 
does  not  appear  to  be  any 
necessity,  is  far  too  genend 
at  this  place,  and  orders 
could,  I  think,  with  ad- 
vantage, be  issued  forbid- 
ding the  practice. 

J.  J.  H. 
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Ri^lw&j. 


NOBTH  EABTESN- 

oont. 


Particulars  of  Accident,  &c, 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


of  preventing  the  leading*  vehicle 
running  back  foul  of  the  adjoining 
sidings,  in  one  of  which  the  shunts 
ing  engine  stood,  Atkinson  seized 
a  sprag  lying  on  the  ground  an^ 
attempted  to  place  it  in  the  leading 
wheel  of  the  leading  vehicle,  when 
his  right  hand  was  caught  between 
the  sprag  and  the  brake  guard  of 
the  vehicle,  and  so  injured  as  to 
cause  him  to  be  off  duty  four  days. 

Date  of  Aocident.--.17th  June,  1902. 
Place  at  which  Accident  happened 
— Shildon.  Name  of  Person  in- 
jured— William  Cross.  Age  of 
Person  injured — 26.  Capacity  in 
which  employed — Shunter.  Num- 
ber of  booked  working  hours  per 
diem — 8.  How  long  on  duty  at 
time  of  Accident — 6|  hours.  Na- 
ture of  Injury — Left  eye  and  right 
leg  slightly  injured. 

Description  of  Accident — ^The  shunt- 
ing at  Shildon  is  all  done  by  gravi- 
tation. The  large  majority  of  the 
waggons  dealt  with  are  fitted  with 
end  brakes  and  end  steps  by  which 
the  shunters  climb  on  to  and  step 
from  the  buffers  upon  which  they 
ride.  In  this  case  Cross  was  taking 
two  waggons  from  No.  3  reception 
sidings  to  the  Newport  siding,  and 
while  doing  so  he,  as  usual,  rode 
upon  the  left-hand  buffer  of  the 
near  waggon  until  reaching  the 
shunting  neck  between  the  sidings 
in  question,  where  another  waggon 
was  standing  which  was  also  for 
the  Newport  siding.  After  bring- 
ing the  two  vehicles  to  rest  so  that 
they  could  be  coupled  to  the  stand- 
ing vehicle  he  jumped  off  the  step 
of  the  vehicle  he  had  been  riding 
upon  on  t^  the  ground,  and  before 
he  had  time  to  look  round  he  was 
struck  and  knocked  down  by  a 
waggon  which  was  running  from 
one  of  the  reception  sidings  to  the 
"  truck  roKE^  "  (adjoining  the  shunt- 
ing neck)  with  the  result  stated 
above. 

Date  of  Accident— 20th  June,  1902. 
Place  at  which  Accident  happened 
— Geldard  Junction,  Leeds.  Name 
of  Person  killed — Joseph  Cundill. 
Age  of  Person  killed — 46.  Capacity 
in  which  employed — Goods  guard. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident — 7|  hours. 

Description  of  Accident — On  the  date 
in  question  Cundill  was  working 
with  local  goods  trains  between 
Copley  Hill  and  Geldard  Junction, 
Leeds.  During  shunting  opera- 
tions at  the  latter  place  he  un- 
coupled one  waggon  which  was 
shunted  into  the  **  weigh  siding." 
After  this  the  five  waggons  still 
attached  to  the  engines  were  drawn 
out  of  that  siding,  and  when  the 
rear  vehicle  wsa  over  the  points 
leading  to  No.  2  siding  (adjoining) 
he  signalled  his  driver  back  to 
bring  the  vehicles  against  some 
others  to  which  they  had  to  be 
attached.  For  coupling  purposes 
Cundill  intended  to  ride  back  with 
the  vehicles  for  about  40  yards, 
and  while  they  were  in  motion  he 
placed  one  end  of  his  coupling 
stick  on  to  the  top  of  the  leading 
axle-box  and  underneath  the  axle- 
guard  of  the  leading  waggon,  and 
while  attempting  to  ride  upon  the 


RecommeiidatloiiB. 


another  siding  before  the 
shunting  engine  could  get 
out. 


There  was  only  a  space  of 
5  feet  between  the  lines  at 
the  spot  where  the  mishap 
happened,  this  being  the 
general  clearance  between 
the  shunting  necks  and 
lines  of  the  sidings  in 
the  extensive  marshalling 
yards  at  this  place,  and 
although  the  mishap  ap- 
pears to  have  been  chiefly 
due  to  misadventure  it 
might  have  been  avoided 
if  the  space  between  the 
lines  had  been  greater. 


The  following  extract  is 
taken  from  page  82  of  the 
General  Orders  Book  is- 
sued in  189.3,  a  copy  of 
which  the  deceased  vras  in 
possession  of : — 

"  Riding  on  couplinq- 

**  STICKS. 

"  Guard  8  and  shunters 
"  are  prohibited  from  in- 
'*  dulglng  in  the  daxiffer- 
**ou8  practice  of  riding 
*'  on  coupling  -  sticks 
"placed  on  any  part  of 
"  waggons  in  motion. 
**  Anv  infringement  of  this 
"  regtilation  will  be 
**  severely  dealt  with. ' 

No  person  is  to  blame 
for  the  mishap  but  the 
deceased  himself,  and  it  is 
to  be  regretted  that  he 
disregarded  the  Order 
quoted,  especially  when 
so  little  was  to  be  gained 
by  doing  eo. 

This  order  has  been  re- 
peated from  time  to  time, 
but  it  is  clear  from  the 
evidence  given  that  the 
men,  not  only  at  Leeds 
but  also  at  other  stations 
on  this  line,  have  been, 
and  were  still,  up  to  the 
time  of  my  inquiry,  in  the 


For  future  safety  the  Com- 
pany might  with  advan- 
tage consider  the  advis- 
ability of  giving  a  greater 
clearance  between  the  lines 
at  this  verv  busy  place. 
This  is  very  desirable  as  the 
waggons  now  being  built 
are  fitted  with  brake  levers 
on  the  sidei  to  manipulate 
which  it  is  necessary  for 
the  men  to  walk  or  run 
between  the  lines,  and 
while  BO  engaged,  when 
waggons  are  standing  or 
running  on  the  adjoining 
lines,  a  space  of  6  feet  is  not 
suflioient  for  them  to  per- 
form their  work  in,  with 
safety. 

J.J.H. 


It  is  to  be  hoped  that  the 
Company  will  take  steps, 
without  further  delay,  to 
strictly  enforce  their  own 
order  with  a  view  to  put- 
ting a  stop  to  snoh  a  very 
dangerous  praotioe. 

J.  J.  H. 


lis 


RBPOBTS  OF  SUB-INSPECTORS  OP  RAILWAYS  ON  ACCIDENTS — Continued. 


Railway. 


NOBTH  EAfiTEBK— 

oont. 


Particnl«r8  of  Accident,  &c. 


Conclusious  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


coupling'  stick  he  slipped  and  fell 
to  the  ground,  first  with  his  left 
hand  on  the  rail  under  the  leading 
wheel,  after  which  he  rolled  over 
with  his  rijrht  hand  on  the  rail 
under  the  trailing  wheel,  with  the 
result  that  he  received  such  in- 
juries that  he  died  on  June  25th. 


Date  of  Accident— 2Brd  June,  1902. 
Place  at  which  Accident  happened 
— North  Shields  Tunnel.  Name 
of  Person  injured — Robert  Mavin. 
Age  of  Person  injured — 28.  Capa- 
city in  which  employed — Stone- 
mason. Number  of  booked  work- 
ing hours  per  diem — 11.  How 
long  on  duty  at  time  of  Accident — 
8  hours  10  minutes.  Nature  of 
Injury — Part  of  left  foot  run  over, 
necessitating  the  amputation  of 
fourth  and  fifth  toos. 

Description  of  Accident — The  North 
Shields  Tunnel  is  about  half  a  mile 
in  length.  When  the  tunnel  was 
made  a  sewer  culvert  was  placed 
along  the  centre,  ie.^  under  the 
6-foot  space.  It  was  found  neces- 
sary to  provide  a  new  culvert  (in 
the  place  of  the  former)  under  the 
down  main  line,  and  the  work  was 
commenced  in  February  last,  from 
which  time  until  the  new  culvert 
was  finished  on  July  27th  all  traffic 
was  worked  over  the  up  main  line. 
Mavin  was  engaged  on  the  new 
work,  and  on  the  date  in  question, 
when  crossing  the  running  line  for 
the  purpose  of  getting  a  tool  from 
a  barrel  which  was  stored  in  one  of 
the  manholes,  he  failed  to  notice  an 
up  train  approachinpr,  with  the  re- 
sult that  he  was  knocked  down  and 
his  left  foot  was  run  over. 


Date  of  Accident— 29th  June,  1902. 
Place  at  which  Accident  happened 
— Hedon.  Name  of  Person  injured 
— ^Arthur  Wood.  Age  of  Person  in- 
jured— 24.  Capacity  in  which  em- 
ployed —  Fireman.  Number  of 
booked  working  hours  per  diem — 
11  i.  How  long  on  duty  at  time  of 
Accident — 7^  hours.  Nature  of 
Injury  —  Mouth  injured,  teeth 
broken. 

Description  of  Accident — Hedon  is  a 
staff  station,  and  is  situated  on  the 
Hull  and  Withemsea  branch  single 
line,  which  is  worked  under  the 
Regulations  for  Train  Staff  p.nd 
Ticket. 

On  the  date  in  question  certain 
extra  carriages  were  worked  on  the 
2.20  p.m.  passenger  train  from  Hull 
to  Withemsea.  This  necessitated 
the  engine  and  three  of  the  vehicles 
to  be  run  beyond  the  platform  at 
each  intermediate  station.  On 
reaching  Headon,  as  the  engine 
passed  the  platform,  the  station 
master,  J.  Mowf  orth,  who  is  respon- 
sible for  the  staff  working,  received 
the  staff  from  the  fireman,  and 
according  to  the  usual  practice  at 
that  station  the  booking  clerk,  H. 
F.  Dean,  attempted  to  give  the  one 
for  the  next  section,  but  in  doing 
30,  and  just  as  the  fireman,  A.  Wood, 
was  about  to  take  it.  Dean  raised 
the  staff,  with  the  result  that  it 
struck  Wood  in  the  mouth. 


RecommendationB. 


* 

habit  of  riding  upon  their 
coupling  stic^  as  in  this 
case. 


The  tunnel  was  well  lighted, 
and  for  the  safety  of  the 
workmen,  in  addition  to 
the  engine  drivers  being 
requested  to  repeatedly 
sound  their  engine  whistles, 
two  look-out  men^-one  at 
each  end  of  the  working 
party,  or  about  two  chains' 
length  apart — were  ap- 
pointed. 

To  get  to  the  manhole 
referred  to  Mavin  had  to 
pass  between  the  look-out 
men,  both  of  whom,  on 
hearing  the  train  ap- 
proaclung,  are  said  to 
have  given  the  usnal 
warning  signal.  I  am 
therefore  of  opinion  that 
in  this  case  the  mishap 
was  due  to  Mavin's  own 
want  of  caution. 

A.  F. 


Wood  has  been  a  fireman  for 
six  years  and  is  well  ac- 
quainted with  the  practice 
of  giving  and  receiving  a 
train  staff.  The  youth,  H. 
J.  Dean,  has  frequently 
handed  the  staff  and  tickets 
to  enginemen,  and  I  haVe 
no  reason  to  suppose  that 
he  acted  in  anyway  care- 
lessly on  the  occasion  in 
question,  but  from  the 
evidence  given  I  am  in- 
clined to  think  that  when 
trying  to  place  the  staff  in 
position  for  the  fireman  to 
take,  instead  of  easing  it 
in  the  direction  the  train 
was  running,  he  suddenly 
lifted  ic.  I -am  therefore 
of  opinion  that  in  this  case 
the  accident  was  due  to 
misadventure. 


The  Company's  Regulations 
state  that  none  but  properly 
authorised  persons  ahiul 
receive  or  deUver  the  train 
staff.  This  rule,  and  also 
the  one  referrixig  to  the 
position  in  which  the  train 
staffs  are  to  be  kept  when 
not  in  use,  is  from  my  own 
observation  much  disre- 
garded at  Hedon,  to  which 
for  future  safety  the  Com- 
pany's attention  should  be 
directed. 

A.  F. 
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Bailway. 


XOKTH   STAFVOBD- 
BHIBK. 


Partionlais  of  Aocidenti  ko. 


Date  of  Aooident— 10th  April  1902. 
Place  at  which  Accident  happened 
— Stoke  Goods  Yard.  Name  of 
Person  injured — ^Lewis  Sweten- 
ham.  Age  of  Person  injured — ^22. 
Capacity  in  which  employed — 
Goods  porter.  Number  of  booked 
working  hours  per  diem — 11. 
How  long  on  duty  at  time  of 
Accident — 1 0  hours.  Nature  of  In- 
jury— Hips  crushed. 

Description  of  Accident— At  about 
6  p.m.  Swetenham  left  the  goods 
shed  for  the  purpose  of  untying 
the  sheet  strings  from  certain 
waggons  before  the  latter  were 
placed  in  the  goods  shed.  The 
waggons  were  standing  in  the 
No.  8  siding,  and  to  get  to  them  it 
was  neocessary  he  should  cross  the 
No.  9  siding.  At  that  time  several 
waggons  were  being  towed  by 
capstan  from  the  goods  shed  to 
the  No.  9  siding,  but  after  they 
had  reached  a  point  about  two  feet 
from  others  standing  in  the  same 
siding  they  were  necessarily 
brought  to  a  stand  to  enable  the 

.  "hooker  on"  to  remove  the  rope 
from  the  "leading"  to  a  rear 
waggon.  During  the  momentary 
standing  of  the  wagons  Swetenham 
attempted  to  pass  between  the 
buffers  of  the  two  sets  of  waggons, 
but,  owing  to  another  capstanman 
being  engaged  at  a  dummy  situ- 
ated between  the  No.  8  and  No.  9 
sidings  and  just  opposite  the  space 
through  which  Swetenham  was 
passing,  instead  of  making  an  effort 
to  get  clear  he  stepped  backwards 
and  stood  close  to  the  buffers,  and 
when  the  waggons  in  tow  were 
then  set  in  motion  he  was  slightly 
crushed  between  the  buffers. 

Date  of  Accident— 14th  April  1902. 
Place  at  which  Accident  happened 
— Colwich.  Name  of  Person  in- 
jured *-  Biohard  Hall.  Age  of 
Person  injured — 46.  Capacity  in 
which  employed  —  Waggon  Exam- 
iner (in  employ  of  London  and 
North  Western  Bailway  Company). 
Number  of  booked  working  hours 
per  diem — 10§.  How  long  on  duty 
at  time  of  Accident — 3^  hours. 
Nature  of  Injury  —  Left  knee 
sprained. 

Description  of  Accident  ~  On  the 
night  in  question,  when  Hall  was 
walking  alongside  the  9.10  p.m. 
np  goods  train  from  Stoke  to 
Camden,  while  it  was  standing  on 
the  North  Staffordshire  line  a  short 
distance  north  of  Colwich  station, 
he  caught  his  foot  under  an  ex- 
posed point  rod  and  fell,  so  injur- 
ing his  left  knee  as  to  cause  him 
to  be  still  off  duty  at  the  time  the 
Inquiry  was  held. 

Date  of  Accident— 6th  June,  1902. 
Place  at  which  Accident  happened 
— Longport.    Name  of  Person  in- 

i'ured — Samuel  Everall.  Age  of 
'erson  injured — 62.  Capacity  in 
which  employed  —  Brakesman. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accidect — 6  hours. 
Nature  of  Injury  —  Left  ankle 
sprained. 
Description  of  Accident  —  Everall, 
who  is  in  the  service  of  the  London 
and  North  Western  Company,  was 
working  with  the  6.50  p.m.  up  goods 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Becominendatioii& 


I 


In  this  case,  as  he  fully  ad- 
mits, Swetenham  acted 
verv  unwisely. 

In  the  first  place  he  did 
wrong  in  passing  between 
the  buffers  without  first 
ascertaining  if  it  was  safe 
to  do  so,  and  after  doing 
so  he  certainly  might  have 
made  an  effort  to  get  clear. 

I  am  therefore  of  opinion 
that  in  this  case  the  mis- 
hap, which  might  have 
proved  far  more  serious, 
was  due  to  the  injured 
man's  own  want  of  caution. 

A.F. 


The  mishap  was  chiefly  due 
to  the  point  rod  over 
which  Hall  fell  being  so 
badly  exposed  across  the 
path  it  was  necessary  for 
him  fo  take  while  examin- 
ing the  train  in  question. 

Since  this  mishap  the  point 
rod  referred  to,  and  the 
others  which  cross  the 
path  and  which  were  simi- 
larly exposed,  have  been 
protected  with  side  tim- 
bers,and  the  ballast  brought 
up  to  a  level  with  the  top  of 
the  timbers. 

J.  J.  H. 


During  shunting  operations 
it  was  necessary  for  Ever- 
aU  to  be  in  the  6-foot  way 
between  the  main  lines, 
owing  to  the  station  plat- 
form being  situated  at  the 
opposite  side. 

The  mishap  was  due  to  the 
chain  working  the  disc 
signal  being  so  badly  ex- 
pMed  in  the  path  it  was 
necessary  for  Everall  to 
take.  Since,  and  in  con- 
sequence of  this  accident, 
the  chain  has  been  covered 


The  shunting  operations  are 
heavy  at  this  place  daring 
the  night,  and  tor  the 
future  safely  of  the  men 
conducting  them,  the  bal- 
last should  in  both  the 
cases  mentioned  be  brought 
up  to  a  level  with  the  top 
of  the  boxing. 

J.  J.  H. 


BBPORTS  or  BUB-INSPBCTOBS  OP  RAILWAYS  ON  AC0IDBNT8 — COntinttmL 


Bulw^. 

ot  the  Aoddent. 

SonTB-BuTBui  AHD 

bridre,  about  a  qn&rter  of  a,  mUe 
Boal£  of  the  itAtloii.    Bookei  wu 

this  Motion  ot  line  everr 

Ohatham— «Ml. 

minute. 

then  working  on  the  No  3  ap  liua 

Each  witness  examined,  in- 

cluding the  ganger,  Wm. 

the  five  others,  nearly  &U  ftbreut, 

MUes,    state    that    when- 

were spread  over  the  6- foot  w»y  wd 

ever     working     on    that 

the  Ho.  4  down  line.     At  that  time 

part  of  the  line  Vbej  con- 

trains were  seen   approaohing   on 

sider   a   look-ont   man  is 

both  linee,  the  np  train  wu  abont 

neoe«ary,   but    from   the 

100  Tuds  and  the  down  ^bont  300 

evidence    ct    the   ganger 

jBida  diitant.   The  pmgerstoDoe 

who,    sinoe  the    mishap, 

called  "  get  olsar,"  and  all  except 
Booker  moved  to  the  off  ot  east  Bide 

but  for  other  reasons,  haa 

been   removed    from    the 

ot  the  So.  4  Une.  bnt  be  went  to 

length,  he  doea  not  seem 

the  wMt  or  off  side  of  No.  5  and 

ptaoed    hia   foot   on    some    paral- 

lel point  rods  intending  to  pass  over 

one,  and  he  has  never  done 

them,  bnt,  nnfortonately,  his  foot 

•o. 

alippei  off   the  front    rod   which 

canaed  him  to  lose  his  balanoe,  and 

before  he  oonid  r^ain  hu  position 

ha  was  strnok  by  the  paaaing  train. 

TjlFF  Vale 

Date  of   Aooident^Tth   Jnne    1902, 

In  this  ease,  however  annooa 

Flaoe  at  which  Accident,  haopened 

Homer    may    have    been 

— Merthyr.    Names  of  PereonB  ia- 

to  facilitate  the  work,  as 

jmred— (n  Henry  Burgesa,  and  (2) 
Wm.   Miller.        Ages    of   petscne 

he   fullv  admits,  he    did 

injured— (1)    3*.   (2)    28.      Capa- 

men to  again  get  in  the 

city  in.  which  employed  —  Qooda 

wa^oo  after  he  had  glvsn 
instructions  for  the  Utter 

mg  hems  per  diem  —  12.     How 

tobemoved.     lam  there- 

long on  dnt;  at  time  ot  Aooident 

fore  of  opinion  that  he  U 

—101  hours.    Nature  of  Injim— 
(1)    Cut   over    left  eye,  (2)   teft 

alone  to  blame   for   the 

accident. 

ankle  iprained. 

Deecription  ot   Aooident-At   abcnt 

A.F. 

i   pjn.  Burgess  aad  Miller,  after 

of  nine  waggons  atwiding  in  the 
goods  shed  lifted  and  fastened  one 

end  of  the  door,  bnt  owing  to  the 

fastening    at    the     oppoHiie    end 

bein?  strained  they  were   unable 

to   get   that  properly   oloeod.    At 

was  brooght  to  the  shed  to  remove 

the  waggons,  and  at   the  request 

of  the  shed  foreman,  James  Homer, 

the;   stood   clear  for   that  to    be 

done,    after    which    Homer    gave 

permiBdon  to  the  shunter  for  the 

waggons  to  be  taken  away.      At 

that  time  another  engine  entered 

engine  had  left  the  shed,  seeing 

there  vras  likelv  to  be  MOme  delay, 
withoQt  Brst  adviaing  the  shnnter 

Miller   to  again  try  to  oloee  the 

door  referred  to,  but  wbiUt  he  and 

they  were  standing  in  the  waggon 
and  engaged  in  naing  a  lever  for 

e«ra  pressure   on    the   door,   the 

waggons    were    suddenly    drawn 

forward,    with    the    result    that 

losing  their  balanoe    both   goods 

porteti  were  thrown  over  the  rear 

end  and  injured  as  stated. 

For  other  Reports  of  Inquiries 
months,  see  [Cd.  1232]. 


)  AcddentB  which  have  occurred  during  the  six 
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Uthbb  Persons  reported  to  the  Boabd  of  Trade  by  Railway  Companies  aa 
having  been  Killed  or  Injured,  in  each  Division  of  the  Dhitbd  Kingdom,  in 
the  different  Classes  of  Accidents  to  Trains  10 

No.  3.— NuMBEB  of  Passengebs,  Servants  of  the  Companies  and  Contbactors,  and 
Other  Persons  reported  to  the  Board  of  Tbade  by  Railway  Companies  as 
having  been  Killed  or  Injubbd,  in  each  Divibiok  of  the  United  Kingdom,  by 
the  Running  of  Trains,  or  by  the  Movement  of  Railway  Vehicles 12 

No.  4. — Number  of  Persons  reported  to  the  Board  of  Trade  by  Railway  Companies  as 
having  been  KILLED  or  Injured  in  the  different  Classbs  of  Accidents  occnrring 
on  the  Lines  of  the  several  RAILWAY  COMPANIES,  to  Tbains,  Rolling- STOCK, 
and  Pehmanbnt-Way  of  the  Companies         14 

No.  5.— Numbbb  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or 
Injured  upon  the  several  Railways  in  the  United  Kingdom  from  the  Runkinq 
of  Tbains,  or  the  Movement  of  Railway  Vehicles— 

A.  Passengers     16 

B.  Servants  of  Companies  and  Contractors      18 

C.  Other  Persons  24 

No.  6.— Number  of  Passengers,  Servants  of  the  Companies  and  of  Contractors,  and 

Other  Persons  reported  to  the  Board  of  Trade  by  Railway  Companies  as 
having  been  KILLED  or  INJURED  in  the  United  Kingdom,  in  AcciDBNTS  to 
Trains  and  by  the  Movement  of  Railway  Vehicles,  classified  according  to  the 
Nature  of  the  Injuries  ;  with  fignres  for  the  corresponding  period  of  the 
previous  Tear  26 

No.  7.— Statement  showing  the  Number  of  Servants  of  the  Companies  and  of 
Contractors  reported  to  the  Board  of  Trade  as  having  been  Killed  or 
Injured  in  Accidents  to  Tbains,  and  by  the  Running  of  Tbains  or  the 
Movement  of  Railway  Vehicles,  classified  according  to  the  Nature  of  the 
Employment  and  Aqe  of  the  Persons  Injured  and  the  Nature  of  the  Injuries  ; 
and  also  the  Total  Number  of  Persons  employed  in  each  Class  of  Service 27 

No.  8.— Summary  Statement  "of  the  Numbeb  of  Passengebs,  Servants  of  the 
Companies  and  of  Contractors,  and  Othbb  Pbbsons  reported  to  the  Board 
of  Trade  as  having  been  Killed  or  Injured  in  each  Division  of  the  United 
Kingdom,  otherwise  than  in  Accidents  to  Trains  or  by  the  Movement  of 
Railway  Vehicles,  on  the  Premises  of  the  Railway  Companies  ;  with 
figures  for  the  United  Kingdom  for  the  corresponding  period  of  the  previous 
Tear     28 

No.  9. — Numbbb  of  Sebvants  of  Companies  and  of  Contractors  reported  by  the  several 
Railway  Companies  to  the  Board  of  Trade  as  having  been  Killed  or  Injured 
upon  their  RAILWAY  Premises  otherwise  than  in  AcCidbnts  to  Tbains  or  by 
the  Movement  of  Railway  Vehicles 30 

No.  10.— Statement  showing  the  Number  of  Sebvants  of  the  Companies  and  of 
Contractors  reported  to  the  Boabd  of  Trade  as  having  been  Killed  or 
Injured  otherwise  than  in  Accidents  to  Trains  or  by  the  Movement  of 
Railway  Vehicles,  classified  according  to  the  Nature  of  the  Employment  and 
AGE  of  the  Persons  Injured  and  the  Nature  of  the  Injubies  ;  and  also  the 
Total  Number  of  Persons  employed  in  each  Class  of  Service 36 

No.  11.— Summary  Statement  of  the  Number  of  Accidents  to  Trains,  Rolung-Stock, 
Permanent- Way,  Ac,  reported  to  the  Board  of  Trade  as  having  occurred  on 
the  Railways  in  each  Division  of  the  United  Kingdom,  classified  according  to 
the  Nature  of  the  Accident  ;  with  figures  for  the  United  Kingdom  for  the 
corresponding  period  of  the  previous  Tear         37 
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Summary  of  Accidents  and  Casualties  wMch  have  been  reported 
to  the  Board  of  Trade  as  having  occurred  upon  the  Railways 
in  the  United  Kingdom  during  the  Nine  Months  ending 
30th  September  1902. 


I. — Accidents  to  Tuains,  Rolling- Stock,  Permanent- Way,  &c. 

Accidents  to  trains,  rolling-stock,  permanent-way,  &c.,  caused  the  death  of  9  persons- 
and  injury  to  690  persons,  viz. : — 


Total  for  9  months  ending 
30th  September  1902. 

Total  for  the  eorreapoTtduuf 
period  in  1901, 

Killed. 

Injured. 

Killed, 

Injured. 

1 

Jl  cU9Kf\7iAXHL  ^Xk5          •••                •••                •••                •••                •••                ■•»                ••• 

Servants  of  Companies        

Other  Persons 

5 
2 
2 

607 

74 

9 

6 
2 

279 

102 

2 

1.  ClLol                       <•«                  •••                  •••                  ••• 

[) 

690 

8 

383 

Of  the  9  persons  killed  and  690  injured,  1  passenger  was  killed  and  134  passengers 
10  servants  and  1  other  person  were  injured  in  colhsions  between  passenger  trains  or 
parts  of  passenger  trains  ;  1  servant  was  killed  and  73  passengers  and  11  servants  were 
injured  in  collisions  between  passenger  trains  and  goods  or  mineral  trains,  light  engines, 
or  other  moving  vehicles  ;  2  persons  were  killed  and  25  servants  and  5  otiier  persons 
were  injured  in  collisions  between  goods  trains,  light  engines,  or  other  moving  vehicles  ; 
25  passengers  and  3  servants  were  injured  in  collisions  between  trains  and  vehicles 
standing  foul  of  the  line  ;  67  passengers  and  1  servant  were  injured  in  collisions  between 
trains  and  buffer- stops  or  vehicles  at  rest,  caused  by  trains  running  into  stations  at  too 
high  a  speed  ;  30  passengers  6  servants  and  3  other  persons  were  injured  in  collisions 
between  trains  and  buffer- stops,  &c.,  from  causes  other  than  the  above ;  5  passengers 
and  2  servants  were  injured  by  trains  coming  in  contact  with  projections  from  other 
trains  on  parallel  lines  ;  70  passengers  and  2  servants  were  injured  by  passenger  trains 
or  pa!rts  oi  passenger  trains  leaving  the  rails ;  1  servant  was  killed  and  6  injured  by 
^oodd  trains  or  parts  of  goods  trains,  light  engines,  &c.,  leaving  the  rails  ;  1  servant  was 
injured  by  a  collision  between  a  train  and  crossing  gates  ;  1  servant  was  injured  by  the 
bursting  of  a  tube  of  an  engine  ;  4  passengers  were  killed  and  197  passengers  and 

6  servants  were  injured  by  accidents  arising  from  the  failure  of  rolling-stock  (wheels, 
tyres,  axles,  &c.)  ;  and  6  passengers  were  injured  in  other  accidents  to  trains,  &c. 

Altogether,  including  accidents  in  which  no  personal  injury  was  sustained,  there 
were  reported  during  the  nine  months,  22  collisions  between  passenger  trains  or  parts 
of  passenger  trains  ;  26  collisions  between  passenger  trains  and  goods  or  mineral  trains, 
light  engines,  &c.  ;  19  collisions  between  goods  trains,  parts  of  goods  trains,  Ught 
engines,  &c. ;  13  collisions  between  trains  and  vehicles  standing  foul  of  the  line ; 
24  collisions  between  trains  and  buffer-stops,  &c.,  of  which  13  were  caused  by  trains 
running  into  stations  or  sidings  at  too  high  a  speed,  and  11  were  due  to  other  causes ; 

7  cases  of  trains  coming  in  contact  with  projections  from  other  trains  on  pirallel  lines  ; 
45  cases  of  passenger  trains  or  parts  of  passenger  trains  leaving  the  rails ;  9  cases 
of  goods,  &c.,  trains  or  parts  of  goods  trains  leaving  the  rails  ;  129  cases  of  trains  running 
through  gates  at  level -crossings  or  into  other  obstructions* ;  13  cases  of  fires  in  trains  or 
vehicles  ;  and  2  cases  coming  under  the  heading  of  miscellaneous  accidents  to  trains. 

^^— ^^^^■■•■^■~^^^"^~""~'^^^~^~~~"^^^^^~^~"""~~^^"^"~~"— '~""""""~~"^^^^^^~^~^^^^"~~^'^"~*"^^^^^^^"~~"^^'^"^'***"— ^■■^— ~— """■^^■^""^^"*^"~""~^'^""~^'~~^~"~'^~^""^~^~~""^"^"» 

*  During  the  nine  months,  17  horses,  25  beasts  and  cows,  59  sheepi  2  deer,  3  dogs,  and  7  pigg 
were  mn  over  and  killed  ;  and  1  horse,  1  beast,  2  sheep,  and  2  dogs  were  injured. 
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The  following  accidents  to,  and  failures  of,  rolling- stock  and  permanent- way  were  also 
reported,  viz. : — 1  case  of  the  bursting  of  boilers,  tubes,  &c.,  of  engines  ;  5  cases  of  the 
failure  of  machinery,  springs,  «&c.,  of  engines  ;  176  failures  of  tyres  ;  3  failures  of 
wheels  ;  124  fitilures  of  axles  ;  10  failures  of  couplings ;  2  failures  of  tunnels,  bridges, 
&c.  ;  234  failures  of  rails ;  6  cases  of  flooding  of  the  permanent-way  ;  4  slips  in 
cuttings  or  embankments ;  7  fires  at  stations  ;  and  1  case  not  coming  within  the  above 
descriptions. 

Of  the  176  tyres  which  foiled,  12  were  engine- tyres,  1  was  a  tender-tyre,  4  were  coach- 
tyres,  14  were  van-tyres,  and  145  were  waggon-tyres  ;  of  the  waggons,  101  belonged  to 
owners  other  than  the  Railway  Companies ;  91  of  the  tyres  were  made  of  iron  and  85  of 
steel  ;  1  of  the  tyres  was  fastened  to  the  wheel  by  Gribson  s  patent  method  and  left  the  wheel 
when  it  failed  ;  2  by  Mansell's  patent  method,  1  of  which  left  the  wheel  when  it  failed  ; 
1  by  Beattie's  patent  method  ;  155  by  bolts  and  screws,  7  of  which  left  their  wheels  when 
they  failed ;  and  17  by  other  methods,  2  of  which  left  their  wheels  when  they  failed ;  18  tyres 
broke  at  screw  or  bolt  holes,  57  in  tlie  solid,  and  101  split  longitudinally  or  bulged. 

Of  the  124  axles  which  foiled,  75  were  engine  axles,  viz.,  59  crank  or  driving,  and 
16  leading  or  trailing  ;  9  were  tender  axles  ;  5  were  coach  axles  ;  and  35  were  waggon 
axles  ;  of  the  waggons,  18  belonged  to  owners  other  than  the  Railway  Companies.  Of 
the  69  crank  or  driving  axles,  11  were  made  of  iron  and  48  of  steel.  The  average 
mileage  of  the  crank  or  driving  axles  made  of  iron  was  402,268  miles,  and  of  46 
of  the  crank  or  driving  axles  made  of  steel  218,056  miles.* 

Of  the  234  rails  which  broke,  45  were  double-headed,  151  were  single-headed, 
1  was  a  bridge  rail,  and  37  were  Vignoles'  rails  ;  of  the  double-headed  rails,  20  had  been 
turned.     All  of  these  rails  were  made  of  steel. 


II. — Accidents  to  Passengers   from    Causes   other  than   Accidents   to   Trains, 
Rolling- Stock,    Permanent-Way,    &c.,    including    Accidents    from    their 

OWN  WANT   OF   CaUTION  OR   MiSCONDUCT  ;    ACCIDENTS  TO   PERSONS  PASSING  OVER 

Level-Crossings  ;  Trespassers  ;  and  Others. 

Of  the  459  persons  killed  and  1,502  injured  under  this  heading,  88  of  the  killed  and 
1,277  of  the  injured  were  passengers.  Of  these,  23  were  killed  and  119  injured  by  &lling 
between  carriages  and  platforms,  viz.,  14  kUled  and  56  injured  w;hen  getting  into,  and 
9  killed  and  63  injured  when  alighting  from,  trains  ;  8  were  killed  and  687  injured 
by  falling  on  to  platforms,  ballast,  &c.,  viz.,  86  injured  when  getting  into,  and 
8  killed  and  601  injured  when  alifi^htinfic  from,  trains  ;  4  were  killed  and  8  injured  by 
&Uing  off  [.UtforJ  and  being  ,iuck%r  rU  over'  b;,  tr.ir>s  ,  lexers  kied  Jt 
6  injured  whilst  passing  over  the  line  at  stations,  viz.,  9  killed  and  5  injured  at  station:;' 
where  there  is  a  subway  or  footbridge,  and  7  killed  and  1  injured  at  stations  where 
there  is  neither  a  subway  nor  footbridge  ;  266  were  injured  by  the  closing  of  carriage 
doors  ;  21  were  killed  and  52  injured  by  foiling  out  of  carriages  during  the  travelling 
of  trains  ;  and  11  were  killed  and  139  injured  from  other  causes  connected  with  the 
movement  of  trains  or  railway  vehicles.  39  persons  were  killed  and  17  injured  whilst 
passing  over  railways  at  level-crossings,  viz.,  15  killed  and  12  injured  at  pubUc  level- 
crossings,  16  killed  and  3  injured  at  occupation -crossings,  and  8  killed  and  2  injured 
at  foot-crossings.  204  persons  were  killed  and  102  injured  when  trespassing  on  the 
railways  ;  106  persons  committed  suicide  on  railways,  and  13  persons  were  injured  while 
apparently  attempting  to  commit  suicide ;  14  persons  were  killed  and  61  injured  while 
on  business  at  stations  and  sidings  ;  and  of  other  persons  not  specifically  classed, 
13  were  killed  and  32  injured. 


III. — Accidents    to     Servants     in    the     Employ    of    Railway    Companies    or 

1 

Contractors,   caused  by  the   Travelling  of   Trains  or  the   Movement 
OF  Vehicles  used  exclusively  upon  Railways. 

During  the  nine  months  there  were  343  servants  of  companies  or  contractors  reported 
as  having  been  killed  and  2,694  injured,  in  addition  to  those  included  in  Division  I. 

•  With  regard  to  the  high  average  mileage  of  the  iron  axles  that  failed  it  is  to  be  noted  that  axlea 
re  no.  longer  made  of  this  material.    The  few  still  in  use  are  therefore  of  exceptional  quality. 


o 


12  were  killed  and  363  injured  whilst  coupling  or  uncoupling  vehicles  ;  9  were  injured 
ty  coming  in  contact,  whilst  riding  on  vehicles  during  shunting,  with  other  vehicles,  &c., 
standing  on  adjacent  lines  ;  2  were  killed  and  13  injured  while  passing  over  or  standing 
upon  bufTers  during  shunting  ;  6  were  killed  and  136  injured  in  getting  on  or  off,  or  by 
falling  oiF,  engines,  waggons,  &c.,  during  shunting  ;  7  were  killea  and  258  injured  while 
braking,  spragging,  or  chocking  wheels  ;  1  was  killed  and  62  injured  whilst  attending  to 
^ound-points  ;  9  were  killed  and  264  injured  whilst  moving  vehicles  by  capstans,  turn- 
tables, props,  horses,  &c.,  during  shunting  ;  and  31  were  killed  and  323  injured  by  various 
other  accidents  during  shunting  operations  ;  7  were  killed  and  46  injured  by  falling  off 
engines,  &c,,  during  the  travelling  of  trains  ;  3  were  killed  and  181  injured  while  getting 
on  or  off  engines,  vans,  &c.,  during  the  travelling  of  trains  ;  6  were  killed  and  57  injured 
by  coming  in  contact  with  over-bridges  or  erections  on  the  sides  of  the  line  during  the 
travelling  of  trains  ;  1  was  killed  and  251  were  injured  while  attending  to  the  machinery, 
&c.,  of  engines  in  steam  ;  66  were  killed  and  93  injured  while  working  on  the  permanent- 
way,  sidings,  &c.  ;  3  were  killed  while  attending  to  gates  at  level  crossings  ;  1 00  were 
killed  and  189  injured  while  walking,  crossing,  or  standing  on  the  line  on  duty,  of 
whom  71  were  killed  and  151  injured  in  and  about  stations,  and  29  were  killed  and  38 
injured  at  other  parts  of  the  line  ;  26  were  killed  and  71  injured  by  being  caught  between 
vehicles  ;  7  were  killed  and  49  injured  by  falling  or  being  caught  between  trains  and 
platforms,  walls,  &c.  ;  26  were  killed  and  29  injured  whilst  walking  on  the  line  on  the 
way  home  or  to  work  ;  and  30  were  killed  and  300  injured  from  various  other  causes. 

Altogether,  the  number  of  persons  killed  and  injured  on  railways  in  the  United 
Kingdom  in  the  course  of  pubhc  traffic,  during  the  nine  months  ending  30th  September 
1902,  as  reported  to  the  Board  of  Trade,  was  as  follows  : — 


Killed. 

Injnied. 

Total  for  the  corre- 
sponding period  in  1001. 

Increase. 

Decrease. 

• 

Killed.     ^    Injured. 

EQIed. 

Injured. 

Killed. 

Injured. 

Passengers : 

From  accidents  to  trains,  rolling- 
stock,  permanent-way.  &e. 

By  accidents  from  other  causes 
:Servant8  of  companies  or  contractors  :* 

From  accidents  to  trains,  rolling- 
stock,  permanent- way,  &c. 

By  accidents  from  other  causes 
Other  Persons : 

From  accidents  to  trains,  &c. 
Persons  passing  over  railways  at  level- 
crossings. 
Trespassers  (including  suicides) 
Persons  on  business  at  stations,  <&c., 

and  other  persons  not  coming  in 

above  classifications. 

1 
5  i 

83 

j 

2 ; 

1 

343  ' 

1 

•    2  i 
39  1 

310 
27 

1 

1 
1 

607 

1,277 

74 

2,694 

9 
17 

115 
93 

84 

6 

345 

2 

42 

314 
28 

279 

1,163 

102 

3,005 

2 
22 

128 
107 

5 

328 
114 

7 

1 

4 
2 

3 

4 
1 

28 
311 

5 

13 
14 
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811    4,886 

821 

4,808 

— 

78 

10 



*  Of  contractors*  servants  12  were  kiUed  and  13  injured. 

In  addition  to  the  above,  the  Railway  Companies  have  reported  to  the  Board  of 
Trade,  in  pursuance  of  the  6th  Section  of  the  Regulation  of  Railways  Act,  1871,  the 
following  accidents  which  occurred  upon  their  premises,  but  in  which  the  movement  of 
vehicles  used  exclusively  upon  railways  was  not  concerned,  namely : — 5  passengers  killed 
and  217  injured  whilst  ascending  or  descending  steps  at  stations  ;  59  injured  by  being 
struck  by  barrows,  falling  over  packages,  &c.,  on  station  platforms ;  3  killed  and  59 
injured  by  falling  off  platforms  ;  and  1  killed  and  121  injured  from  other  causes.  Of 
servants  of  companies  or  contractors,  4  killed  and  1,218  injured  whilst  loading, 
unloading,  or  sheeting  waggons  ;  1  killed  and  455  injured  whilst  moving  or  carrying 
^oods  in  stations  or  sheds  ;  1  killed  and  141  injured  whilst  worjdng  at  cranes  or  capstans  ; 
307  injured  by  the  falling  of  waggon-doors,  lamps,  bales  of  goods,  &c.  ;  941  injured 
whilst  attending  to  engines  at  rest  in  sheds,  &c.  ;  1  killed  and  698  injured  by  falling' 
off,  or  when  getting  on  or  off,  engines  or  vehicles  at  rest :  1 60  injured  by  falling  off 
or  when  getting  on  or  off  platforms  ;  6  killed  and  220  injured  by  falling  off  ladders, 


ecailblds,  &c. ;  1  killed  and  476  injured  by  stumbling  whilst  walking  on  the  line;  38 
injured  by  being  trampled  on  or  kicked  by  horses  whilst  engaged  in  railway  work  ; 
6  injured  by  being  Btruck  by  articles  thrown  from  passing  trams ;  1  killed  and  483 
injured  by  die  fiilling  of  rails,  Bleq)ers,  &c.,  when  at  work  on  the  line ;  6  killed  and 
841  injured  in  other  ways  when  at  work  on  the  line  or  in  sidings ;  and  9  killed  and 
1,362  injured  from  various  other  causes.  Of  persons  transacting  business  on  the 
companies'  premises,  12  killed  and  242  injured ;  and  of  other  persons  not  coming 
within  the  above  classifications,  12  killed  and  80  injured ;  makiQg  a  total  in  this 
class  of  accidents  of  GS  persons  killed  and  8,124  injured. 

Thus  the  total  number  of  personal  accidents  reported  to  the  Board  of  Trade  by  the 
several  Railway  Companies  during  the  nine  months  amounts  to  874  persons  killed  and 
13,01(1  injured. 

Board  of  Trade,  FRANCIS  J.  S.  HOPWOOD 

December  15th,  1902. 


TABLES   OF    ACCIDENTH. 


NOTE. 


All  accidentB  which  occur  in  the  working  of  railways  or  on  railway  premises  to 
persons  other  than  servants  of  the  companies  (described  in  the  following  Tables  as 
"  Passengers  "  and  "  Other  Persons  ")  are  required  to  be  reported  to  the  Board  of  Trade, 
however  slight  the  injuries  may  be  ;  but,  as  regards  servants  of  the  companies,  only 
those  accidents  which  prevent  the  servant  injured  from  being  employed  for  five  hours 
on  his  ordinary  work  on  any  one  of  the  three  working  days  next  after  the  accident  are 
reported. 

The  following  Tables  therefore  show  the  total  number  of  persons  other  than 
servants  of  the  companies  injured  from  accidents  arising  in  the  working  of  railways 
or  on  railway  premises,  but  only  the  number  of  servants  whose  injuries  prevented 
them  working  for  Jive  hours  on  any  one  of  the  three  working  days  next  after  the 
accident. 


TABLE  No.  1. 

Summary  Statement  of  the  Number  of  Passengers,  Servants  of  the  Oompanies  and 
of  OontractorSy  and  other  Persons  reported  to  the  Board  of  Trade  by  Railway  Compaktbs 
as  havingr  been  Killed  or  Injured  in  each  Division  of  the  United  Kingdom  in  Accidents  to  Trains, 
and  by  the  RUNNING  of  TRAINS  or  the  MOVEMENT  of  Railway  Vehicles,  during  the  Nine  Months 
ending  30th  September  1902  ;  with  corresponding  figures  for  the  United  Kingdom  for  the  Nine  Months 
ending  30th  September,  1901. 


1903. 

1901. 

Bholand  akd 
Walks. 

SOOTLAITD. 

Ireland. 

TTnitkd 

KlNODOIf. 

llNITBD 

Kingdom. 

KiUed. 

Injoied. 

Killed. 

Injnied. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injnred. 

PARBEHGBBS  :— 

In  accidents  to  trains 

(For  details,  see  Table  No.  2, 
p.  10.) 
Prom  other  accidents  connected 
with  the  running  of  trains  or 
the    movement    of    railway 
vehicles. 
(For  details,  see  Table  No.  3, 
p.  12.) 

5 

65 

493 
1,190 

■ 

... 

14 

110 
74 

... 
4 

4 
13 

5 
83 

607 
1,277 

•  •  • 

84 

279 
1,163 

Total  of  Passengers  ... 

70 

1,683 

14 

184 

4 

17 

88 

1,884 

84 

1,442 

Servants  : — 

In  accidents  to  trains  ... 

(For  details,  see  Table  No.  2, 
p.  10.) 
From  other  accidents  connected 
with  the  running  of  trains  or 
the    movement    of    railway 
vehicles. 
(For  details,  see  Table  No.  3, 
p.  12.) 

2 
272 

64 
2,329 

... 

62 

7 
316 

9 

3 
49 

2 
343 

74 
2,694 

6 
345 

102 
3,005 

Total  of  Servants  ... 

274 

2,393 

62 

323 

9 

52 

345 

2,768 

351 

3,107 

Other  Persons  :— 

In   accidents   to   trains.     {See 

Table  No.  2.) 
While  passing  over  railways  at 

level   crossings.    {See  Table 

No.  3.) 

While  trespassing  on  line.  {See 

Table  No.  3.) 
Suicidesand  attempted  suicides. 

{See  Table  No.  3.) 
On  business   at   stations    and 

sidings.    (Ste«  Table  No.  3.) 
Miscellaneous      (not      included 
above).    {See  Table  No.  3.) 

2 
35 

144 

88 

11 

9 

5 
15 

68 
12 
55 
21 

... 

1 

45 

16 

2 

4 

4 
2 

27 
1 
5 

6 

•  •  . 

3 

15 
2 
1 

•  •  • 

... 
... 

7 

... 

1 
5 

2 
39 

204 

106 

14 

13 

9 
17 

102 
13 
61 
32 

2 

42 

211 

103 

14 

14 

2 
22 

114 
14 

88 
19 

Total  of  Other  Persons 

289 

176 

68 

45 

21 

13 

378 

234 

386 

259 

« 

QnATtD  Total  OF Passbngebs,  ) 
Sbrvakts,     and     Othbr  [ 
Pbrsons.                            ) 

633 

4,252 

144 

552 

34 

82 

811 

4,886 

821 

4,808 

JVoetf.— For  the  somber  of  penoxiB  killed  or  injured  on  railwaj  premises  otherwise  than  through  accidents  to  trains  or  the  movement 
Of  railway  vehidesi  »ee  Tables  8,  9,  and  10. 

18078  ^ 


I* 


10 


NUMBBB  OF  PBBSONB  EILLBD  OR 


TABLE  No.  2. 


Number  of  Passbngbrs,  Sbrvakts  of  the  Oompanibs  and  of  Oontractorb,  and  Othbb  Persons 

in  each  Division  of  the  Ukitbd  KmODOH,  in  the  different  CLASSES  of 


•r»p« 


0LA8S  OF  AOOIDflNT, 


NUXBBB  OF  PABSENOBB8. 


En^nd 
and  waleB. 


Killed. 


In- 
jured. 


Sootland. 


ElUed. 


In- 
jured. 


Ireland. 


Killed. 


In- 
jared. 


United 
Kingdom. 


Killed. 


In- 
jured. 


NnXBXB  OF  SKBTAXm. 


En^and 
and  walee. 


Killed. 


In- 
jured. 


Sootland. 


Killed. 


In- 
jured. 


Ireland. 


Killed. 


In- 
jured. 


United 
Kingdom. 


Killed. 


In- 
jured. 


1.  Oollirions  l^tween  pamengrer 
brains  or  parte  of  pawenger  trains. 


2.  GoUisionB  between  passenger 
trains  and  gcods  or  mineral  trains, 
light-engines,  or  other  moving 
▼•hides. 


S.  Collisions  between  goods 
trains  or  parts  of  goods  trains, 
light-enginee,  br  other  moving 
vehicles. 


4.  Collisions  between  trains  and 
vehicles  standing  foul  of  the  line. 


5.  ColUsions  between  trains  and 
bnffer-stops,  or  vehicles  at  rest : 

(a)  From  trains  ronnmg  into 
stations  at  too  high  a 
speed. 

(If)  From  other  causes 

6.  Trains  coming  in  contact 
withprojection$  from  other  trains 
on  parallel  lines. 


7.  Passenger  {trains  or  parts  of 
passenger  troin^  leaving  uie  rails. 


8.  Goods  trains  or  parts  of' 
goods  trains,  tight-engines,  &c., 
leaving  the  raijs. 


9.  TxKfnsmnbing  through  gates 
at  level-crossix^TBt  or  into  other 
obstacles. 


10.  The  bursting  of  boilers  or 
tubes,  &o.,  of  ei^gines. 

11.  Other  accidents  arising  from 
the  failnie  of  'rolllng-stoc^  (in-, 
eluding  the  fiLilure  of  wheels, 
tyres,  axles,  eouplings,  brake- 
apparatus,  and  ropes  on  inclines). 

I 

12.  Other  accidents  arising  from 
the  failure  of  permanent-way 
(including  failure  of  tunnels, 
bridges,  viadubts,  culverts,  and 
rails,  the  flooding  of  the  perma- 
nent-way, uid  sups  in  cuttings 
and  embankments). 


13.  Fires  in  trains 


14.  Other  accidents 


TOTAL 


1 


91 


48 


13 


63 


oO        ... 


47 


196 


493 


43 


25 


12 


28 


6 


110 


3 


J. 


•». 


184 


73 


25 


67 


30 


70 


197 


6 


607 


4*. 


9 


10 


23 


21 


2 


64 


k.. 


1 

••• 

1 

... 

2 

... 

1 

. .. 

... 

••• 

1 

... 

•«. 

••• 

... 

... 

2 


3 


10 


11 


25 


.- 


2 


6 
2 


6 


74 


NJS.— The  Board  of  Trade  state  the  cause  of  accident  a  returned  by  the  Companies  but  do  not  guanntee 
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IBJTTBBD  IS  AOOIDBBTS  TO  TRAINS. 


*  t 

v..      L... 


•  .     .  • 


TABLE  ilo.  2. 


reported  to  the  ^ABD  of  Tradb  by  RAILWAY  COMPANIBS^as  having  been  ElLLBO  or  l^filURBD 
AOGIDBKTS  to  TRAnrs,  during  the  Nine  Months  ending  30th  September  1902. 


NUICBHB  OF  Othxb  FSBsona. 


RjglaBd 
andjwales. 


Kmci0. 


Id- 
jnred. 


Scotland* 


IreUuid. 


Killed. 


In- 
jured. 


KUled. 


In- 
jured. 


United 
Kingdom. 


Killed. 


In- 
inred.! 


Total  of  'Passxstobbs,  sbbvamts,  and  Othsr 

PKBSOirs. 


Ezkfdaad 
and  wides. 


Killed. 


In- 
jured. 


SootltAd. 


Killed. 


In- 
jured. 


Ireland. 


Killed. 


In- 
jnred. 


United 
Kingdom. 


Killed. 


In- 
jnred. 


Class  of  aooidbnt. 


2 


••• 


••• 


I 
»••» 


••« 


••< 


••• 


-  .••# 


II   ■  'i         i< 


S 


>rf« 


2 


8 


•♦• 


9 


2 


••• 


0 


100 


68 


> 


28 


15 


64 

86 

7 


48 


200 


662 


•^9^ 


' 

44 

••• 

1 

26 

*•• 

•»• 

2 

•*• 

«•• 

18 

••■ 

••• 

1 

••• 

3 

4 

•*• 

••• 

••• 

••• 

*•• 

28 

••• 

1 

1 

••• 

•■• 

k  ■  ••• 

••• 

••• 

- 

••• 

••• 

••• 

1 

••• 

2 

••• 

••• 

••• 

•  ■ 

i 

«#  1. 

•  •• 

••• 

••• 

••* 

■ 

r   , 

6 

••• 

«•• 

121 

•■• 

7 

or  otherwise  adopt  the  statement,  ezoept  in  oases  where  an  oiBoial  inqnizy  has  been  held. 
1807S 


2 


••• 


0 


146 


84 


30 


28 


68 

89 

7 


72 


6 


208 


6 


-••" 


690 


1.  Obllisions  between  passenger 
trains  or  parts  of  passenger  trahis. 


2.  Collisions  between  passenger 
trains  and  goods  or  mineral  trains, 
light-engines,  or  otiier  moving 
▼ehioles. 


3.  GolllsionB  between  goods 
trains  or  parts  of  goods  trains, 
light*engine8,  or  other  moving 
yehidee. 


4.  Collisions  between  trains  and 
yeluoles  standing  fool  of  the  line. 


5.  Collisions  between  trains  and 
buffer-stops,  or  yehioles  at  rest : 

(a)  From  trains  nrnning  into 
stations  at  too  high  a 
speed. 

(i)  From  other  oauses. 

6.  Trains  oomiiiK  in  oontaot 
with  projections  from  other  trains 
on  parallel  lines. 


7.  Passenger  trains  or  parts  of 
passenger  trains  leaving  tke  rails. 


8.  Goods  trains  or  parts  of  goods 
trains,  light-engines,  &a,  leaving 
the  rails. 


9.  Trains  running  through 
gates  at  level-oroesings,  or  into 
other  obstaolea 


10.  The  bursting  of  boilers  or 
tubes,  &o,,  of  engines. 


11.  Other  apeidentsarising  from 
the  failure  of  roUing-stook  (in- 
oluding  the  failure  of  wheels, 
tyres,  axles,  oouplings,  brake- 
apparatus,  and  ropes  on  inoline8> 


12.  Other  aoddants  arising  from 
the  failure  of  permanent-way 
(including  failure  of  tunnels, 
'bridges,  viaducts,  culverts,  and 
rails,  the  flooding  of  the  perma- 
nent-way, and  slips  in  cuttings 
and  embankments). 


13.  Fires  in  trains. 


14.  Other  accidents. 


Total. 


B2 
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NUHBBB  OF  PBBSONS  EILLBD  OR  INJURBD  FROM  THB  RUHNINO 

TABLE  No.  3. 


Number  of  Passengers,  Servants  of  the  Oompanies  and  of  Contractors,  and  Other  Pbrsons 

in  each  DIVISION  of  the  UNITED  KINGDOM,  by  the  RUNNING  of  TRAINS  or  by  the 


Bholaitd  asd  Walib. 

8ooTuun>. 

Killed. 

Injuzed. 

KUlad. 

Injured. 

PA88BNa£B8  :-- 

1.  From  falling  between  trains  and  platforms  : 

(1)  When  entering  trains     

8 

48 

5 

5 

(2)  When  alighting  from  trains     

7 

55 

2 

8 

2.  From  falling  on  to  the  platform,  ballast,  &o. : 

(1)  When  entering  trains     

... 

84 

••* 

8 

(2)  When  alighting  from  trains     

7 

579 

... 

21 

S.  From  falling  off  pladorms  and  being  struck  or  rnn 

3 

6 

1 

1 

over  by  trains. 

4.  Whilst  crossing  the  line  at  stations  : 

(1)  Where  there  is  either  a  snbway  or  footbridge 

8 

5 

1 

... 

(2)  Where  there  is  neither  a  subway  nor  footbridge 

7 

... 

•  «• 

... 

6.  By  the  closing  of  carriage  doors        

•  •• 

242 

•  •• 

21 

6.  From  falling  out  of  carriages  during  the  running 

16 

41 

4 

11 

of  trains. 

7.  By  other  accidents        

9 

130 

1 

5 

Total  of  Passenobbs 

65 

1,190 

14 

74 

Sebvantb  :— 

By  accidents  occurring  during  shunting  operations, 

1.  Whilst  coupling  or  uncoupling  vehicles 

8 

312 

2 

44 

2.  By  coming   in    contact,    whilst    riding    on 

... 

7 

... 

2 

vehicles,  with  other  vehicles,  &o.,  standing 

on  adjacent  lines. 

3.  While  passing  over,  under,  or  standing  on 

... 

6 

2 

6 

buffers. 

4.  When  getting  on  or  off,  or  falling  off  engines, 

5 

114 

1 

22 

waggons,  &c. 

5.  Whilst  braking,  spragging,  or  chocking  wheels 

6 

230 

1 

27 

6.  Whilst  attendmg  to  ground-points     

... 

51 

1 

10 

7.  Whilst  moving  veMcles  by  capstans,  turn- 

7 

239 

2 

15 

tables,  props,  levers,  &o. 

8.  By  other  accidents  not  included  in  the  pre- 

23 

283 

7 

32 

ceding. 

9.  From  falling  off  trains,  engines,  &o.,  in  motion  ... 

6 

35 

2 

10 

10.  When  getting  on  or  off  citrines,  vans,  &c.,  during 

3 

160 

••• 

18 

tbe  running  of  trains. 

11.  By   coming    in    contact    with   over-bridges   or 

6 

46 

1 

6 

erections  on  the  sides  of  the  line. 

12.  Whilst  attending  to,  or  by  the  failure  of,  the 

1 

228 

... 

21 

machinery,  &c.,  of  engines  in  motion. 

18.  Whilst  working  on  the  permanent-way,  sidings,  ftc. 

48 

79 

18 

14 

14.  Whilst  attending  to  gates  at  level-crossings 

2 

... 

1 

••• 

16.  Whilst  walking,  crossing,  or  standing  on  the  line 

on  duty : 

(]}  At  stations           ...        ...        ...        ...        ... 

60 

126 

9 

23 

(2)  At  other  parts  of  the  line         

16.  From  being  caught  between  vehicles         

27 

27 

2 

11 

22 

56 

4 

14 

17.  From  falling  or  being  caught  between  trains  and 

4 

41 

1 

7 

platforms,  walls,  ko. 

18.  Whilst  walking,  &o.,  along  the  line  to  or  from  work 

23 

24 

2 

5 

19.  Miscellaneous    ...        ...        ...        ...        ...        ... 

23 

265 

6 

29 

Total  of  Sbbvantb       

272 

2,329 

62 

816 

Otheb  Persons  :— 

I.  Whilst  passing  over  railways  at  level-croesingB     ... 

35 

15 

1 

2 

2.  Whilst  trespassing  on  line       

114 

68 

45 

27 

S.  Suicides  and  attempted  suicides        

88 

12 

16 

1 

4.  On  business  at  stations  and  sidings 

11 

55 

2 

5 

5.  Miscellaneous  (not  included  above) 

9 

21 

4 

6 

Total  op  Othbb  Pbbsohs       

287 

171 

68 

41 

Gband  Total       ^       ^       •^       ^       ^ 

624 

8,690 

144 

481 

• 

N.B.— The  Board  of  Trade  state  the  cause  of  the  aoddent  as  returned  by  the  Oompaniea,  but  donol 
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OF  Tbaihs  or  thb  MovBMBiirr  OF  Railway  Ybhioles. 


TABLE  No.  3, 


reported  to  the  BOARD  OF  Trade  by  Railway  Companies  as  having  been  Killed  or  Injured 
Movement  of  Railway  Vehicles  during  the  Nine  Months  ending  30th  September,  1902. 


Ibsland. 


Killed. 


InjurecL 


Ukitsd  E^nvoDOM. 


KiUed. 


Injured. 


1 
1 


••t 
••♦ 

••* 
... 


2 


1 
1 


0 


3 

16 

2 


21 


84 


1 
1 


1 
8 


18 


1 

1 

10 

8 

1 
8 

6 

2 

••• 
••• 


1 
1 


6 


49 


1 
6 


13 


76 


14 
9 


8 

4 


9 

7 

••• 
21 

11 


83 


12 

••• 

2 

6 

7 
1 
9 

31 

7 
8 

8 

1 

66 
8 


71 
29 
26 

7 

26 
30 


343 


39 

204 

106 

14 

13 


376 


802 


66 
63 

86 
601 

8 


6 

1 

266 

62 

139 


1,277 


363 
9 


13 

136 

258 

62 

264 

323 

46 
181 

67 

261 

93 


161 
38 
71 
49 

29 
300 


2,694 


17 
102 
13 
61 
32 


226 


4,196 


Pabsbnobbb  :— 

1.  From  falling  between  trains  and  platformH  : 

(1)  When  entering  trains. 

(2)  When  alighting  from  trains. 

2.  From  falling  on  to  the  platform,  ballast,  &c. : 

(1)  When  entering  trains. 

(2)  When  alighting  from  trains. 

3.  From  falling  <^  platforms  and  being  stmok  or  mn 
over  by  trains. 

4.  Whilst  crossing  the  lines  at  stations : 

(1)  Where  tSete  iB  either  a  snbway  or  footbrUk^. 

(2)  Where  there  is  neither  a  snbway  nor  f  ootbrulge. 
6.  By  the  closing  of  carriage  doors. 

6.  From  falling  oat  of  carriages  during  the  running  of 
trains. 

7.  By  otiier  aocidents. 

Total  of  Passsnobbs. 


Sbbvants  :— 

By  accidents  occurring  during   shunting  operations, 
vis. : 

1.  Whilst  coupling  or  uncoupling  vehicles. 

2.  Bt  coming  in  contact,  whilst  riding  on  vehicles, 
with  other  vehicles,  &a,  standing  on  adjacent 
lines. 

3.  While  passing  over,  under,  or  standing  on 
buffers. 

4.  When  getting  on  or  off,  or  falling  oS  eng^inee, 
waggons,  ko, 

6.  Whilst  braking,  spragging,  or  chocking  wheels. 

6.  Whilst  attendmg  to  ground-points. 

7.  Whilst  moving  vehicles  by  capstans,  turn-tables, 
props,  levers,  ko, 

8.  By  other  accidents  not  included  in  the 
preceding. 

9.  From  falling  off  trains,  engines,  Jeo.,  in  motion. 

10.  When  getting  on  or  off  engines,  vaus,  &c.,  during 
the  runmng  of  trains. 

11.  By    coming    in    contact    with    over-bridges    or 
erections  on  the  sides  of  the  line. 

12.  Whilst  attending  to,  or  by  the   failure   of,   the 
machinery,  ftc.,  of  engines  in  motion. 

13.  Whilst  worldng  on  the  permanent- way,  sidings,  ko. 

14.  Whilst  attend^  to  gates  at  level-crossings. 

16.  Whilst  walking,  crossing,  or  standing  on  the  line 
on  duty : 
(1)  At  stations. 
?2)  At  other  parts  of  the  line. 

16.  From  being  caught  between  vehicles. 

17.  From  falluig  or  being  caught  between  trains  and 
platforms,  wa&s,  Jcc 

18.  Whilst  walking,  &a,  along  the  line  to  or  from  work. 

19.  Miscellaneous. 

Total  of  Sebvantb. 


Otheb  Pebsoks  :— 

1.  Whilst  passing  oVer  railways  at  level -crossings. 

2.  Whilst  trespassing  on  line. 

3.  Suicides  and  attempted  suicides. 

4.  On  business  at  stations  and  sidings. 
6.  Miscellaneous  (not  included  above). 

Total  of  Otheb  Psbboks. 


Gbakb  Total. 


guarantee  or  otherwise  adopt  the  statement,  except  in  cases  where  an  o9leial  inquiry  has  been  held. 


\ 
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NUMBBB  OF  PBBEKMfS  ElLLKD  OB 


TABLP  No.  .4. 


Number  of  Pbbsonb  reported  to  the  Boabd  of  TBADB^by  Railway  Compakibs  as  having  been  Eillbd  or 

to  Tbainb,  R0LLIN0-3T00K,  and  Pbbmahbkt-Way  of  the 


1 

Collisions 

between 

Psssenger 

Trains 

or  Parts  of 

Passenger 

Trains. 

s 

Oomstons 

between 

Passenger 

Trains  and 

Goods or 

Mineral 

Trains, 

Light- 

En^rines, 

8 

CoIHslons 

between 

Goods 

Trains  or 

Partsof 

Goods 

Trains, 

Light- 

Bnnnes, 

4 

Collisions 
between 
Trains  and 
Vehicles 
standing 
foul  of 
the  Line. 

6 

Collisions  between  Trains 

and  Bufler-fitops. 

or  Vehioles  at  rest 

6 

Trains 

coming  in 

Contact 

7 

Pssssnger 

T^rainsor 
Partsof 

Passenger 
Trains 
leaying 

the  Bails. 

8 

~  Goods 
T^siDfor 

NAMB  or  COXPAKT. 

(a.)  From 
Trains  run- 
ning into 
Stations  at 
too  high  a 
speed. 

(h,)  From 

other 

Causes. 

with 

Projections 

from  other 

-  Tkmins 

on  Parallel 

Lines. 

Puts  of 
Goods 
TMat, 
U^ 
Bngi]Mi,teL 
leartitt 

K* 

Lt 

K. 

L 

K. 

L 

K. 

L 

E. 

L 

E. 

L 

E. 

L 

E. 

L 

K.       L 

BNaiiAKD  AND  WALES. 

OmibruUii    •••        •••        ••■ 

*•• 

...    < 

• 
... 

... 

... 

... 

... 

... 

... 

... 

... 

... 

... 

•— 

1 

•*• 

... 

vrgQftt  Gdntral        •••        ••• 

... 

... 

... 

... 

... 

... 

... 

... 

«.. 

... 

... 

... 

8 

a.. 

... 

... 

.M 

Ofeat  Eastern        

... 

1 

... 

7 

... 

... 

... 

... 

... 

1 

... 

... 

... 

... 

... 

... 

... 

Gmt  N<nrtli6ni     ...       ••• 

... 

15 

... 

... 

... 

2 

... 

... 

... 

... 

•.. 

... 

2 

... 

... 

... 

... 

Great  Western       

... 

•  •• 

1 

84 

... 

... 

... 

... 

... 

8 

... 

15 

1 

... 

... 

... 

99» 

Lanoashire  and  Yorkshire. .. 

... 

4 

... 

... 

.«. 

1 

... 

4 

... 

86 

... 

2 

... 

... 

... 

... 

•— 

London  and  North- Western 

] 

U 

... 

6 

... 

* 

6 

... 

8 

... 

'   ••• 

... 

1 

... 

... 

... 

1 

4 

London  and  North- Western 

and  Great*  Western  Joint. 

London  and  Sonth- Western 

... 
... 

... 
8 

... 
... 

... 
... 

... 

... 

1 

... 
... 

. .. 
... 

... 
... 

... 
... 

... 
... 

... 

1 

... 

•  •a 

... 
a*. 

... 

9»» 

... 
... 

—* 

London,     Brighton,     and 

Sonth  Ooast. 
Mersey  and  Wimd  Joint ... 

••• 
... 

7 
7 

... 
••• 

1 

••• 

... 
... 

... 
... 

... 

... 

... 
... 

... 
... 

17 

... 

... 

•  a. 

... 
... 

2 

... 

... 
a.. 

45 

... 

... 
... 

M. 

Metn^litan  Distriot 

... 

... 

••• 

••• 

... 

... 

... 

... 

... 

2 

... 

... 

... 

.a. 

... 

— 

... 

pffi^lft.wn         ,,,           «•«           ... 

... 

... 

.•• 

1 

... 

4 

... 

... 

... 

... 

... 

4 

... 

... 

... 

... 

M. 

Midland  and  Great- Western 

Joint 
North-Eastem       ...        ••• 

... 
... 

... 
40 

... 
... 

... 
7 

... 
... 

... 
4 

... 

... 

8 

... 

... 
... 

... 

1 

... 
... 

... 
7 

... 

•a. 

•  a. 
a.. 

... 
1 

... 
... 

— 
I 

North-Eastem  and  London 
and  North- Western  Joint. 
North  Staffordshire 

... 
... 

... 

... 

... 

... 

... 

... 
... 

... 

. . . 

... 
... 

... 
... 

... 
... 

... 
... 

4 

... 

... 
... 

aa. 
a.. 

... 
1 

... 
... 

Sheffield  and  Midland  Joint 

... 

... 

... 

8 

... 

... 

... 

... 

... 

... 

... 

... 

... 

••• 

... 

... 

... 

Sonth-Eastem  and  Chatham 

... 

9 

... 

... 

... 

... 

... 

... 

... 

6 

... 

1 

... 

•  •• 

... 

... 

M* 

South  Wales  Mineral 

... 

... 

... 

... 
58 

2 

10 

••• 

... 

• .. 

... 

... 

... 

... 

... 

... 

... 

... 

Total,  Enolakd  avd  ) 
Walks         ...          1 

1 

100 

1 

2 

28 

••• 

16 

... 

64 

... 

85 

7 

... 

48 

1 

6 

SCOTLAND. 

Caledonian  ...        •- 

... 

4 

... 

8 

... 

1 

... 

... 

... 

... 

... 

4 

.a. 

... 

... 

... 

I 

Dundee  and  Arbroath  Joint 

... 

•  •• 

... 

».. 

... 

... 

... 

1 

... 

... 

... 

... 

... 

... 

... 

... 

•M 

Glasgowand  South- Western 

... 

•  •• 

... 

19 

... 

... 

... 

... 

... 

... 

... 

... 

... 

... 

23 

... 

... 

Glasgow  Distriot  Subway... 

... 

1 

... 

... 

... 

••• 

... 

... 

.*• 

... 

... 

... 

... 

••• 

•a. 

... 

.M 

Highland    ...        ...        ... 

..a 

... 

... 

... 

... 

... 

..« 

... 

... 

1 

... 

... 

... 

... 

... 

... 

... 

North  British        

... 

39 

... 
... 

4 

... 

1 

... 

12 
18 

..« 

... 

..• 

••• 

•a. 

... 

a** 

..a 

M. 

Total.  Sootlakd 

... 

44 

26 

... 

2 

... 

1 

... 

4 

... 

23 

... 

1 

IRELAND. 

' 

' 

Belfast  and  County  Down 

... 

... 

... 

... 

... 

... 

... 

... 

... 

8 

... 

... 

•  a. 

..a 

... 

.M 

»M 

Belfast      and      Northern 

Counties. 
Great  Southern  and  Western 

... 

... 

1 

... 

... 

... 

... 
... 

... 
... 

... 
... 

... 
... 

... 
... 

... 

... 
... 

... 

... 
... 

... 
... 

a. a 

... 
... 

... 
... 

•— 

west  mave  •••       ...       ... 

... 

... 

... 

... 

... 

... 

... 

... 

... 

... 

... 

... 

••• 

•a* 

1 

1 
... 

—* 
... 

Total,  Ibklahd 

... 

1 

... 

... 

... 

•  •• 

... 

•  •• 

... 

8 

... 

... 

... 

7 

... 

1 

... 

Total,  UMrrsD  Kino-  ) 

DOM f 

1 

146 

1 

84 

8 

... 

28 

... 

68 

... 

89 

... 

72 

1 

6 

_ 

NOTB.— In  the  above  Table  the  persons  killed  and  Injured  from  aoddents  are  antered  against  the  Company  on  whm 
•  KlUed.  t  Injured. 


Xk JXTBBD  IN  AOOIDBNTS  TO  TRAINS^ 


■*^jfc—  t     ^      in 
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TABLE  No.  4. 


X^jXTRBD  in  the  different  Classes  of  Aooidbnts  oocorring  on  the  LiKBS  of  the  several  Railway  Companies 
GoKPAKlBS  daring  the  Nine  Months  ending  30th  September,  1902. 


9 

Trains 

thzoogn 

Gtetetat 
Level 

Oroesingii 

or  iisto 

other 

Obstacles. 


Lt 


|- 


»        r 


10 


The 
bursting  of 
Boilers  or 
Tabe^Ao., 

Bntrlnes. 


11 

Aooidents 

arlBingfrom 

theFaUnre 

of  BoUing- 

S^k  (in- 

olnding 

Failaieof 

Wheels, 

Tyres,  Axles, 

Ac). 


12 

Aooidents 

arising  from 

the  Failure 

of  Perma^ 

nent-Way 

(inolnding 

Failore  of 

Tunnels, 

Bridges, 

Bails,  Sbo,), 


13 


Fires  in 
TrainjB. 


••• 


•«• 


••• 


••« 


••• 


••       ••• 


•*• 


196 


••• 


•••       ••• 


200 


1 


-r 


t 
I 

•  •• 

t 


•  •• 
I 


14 


Other 
Accidents. 


Total 
Number 

of 
Persons 

of  all 
Classes 


I 

I 


••» 


•••        ••■ 


^•« 


2 


9 


2 

206 
19 
64 
49 
3S 


Number 

of 

Passengers 

and 

others. 


Number 

of 
Servants. 


K. 


74 


2 

9 

8 

61 


1 

8 

16 

10 


2 


662 


202 
17 
48 
43 
13 


71 


2 


6       «•• 


66 


••• 


13 


498 


2 


2 
8 
2 
6 
6 

20 
1 
1 


Namb  of  Company. 


2 
6 


2 


64 


••* 


••• 


6 


6 


14 
1 

42 
1 
1 

62 


121 


11 


41 


61 


114 


8 


2 


2 


••• 


203 


6 


8 
1 
2 

I 


9 


690 


616 


2 


74 


ENGLAND  AND  WALES. 
Cambrian. 

Great  CentraL 

Great  Eastern. 

Great  Northern. 

Great  Western. 

Lancashire  and  Yorkshire. 

London  and  North- Western* 

London  and  North- Western 

and  Great- Western  Johit. 

London  and  South- Western. 

London,     Brighton,     and 

South  Coast. 
Meniey  and  Wirral  Joint. 

Metropolitan  District, 

Midland. 

Midland  and  Great- Western 

Joint. 
North-Eastem. 

North-Eastem  and  London 
and  North- Western  Joint. 
North  Staffordshire. 

Sheffield  and  Midland  Joint. 

South-Eastem  and  Chatham. 

South  Wales  MineraL 

(  Total.    England    and 
)     Walks. 

SCOTLAND. 
Caledonian. 

Dondee  and  Arbroath  Joint. 

GlasgowandSonth-Westem. 

Glasgow  District  Snbwaj. 

Highland. 

North  British. 

Total,  Sootland. 

IRELAND. 

Belfast  and  County  Down* 

Bel^t      and      Northern 

Counties. 
Great  Southern  and  WestMn. 

West  Clare. 

Total,  Ibblanc. 

Total,  United  Kinodom. 


^ines  the  aooidents  occurred,  except  in  cases  ot  injuries  arising  from  the  accidents  enumerated  in  Columns  Nos.  10  and  11. 
•  Killed.  t  Injured, 
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NUHBBB  OF  PBBSONS  E^LLBD  OR  INJURED  BY  THB  BUBinHO 


TABLE  No.  5. 


NuMBBR  of  Pbrsons  reported  to  the  BOARD  OF  Tradb  as  having  been  Killed  or  Injured  upon  the  seveial 

during  the  Nine  Months 
A.  Passbnobbs. 


NfAKB  OF  0O3CPANT. 


From  falling 

between  Trains 

and  Flatlorms. 


(a) 

When 

entering 

Trains. 


K.»    It 


wlien 

alighting 

from 

Trains. 


From^Jling  on  to 

the^latform, 

Ballast,  Ac. 


(a) 

When 

entering 

Trains. 


K. 


(6) 

When 

alighting 

from 

Trains. 


E. 


From 

falling 

oft 

Platforms 

and 

beine 

stmoK 

or  ran 

over  by 

Trains. 


Whilst  crossing 

the  line  at 

Stations. 


Where 
there  is 
either  a 
Subway 
or  Foot- 
bridge. 


Whc 


h) 
ere 
there  is 
neither  a 
Subway 
nor  Foot- 
bridge. 


By  the 
closing 

of 

Carriage 

Doors. 


6 


From 

faUing 

out  of 

Oarriages 

during 

the 
running 

of 
Trains. 


By 

other 

Aecidenta 


Total 


JL      L 


BNGLAND  AND  WALES. 

^^IvXa jT  •••  •«•  •••  ••• 

BreooQ  and  Merthyr 
Cambrian 


■••        ••> 


•••        ••• 


Central  London 
Cheshire  Lines 


East  London  Joint 

Fnruees         ...  •••        ... 

Great  Central  

Great  Eastern 

Great  Northern  

Great  Western  

Lancashire  and  Yorkshire ... 

Lancashire  and  Yorkshire 
and  London  and  North- 
western Joint. 

Lancashire,  Derbyshire,  and 
East  Coast. 

London  and  North-Westem 

London  and  North- Western 
and  Great  Western  Joint. 

London  and  Nortiii- Western 
and  Midland  Joint. 

London  and  South  Western 

London  and  South- Western 
and  London,  Brighton  and 
South  Coast  Joint. 

London,  Brighton,  and  South 
Coast. 

London,  Tilbury,  and  South- 
end. 

Ifanohester,  South  Junction, 
and  Altrinoham. 

joLersey  ...        ...        ••* 

Metropolitan...        ...        ... 

Metropolitan  and  Great  West- 
ern Joint. 

Metropolitan  and  Metropoli- 
tan District  Joint. 

Metropolitan  District 

Midland 

Midland  and  Great- Western 

Joint. 
Midland  and  South- Western 

Junction. 
Normanton  Joint  Stfttion  ... 

North  and  South   Western 

Junction. 
North-Eastern  


North -EaHtem  and  London 
and  North- Western  Joint. 


9 


n 


• • ■     I     • •• 

5 
1 
2 
8 


6 


1 
1 


3 


...  I  ...  I  ... 


1 
1 


1 
2 


4 
4 


5 
1 


24 


4 
1 

•  •• 

IS 


42 
8 

34 

13 

3 


77 

12 

1 

125 

1 

16 
13 


1 
4 


6 
3 
3 
4 

28 
1 


12 


1 

2 

82 


2 


I*      ... 


3 


• ••      I      • •• 


I 


2 


8 


13 


17 
16 


2 


70 
4 


••• 


2 


2 


15 


1 
1 


1 
6 
1 


14 


9 


2 


2 


2 


2 


2 


2 


1 
1 


26 
1 


1 
1 


30 
2 
1 

11 


9 
2 


6 
2 


6 
1 

4 
2 

I  •• 

1 
3 
1 


17 
113 
14 
75 
37 
9 

1 
198 
20 

2 
175 

1 

83 

17 
1 


41 


18 


I 


14 


1 
4 


20 
3 
6 

10 

78 
2 
1 
2 
S 

166 
1 


.        I 


Killed. 


Note.— In  the  aboye  Table  the  perrons  killed  and  injved 
t  Injured. 


17 
OP  Trains  ob  the  Movement  of  Railway  Vehicles. 


TABLE  No.  5. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movement  of  Railway  Vehicles 
ending  30th  September,  1902. 

A.  Passengers. 


1 

From  falling 
between  Trains 
and  Platforms. 

3 

From  falling  on  to 

the  Platform, 

Ballaat,  &c. 

3 

From 

falling 

off 

4 
Whilst  crossing 
the  Line  at 
Stations. 

5 
By  the 

6 

From 

falling 

out  of 

Carriages 

during 

the 
running 

of 
Tmins. 

7 

Platforms 

and 

being 

strunk 

or  ron 

over  by 

Ti-ains. 

Where 
there  is 
either  a 
Subway 
or  Foot- 
bridge. 

Where 
there  is 
neither  a 
Subway 
nor  Foot- 
bridge. 

closing 

of 

Carriage 

Doors. 

By 

other 

Accidents 

Total. 

Namb  of  Company. 

1 

(«)           Jb) 

Whan         When 

enteriSg    "Ifg^tlng 

(a)       1       (6) 

1 

K.»    Lt  1  K.. 

L    ,  K. 

1 

I. 

K. 

I.       K. 

1 

L    1  K. 

1 

L 

K.      L 

K. 

L 

K.   1    L 

K.       L 

E. 

T. 

England  and  Wales-^ 
cont, 
Vorf.h  London           

Xorth  Wales  and  Liverpool 

01dham,Ashton-under-Lyne, 
and  Guide  Bridire  Junction. 
Otley  and  ilkley  Joint 

Sheffield  and  Midland  Joint 

Sonth-Eaatem  and  Chatham 

^outh-Eastem  and  Chatham, 
and  London,  Brighton,  and 
South  Coast  Joint. 

South  Shields,  Marsden,  and 
Whitburn. 

Stalybridge  Joint  Station  ... 

Tottenham  and  Forest  Gate 

Joint. 
Tottenham  and  Hampstead 

Joint. 
Waterloo  and  City 

West     London      Extension 

Joint.    ■' 
Wigan  Junction       

•  •* 

•  «• 

■  •• 

•  •  • 

•  •• 

1 

•  •  • 

•  •• 
«   •• 

■  •  • 

•  •  • 

... 

.*• 

... 

8 

6 

■  •• 

•  •• 

■  •• 

■  •• 

3 

■  •• 

•  •• 

•  •  • 

•  •  • 

1 

5 

•  . 

•  «« 

t 
1 

1     4 

•  •• 

•  •• 

•  «• 
■    •  ■ 

4 

•  ■  • 

1 

•  •  • 

1 

•  •• 

•  •  • 

1 

55 

16 

•  •• 

•  •• 

•  •• 

3 

•  •• 

•  •• 

•  •  • 

•  •  • 

1 

■  •  ■ 

•  •  • 

1 
« 

37 

••• 

... 

1 

1 

44 

2 

•  «■ 

•  •• 

3 
3 

•  •• 

5 
1 

••• 

I 

.•• 
•.* 
... 
... 
1 

■  ■  • 

•  •• 

•  •  « 

•  •• 

■  •• 

... 

•  •  ■ 

•  ■  • 

• 

... 
••• 
••• 
... 
... 
... 

•  ■  • 

•  ■« 
■  ■• 

•  •• 

•  ■  • 

•  •« 

•  •  • 

5 

•  •• 
«•• 

•  •• 

•  •• 

•  •• 

1 

... 

... 
■ .. 
... 
... 
... 
... 
... 
7 

•  •• 

•  •• 

■  •• 

•  •« 

•  •• 

•  •• 

•  •• 

1 

•  ■  • 

■  ■  • 

•  •« 

•  •• 

•  •• 
«  •• 

•  •• 

•  «  • 

•  •• 

•  •• 

■  •• 

•  ■  • 

••• 

1 

•  •  • 

■  ■  ■ 

•  •• 

•  •  • 

•  «• 

•  •• 

•  «• 

•  •* 

8 

... 
1 

•  •• 

•  ■• 

4 

1 

•  •  ■ 

•  •  « 

•  •• 

•  •• 

•  •• 

4 

... 

242 

•  •• 

•  •• 

•  •• 

•  •  • 

•  •• 

2 

«  •  • 

•  •  • 
■  •  • 

•  •  • 

•  •• 

•  «• 

•  •• 
«  •• 

16 

•  •• 

•  •• 

■  •■ 

4 

■  •  • 

1 

•  •  • 

•  ■  • 

•  •  • 
«  •  • 

■  •  • 

•  •  • 

41 

1 

•  •• 
«  •  • 

•  •• 

•  •  • 

■  «  « 

•  ■  • 

•  •  • 

■  •  • 

•  ■  • 

■  ■  • 

•  •  • 

•  •  ■ 

9 

7 

«•• 

•  •• 

•  •• 

«  »  • 

4 

•  •• 

a  •  • 

•  •  • 

•  •  • 

1 

•  ■  • 

•  •  • 

1 
1 

•  •• 

•  •  • 

•  •  • 

6 

■  •  • 

•  •  • 
«  •  • 

•  «  ■ 

•  •  • 

•  *• 

77 

1 
1 
1 
66 
3 

1 
1 
3 
6 
6 
9 
2 

Total,  England  and  \ 
Wales        ( 

48  ,     7 

1 

84  j     7 

579 

3       6 

8 

130 

G5 

1,190 

SCOTLAND. 
Caledonian     

Glasgow  and  Paisley  Joint... 

Glasgow  and  South-Western 

Glasgow,      Barrhead,      and 

Kilmarnock  Joint. 
Glasgow  District  Subway  ... 

Highland 

.Vorth  British           

•  •  • 

•  •  • 

•  •  • 

•  •  « 

•  •  • 

2 
5 

3 

] 

•  •  • 

•  ■  • 

1 

•  fl  • 

•  •• 

■  •  • 

•  •  • 

2 

«  •  ■ 

•  •  • 

•  •  • 

3 

■  •  • 

2 

•  •• 

•  •• 

1 
2 
8 

•  •* 

1 

1 

•  •  • 

•  •  • 

•  •  « 

2 

•  •« 

■  ■  • 

•  •  • 

•  •  • 

•  •• 

•  a* 

•  «  • 

7 
I 
2 

1 

•  •  • 

•  •  « 

21 

1 

*** 
■  •  • 

1 

«  •  • 

1 

•  •  ■ 

•  •• 

•  ■  • 

•  «  • 

1 

1 
1 

•  •• 

«  ■  • 

•  •• 
«  •• 

•  •• 
■  •  ■ 

•  •• 

•  •* 

•  •• 

•  •• 

•  •• 
■  «• 

•  *• 

•  •• 

•  •• 

«  •  • 

•  •  • 

•  •• 

•  •  • 

•  •• 

•  •  • 

•  •• 

•  •• 
*•• 
*•* 

•  •  • 

•  •  • 

•  •  • 

9       3 

2  1  ... 

1 
2     ... 

1  I  ... 

! 

•  ■  «       1       • •• 

1 
...    ,    ... 

7  1     1 

1 
2 
2 

1  *  *  * 

<  ... 

j 

1     2 
4 

•  •• 

•  •• 

1 

•  •• 

•  • 
■  •  • 

•  •• 

'  1 

1 

«•• 

•  •  • 

•  •• 
«  •  • 

4 

7 

■  •  ■ 

2 

•  ■  • 

•  •  • 

•  •• 

5 

24 

6 

10 

1 

3 

27 

Total,  Scotland 

1 

21  1 '  4  '   a    1 

1                   ' 

5 

14 

74 

IRELAND. 

Belfast  and  Northern  Coun- 
ties. 
Clotfher  Valley         

Cork  and  Macroom  Direct ... 

Donegal  

Dublin  Wicklow  and  Wex- 
ford. 
Great  Northern        

Great  Southern  and  Western 

Total,  Ireland 

Total,  United  Kingdom... 


o 


i 
I 

» •       I       •  « 


*  '  •  •  •  •  •  I 


■•    1 


•  ■  •  •  ■  • 


1    j 
1    I 


■  •  •  •  • 


•  •       I       •  •  « 


■  ■  ■  *  «  < 


•       .       •  •« 


•  •  •  • 


p  •  •  •  •       I       •  •  ■ 


I  •  «  •  I 


•  •  ■  •  ■  • 


■  •  ■  ■  •  • 


3 


3 


1  I 


I     1 


I 
2  I 


1 
1 

1 
1 
0 


13 


14 


1 

56     9 

63 

•  •« 

86 

8  601!  4 


I 


8  I   9 


6     7 


266  SI 


52 


11  !139 


83  ,1,277 


*K  entered  against  the  Oompany  on  whose  line  the  iminrT  was  reoeived. 

■Killed. 
13078 


t  Injured. 
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Number  op  Persons  Killed  or  Injured  by  the  Running 


TABLE  No.  5— continued. 


Number  of  Persons  reported  to  the  Board  op  Trade  as  having  been  Killed  or  Injured  npon  the  several 

during  the  Nine  Months 

B.  Servants  of  Companies  and  Contractors. 


Bt  acoidemts  oggubbino  dubino  Shitntino  opebations. 


Name  op  gokpant» 


1. 


WhllBt 
coupling 

or  un- 
conpling 
Vehicles. 


By 

coming  in 
contact 
whilst 
riding  on 
Vehicles 
with 
other 
Vehicles, 
&c.,  stand- 
ing on 
adjacent 
Lines. 


3. 


Whilst 
passing 

over, 
nnder.  or 
standing 

upon, 
Buffers. 


4. 


When 

getting 

on  or  off. 

or  falling 

off. 

Engines, 

Waggons, 

AC. 


5. 


WhUst 

braking, 

spragglng, 

or 

chocking 

Wheels. 


6. 


Whilst 
attending 
toOround 

Points. 


7. 

Whilst 
moving 
Vehicles 

by 
Capstans, 
Turn- 
tables, 
Props, 
Levers, 

dke. 


8. 


By 

other 

Accidents 

not 
included 
in  the 
preced- 
ing. 


9. 


By 

falling 

offTraixiB. 

Engines, 

<ftc^  in 

Motion. 


10. 


When 

getting 

on  or  off 

BngineN, 

Vans,  Ac, 

dnring 

the 

nuuiing 

ofTrains. 


K» 


Lt 


K. 


K. 


L 


K. 


E. 


L 


K. 


L 


K. 


I. 


K. 


K.      L 


ENGLAND  AND  WALES. 


Alexandra  (Newport)  Dook  ... 


Barry     ... 


Brecon  and  Merthyr  ... 


C^unbrian  ... 


Carlisle  Joint  Station ... 


Central  London 


Cheshire  Lines ... 


• •«  ■ • I 


•••  • •• 


Cleator  and  Workington  Janotion 


East  and  West  Yorkshire  Union 


Fnmess  ... 


•  ••  •  ■• 


•  •  •  •  •  • 


•  ■  •  •  •  • 


Great  Central    ... 


Great  Eastern  ... 


Great  Northern 


Great  Northern  and  Great  Eastern 
Joint. 

Great   Nortliern    and    London    and 
North- Western  Joint. 


Great  Western  ... 


•  • «  •  «  ■ 


Hull,    Bamsiey,  and    West    Riding 
Junction. 

Lancashire  and  Yorkshire    


Lancashire  and  Yorkshire  and  Lon- 
don and  North- Western  Joint. 

Lancashire,     Derbyshire    and    East 
Lee-on-the-Solent        


23 


21 


28 


2     28 


S 


J 

•KUled. 


•  •  a* 


•  ■  ■  «  • 


•  •  •  • 


9 


lU 


o 


10 


12 


17 


27 


15 


...      . 


8 


I  •  •      1      •  I 


4        1 


28 


15 


20 


32 


8 


t  Injured. 


2 


12 


1      13 


11 


35 


1      ... 


5  ,  21 


•  •  ••• 


...      1 


•  ••• 


'     9  ' 

I     I 


...  I  19 


1I2I 


9 


•••  t 


19 
OF  Trains  or  thb  Moybment  op  RaU'WAy  Vbhiclbs. 


TABLE  No.  &— continued. 


Railways  in  the  Unitbd  Kingdom  from  the  Running  of  Trains  or  the  Movbmbnt  of  Railway  Vi 
ending  30th  September  1902 — continued. 

6.  Servants  of  Gompanibs  and  Gontraotors. 


u. 


By 
oominffiii 

contact 
with  Over- 
bridges  or 
Brections 
on  the 
Sides  of 
the  Line. 


12. 


Whilst 

attending 

to  the 

Machinery, 

Bxiffinetin 
Motion. 


13. 


Whilst 
working  on 

the 
Permanent 

Way. 
Sidings,^ 


14. 


Whilst 

attending 

toOates 

at  Level 

CrossingN. 


16. 

Whilst  walking, 

crossing,  or  standing 

on  the  Line  on  Dnty. 


At 
Stations. 


(b.) 

At  other 

Farts  of 

the  Line. 


16. 


From 

being 

oanght 

between 

Vehicles. 


K.»       Lt    I     K. 


8 


6 


K. 


•        ••• 


2 


20 


10 


20 


19 


13073 


I. 


2 


3 


8 


K, 


> ••      I         • • • 


12 
6 


11 


L 


...        • .• 


. »•        • •• 


KUled. 


2 


•••       ••• 


••       •*• 


6 


16 


•  •  •  • •• 


4  I     10 


I 


• ••  • • • 


K. 


8 


»•  ••• 


•••  ••• 


2 


2 


17. 


Fr6m 

teUing 

or  being 

canght 

between 

Trains  and 

Platforms, 

Walls,  Ac 


18. 


Whilst 

walking, 

StGn  along 

the  Line 

to  or  from 

Work. 


19. 


Miscellaneons 


»•«  ««• 


I  • •      i         ••• 


E. 


1 


6 


L 


K. 


K. 


6 


tlniorai. 


••■  I    ..• 


2 


2 


8 


E 


2 


14 


8 


24 


24 


20 


NuMBBB  OF  Persons  Killed  or  Injured  by  the  Running 


TABLE  No.  5— continued. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the  several 

during  the  Nine  MonthH 

B.  Servants  of  Companies  and  Contractors — continued. 


BT  AGCroSMTS  OCCUBBINQ  DUBINO  SHUKTTNG  OPSBATIONS. 


Name  op  Company. 


1. 


Whilst 
coapling 
I    or  tm- 
.  coupling 
Vehicles. 


By 

coming  in 
contact 
whilst 
riding  on 
Vehicles 
with 
other 
Vehicles, 
dkc.,  stand- 
ing on 
adjacent 
lanes. 


3. 


Whilst 
passing 

over, 
under,  or 
standing 

npon 
Buffers. 


4. 


When 

getting 

on  or  OS, 

or  falling 

off. 

Engines, 

Waggons, 

ftc. 


5. 


Whilst 

braking, 

spragsing, 

or 

chocking 

Wheels. 


K.* 


I.t 


K. 


I. 


K. 


K. 


K. 


Engla>'d  and  Wales— <'/»«^ 

Liverpool  Overhead     

London  and  North- Western 

London    and     North-Westem     and 

Great  Western  Joint. 
London     and     North-Westem     and 

Midland  Joint. 
London  and  Sonth- Western 

London,  Brigrhton,  and  South  Coast 

London.  Tilbury,  and  Southend 

Manchester  and  Milford 

Manchester  Ship  Canal 

Metropolitan 

Metropolitan  and  Great  Western  Joint 

Metropolitan  Di.strict 

M.'dland... 

Midland  an<l  Great  Northern  Joint 

Midland  and  Great  Western  Joint  .. 

Midland  and  Lancashire  and  York 

shire  Joint. 
Midland  and  South- Western  Junction 

Neath  and  Brecon       

Norman  ton  Joint  Station      

North-Eastern 

North  London  ... 

North  Staffordshire 

Nottingham  Joint  Station     

Oldham,    Ashton- under- Lyue,    nni 

Guide  Bridge  Junction. 
Port  Talbot       

Rhondda  and  Swansea  B!\y 

Rhymney  ...        ••« 

Severn  and  Wye  .Joint , 

Sheffield  and  Midland  Joint 

Somerttet  and  Dorset  Joint     

Soiith-Eastem  and  Chatham  .. 

Taff  Vale  


I 


t 


■  •  • 

•  >• 

1 

83 

•  •  • 

•  •« 

■  ■  • 

2 

•  •  • 

18 

1 

8 

«  •• 

I 

•  •  • 

•  «  • 

•  •  • 

•  •  • 

•  •  • 

•  •  ft 

•  •• 

•  •• 

•• 

2 

1 

31 

«  •  • 

I 

■  •  • 

2 

•  «  • 

1 

•  •  • 

•  •• 

•  •  • 

•  •• 

... 

24 

•  ft  • 

•  •• 

•  ■  • 

2 

•  •  ft 

1 

I  .        I        .  I 


I 


9 


2 


I   ... 


20 


8 


14 


IS 


2 


65 


18 


19 
1 
S 


6. 


Whilst 
attending 
toOround 

Points. 


K. 


7. 

Whilst 
moving 
Vehicles 

Capstans, 
Turn- 
tables, 
Props, 
Levers, 
Ac. 


8. 


By 

other 

Accidents 

not 
included 
ii^the 
preced- 
ing. 


9. 


faUfng 

offTrains, 

Engines. 

&c.,  in 
Motion. 


10. 


When  I 

getting 

on  or  off ' 

Bnginos. 

Van«,Ai>.,! 

dorin^r  I 

the 

mnnin(;  ' 

of  Trainii. 


K. 


1 
I 
1 


2 


10 


•  ••  •• 


18 


I  •     1     ft « 


8 


60 


8 


6 


1 

25 

2 

2 


6 
13 


..      ••  • 

I 

•ft      I      ••• 


ft •      I      •• ft 


»•  ft  •• 


•  ft  •  4 


8 


88 


10 


^*f 

...  , 

J 

•  •  ■ 

**• 

ft  •• 

1 

ft  ft  ■ 

•  ft  ft 

... 

•  •• 

1 

•  •• 
■  ft  ft 

24 

1 

1 

«  •• 

1 

«  ft  ft 

•  •• 

•  •• 

2 

•  •• 

•  •• 

•  ft  ft 

ft** 

ft  ••• 

■  •• 

•  •• 

1 

•  ft  ft 

8 

•  •• 

4 
I 


K.      I. 


2 
1 


2     1\ 


*  «•         •■■ 


l'» 


2 


■•  •  •• 


ft ••  •  ■• 


...       1 


1  I 


O.) 


•  ft  ft  •  •  • 


I.T 


ft  ftft        • •■ 


ft        ••• 


1 


8  ' 


KiUed. 


t  Injured. 
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OF  Trains  or  thb  Movbmbnt  of  Railway  Vbhiolbs. 


TABLE  No.  5—€ontint*ed. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movbmbnt  of  Railway  Vehicles 
ending  30th  September  1902 — continued. 

B.  Servants  of  Companies  and  Contraotors— con^mt«ec2. 


«^ 

. 

1 

1 

11. 

12. 

13. 

14. 

16. 

16. 

17. 

18. 

19. 

By 

(wming  in 
oontact 
with  Over- 
bridges  or 
Erections 
on  the 
Sides  of 
the  Line. 

Whilst 
attending 

to  the 
Machinery, 

^kc.,of 
Engines  in 

Motion. 

Whilst 
working  on 

the 
Permanent- 
Way, 
Sidings,  <fcc. 

• 

Whilst 

attending 

to  Gates 

at  Level 

Orossings. 

Whilst  walking, 
crossing,  or  staniUng 
on  the  Line  on  Dnty. 

From 

being 

oanght 

between 

Vehicles. 

From 

falling 

or  being 

oanght 

between 

Trains  and 

Platforms, 

Walls,  Ac. 

Whilst 

walking, 

Ac,  along 

the  line 

to  or  from 

Work. 

m 

Misoellaneons. 

Tai 

'AL. 

(a.) 

At 
Stations. 

(6.) 

At  other 

Parts  of 

the  Line. 

K* 

Lt 

K.        L 

K. 

I 

E. 

l 

K.         I. 

K. 

L 

K. 

L 

K. 

L 

E. 

L 

K. 

L 

K. 

1. 

•  «• 

•  •• 

*•• 

•  •• 

•  •• 

«•• 

•  •• 

•  •• 

«  •• 

••■ 

•  •• 

..• 

•  ■  • 

•  •• 

... 

1 

. .. 

... 

•  •• 

•  •• 

... 

1 

1 

3 

1 

77 

I 

13 

•  •  • 

«  •• 

13 

28 

6 

4 

4 

11 

... 

2 

3 

3 

1 

69 

42 

536 

•  •« 

•  •• 

.•• 

•  «  • 

•  •• 

•  •• 

•  •• 

1 

1 

1 

..« 

•  •• 

1 

... 

•  •• 

•  •• 

mms 

•  •• 

3 

2 

i:» 

•  •• 

•  •• 

*•• 

*■• 

•  •• 

«•• 

«•• 

•  «• 

••• 

*  •• 

... 

»•• 

•  •• 

•••          z 

1 

•  •• 

«  •• 

«  «« 

... 

•  «  • 

4 

•  •• 

•  •• 

4 

4 

3 

•  •• 

•  •• 

5 

6 

•  •• 

.*• 

2 

4 

...  *      4 

2 

1 

2 

6 

16 

91 

1 

1 

6 

5 

•  •• 

«  •• 

3 

8 

•  •• 

1 

3 

.*• 

...  '      2 

1 

.«• 

1 

•  •• 

6 

16 

61 

1 
• ••  .     ••• 

■•• 

1 

••• 

•  •• 

■  •• 

•  •• 

.•• 

1 

... 

•  •• 

... 

... 

•  «  • 

... 

1 

•  •• 

I 

3 

4 

... 

•  •• 

... 

1 

.*• 

•  •• 

•  *» 

•  •• 

..• 

.•• 

*•• 

•  •• 

*.• 

... 

■  •• 

.•• 

... 

•  •« 

•  •• 

1 

•  •  • 

.«• 

•  •• 

••• 

«•• 

... 

■  •• 

•  •• 

•  •• 

.*• 

■•• 

... 

•  •• 

... 

... 

•  •• 

.*• 

... 

«•• 

■  • 

1 

1 

1 

• .. 

«  •• 

... 

•  •• 

•  «• 

1 

... 

... 

«■• 

•  «  • 

... 

... 

•  •* 

1 

... 

1 

4 

3 

7 

1 

.•• 

•  •• 

••• 

•  ■  • 

•  •• 

..• 

..• 

«•• 

..• 

•  •• 

... 

... 

«•• 

.•• 

... 

•  •• 

1 

•  •• 

1 

2 

.  *• 

•  •• 

.*• 

•  •• 

•  •• 

.*• 

.•• 

.*• 

... 

•  •  • 

... 

... 

•  *• 

... 

.  •• 

■  •• 

H 

•  •• 

9 

1 

••• 

6 

41 

7 

5 

•  •• 

«  •• 

9 

14 

2 

6 

2 

9 

... 

2 

2 

2 

4 

34 

29 

::-7i) 

... 

•  •• 

•  «• 

•  •• 

«•• 

•  •• 

•  •• 

•  «• 

... 

•  •• 

* .. 

•  •• 

•  •• 

... 

•  •• 

•  •• 

... 

... 

3 

•  •• 

10 

... 

... 

•  •• 

•  «• 

•  •• 

•  •• 

■  *• 

•  •« 

*•• 

•  •• 

... 

•  •• 

«  •• 

.•  • 

•  •• 

«•• 

.*• 

... 

... 

■  •  • 

4 

... 

■  •• 

•  •• 

•  «• 

■  •• 

•  «« 

•  •• 

•  •  ■ 

... 

•  •• 

... 

■  •  • 

•  *  • 

... 

•  «• 

1  ■■• 

... 

... 

... 

■  •• 

2 

•  «• 

•  •• 

•  •• 

•  ■  • 

•  «• 

•  •  • 

■  •• 

•  •• 

2 

•  •• 

... 

•  •  • 

•  •  • 

... 

•  •• 

i 

... 

... 

... 

•  •• 

2 

•  •  ■ 
* 

1 

■  •• 

... 

■  •• 

•  •  1 

1 

•  ■  • 

■  •  • 

•  ■  • 

•  •• 

•  •• 

«.• 

«  •  « 

•  ■  • 

... 

•  •  • 

1     ... 

... 

... 

.  *• 

•  •  • 

1 

1 

•1 » 

1 

•  •• 

•  •« 

•  •• 

1 

•  •  • 

•  «• 

•  •• 

*•• 

«  •• 

.*• 

... 

1 

... 

•  «• 

•  •• 

... 

.•• 

.■• 

•  ■• 

10 

1 
4 

1 

16 

4 

3 

•  •• 

•  «  • 

7 

11 

I 

1 

•  •• 

5 

... 

4 

2 

3 

8 

30 

24 

201 

•      ••• 

•  «  • 

••# 

•  •• 

•  •• 

•  •  • 

■  «  • 

« 

•  •• 

•  •• 

1 

•  •• 

•  •• 

... 

■  •• 

1 

1 

... 

5 

I 

14 

1 

•  •• 

•  •• 

•  •• 

•  •« 

2 

2 

■  •• 

•*• 

•  •• 

1 

... 

«  •• 

1 

•  99 

... 

2 

8 

14 

■  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

... 

•  ■• 

•  •• 

... 

•  •• 

•  •• 

... 

•  •• 

••• 

•  •• 

.*• 

.*• 

.*• 

1 

... 

■  •• 

•  •• 

•  •• 

•  •• 

•  «• 

... 

*•• 

»«• 

... 
1 

•  •• 

•  •• 

... 

■  ■• 

••• 

•  ■• 

... 

... 

... 

1 

■  *  * 

■  •• 

9  •m 

■  •• 

•  •  • 

... 

«  •• 

1 

• •■               • •• 

■  ■• 

•  •  fl 

... 

•  •• 

... 

•  •• 

... 

... 

.•• 

3 

... 

•  •• 

•  •• 

•  •  • 

•  •  • 

« •• 

•  •• 

i 

...  1    ... 

1 

•  •• 

•  «* 

... 

•  •• 

... 

•  •• 

... 

... 

••• 

2 

•  •  • 

•  •• 

•  •  • 

■  •  • 

•  ■• 

... 

•  *• 

..  • 

•  ■• 

■  «• 

•  •  • 

••. 

•  •• 

... 

•  «• 

•*• 

2 

..• 

5 

1 

■  •• 

•  •  « 

mm* 

•  •• 

•  •  • 

•  •• 

... 

•  ■• 

•  •  • 

■  #« 

... 

•  >• 

... 

•  ■  « 

... 

«  «• 

... 

3 

•  ••• 

... 

... 

•  •  • 

•  •  • 

•  •  • 

•   ■  V 

•  •• 

... 

•  •• 

1 

... 

•  •• 

... 

«  •• 

... 

•  •• 

... 

1 

1 

1 

•  «• 

•  •• 

«  •• 

•  •• 

•  •• 

••• 

1 

•  •• 

•  • 

•  •• 

... 

•  •• 

... 

•  •• 

... 

1 

1 

H 

1 

7 

3 

5 

6 

1 

•  •• 

2 

11 

2         3 

1 

1 

1 

7 

1 

1 

... 

10 

18 

78 

. .. 

... 

6 

•  •• 

1 

•  «• 

•  •• 

•  •• 

•«. 

•  «• 

•  •• 

•  •  • 

1 

1 

•  •• 

... 

•  •• 

•  •• 

... 

4 

•  •  • 

88 

Killed. 


t  Injured. 


22 

NUMBBR  OF  ArKBOKS  ElLLBD  OR  iKJtTRBD  BT  THB  RUNNING 


TABLE  No.  S'-conHni^. 


Number  of  Persons  reported  to  the  Board  of  Trade  as  having  been  Killed  or  Injured  upon  the  several 

during  the  Nine  Months 

B.  Servants  of  Companies  and  Contractors— con^tnt^. 


BT  AOOmEMTS  0C0X7BBINO  DtTBINO  SHUNTIKO  OPBBATIONS. 

1 

h 

10. 

Name  of  Cokpant. 

1. 

Whilst 
oonpling 

or  un- 
coupling 
Vehicles. 

2 

By 
oomingin 
contact 
whilst 
riding  on 
Vehicles 
with 
other 
Vehicles, 
^.,  stand- 
ing on 
adjacent 
lines. 

8. 

Whilst 
passing 

over, 
under,  or 
standing 

apon, 
Biufers. 

4. 

When 

getting 

on  or  off, 

or  falling 

off. 
Engines, 
Waegons, 

6. 

Whilst 

braking, 

spragging, 

or 

chocking 

Wheels. 

6. 

Whilst 
attending 
to  Ground 

Points. 

7. 

Whilst 
moylng 
Vehicles 

CapsLns, 
Turn- 
tables, 
Props, 
Levers, 
Ac. 

8. 

By 

other 
Aoddents 

not 
Included 
in  the 
preced- 
ing. 

^7 

falling 

.offTraittSf 

Engines, 

Ac,  in 

Motion. 

When 

getting 

on  or  off 

Engines, 

Vans.  Ac. 

doling 

the 

running 

of^l^Bin& 

K.» 

i.t 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

K. 

L 

E. 

L 

K.       I. 

England  and  Walks— ^(m^. 
Tofetenham  and  fiampstead  Joint    ... 
Wrexham,  Mold,  and  Oonnah's  Quay... 
Railway  Clearing  House        

•  •• 

•  •  ■ 

•  •  • 

8 

« ■  • 

•  • « 

•  •  • 

312 

•  *• 

•  •  • 

•  •• 

•  •• 

•  •  • 

... 

7 

*•• 

•  •  • 

•  •• 

... 

1 

... 

•  •  • 

... 

6 

•  •• 

•  •  ■ 

5 

•  ■  • 

•  •• 

114 

... 

■  •• 

6 

•  •• 

•  •  » 

280 

... 
... 
... 
... 

•  •• 
■  •  « 

•  •• 

•  ■  • 

•  •• 

•  •• 

•  •• 

•  •• 

389 

... 
... 
. .. 

1 

•  •• 

•  •• 

•  «*• 

•  •• 

■  •  • 

•  •• 

•  •  • 

•  •• 

... 

•  •• 

•  •• 

Total,  England  and  Walbb  ... 

51 

7 

23 

288 

5 

35 

3 

160 

SCOTLAND. 

Caledonian       

Dumbarton  and  Ballooh  Joint 

Dundee  and  Arbroath  Joint 

Glasgow  and  Paisley  Joint 

Glasgow  and  South- Western 

Glasgow,  Barrhead,  and  Kilmamook 

Joint. 
Great  North  of  Scotland  •    

Highland          

North  British 

Railway  Clearing  House        

... 
... 

■  •• 

1 

... 
... 
... 

1 
... 

2 

» 

18 

... 
. .. 

... 

2 
... 

1 

2 
21 

•  •• 

44 

•  •• 

•  •• 

•  •  • 

•  t  • 

•  •  • 

«  •  * 

•  •• 

•  ■• 
■  •• 

1 

•  •• 

•  •« 

•  •• 

•  •• 

•  •• 

1 

... 

... 
... 

2 

... 
... 

... 
... 
... 
... 
... 
... 
... 

4 

... 

... 
... 
••• 
... 
. .. 
... 
2 
••• 

•  *• 

•  •• 

•  •• 

•  *• 

•  •• 

•  •• 

. .. 

1 

... 
... 

13 

... 

... 

... 

1 

•  •• 

... 

7 

... 

1 

1 

14 

1 
12 
... 
27 

.*• 
... 
... 
. .. 
... 
. «. 
... 
.  •« 

1 
••• 

1 

5 

... 

... 

... 

1 

•  «• 
«  •• 

•  ■  • 

4 

... 

... 

1 

... 

... 
... 
... 
... 
1 
... 

4 

•  •• 
* 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

1 
10 
... 

8 

... 
1 

... 
... 

1 
... 
... 

2 
. .. 

7 

7 

1 
... 

... 

1 
•*. 

2 
... 
21 
.*. 

1 

... 
... 

. .. 

. .. 

... 

1 

... 
... 
..» 

5 

... 

.•• 

... 

1 

•  •• 

■  •  ■ 

2 
2 

... 

... 

•  a. 
... 
... 
... 

•  •• 
>.. 

•  •• 

•  ■• 

3 

•  •• 

•  •• 

•  «• 

•  •• 

•  •• 

•  -• 

2 
13 

Total,  Scotland     

2 

2 

6 

1 

22 

10 

2 

15 

32 

2 

10 

•  a. 

18 

IRELAND. 

Belfast  and  County  Down     

Belfast  and  Northern  Counties 

CaviA  and  Loitrim     

Ologher  Valley 

Cork  and  Muskerry  Light     

Cork,  Bandon  and  South  Coast 
Dandalk,  Newry,  and  Greenore 
Great  Northern           ...        ...        ... 

Great  Southern  and  Western 
Midland  Great  Western         

• 

Sligo,  Leitrim,  and  Northern  Counties 

... 

•  •• 

•  •• 

•  -  • 

•  •• 

•  •• 

•  •• 

•  •» 

•  •• 

2 

... 
... 
.«• 
... 
... 
1 
... 

•  •• 

1 

6 
7 

•  •« 

•  •• 

•  •• 

•  ■• 

■   «• 

•  •• 

•  •• 

... 

... 
... 
... 

•  •• 

... 
.•• 

... 
... 
... 

... 
... 
... 
... 
... 
... 
... 

... 

... 
••• 
... 
... 
.•• 
... 
... 
... 
... 
..• 
... 

... 
. .. 
... 
.  .• 
... 
... 
... 
1 

•  •* 

•  •• 

•  •• 

1 

... 
... 
... 
.*• 
... 
... 
... 
... 
... 
... 
... 
... 

... 
... 
••• 
... 
... 
... 
... 
1 
•.• 
••• 
... 

... 
.•• 
.•• 
... 

... 
... 
*•• 
.•• 
.•■ 
.•* 
... 

•  •• 

1 

•  •• 

•  p* 

•  •■ 
*•• 

•  •• 
■  •• 

•  •• 
••• 

... 

2 

••• 

1 
... 

... 

••• 

3 

4 

••• 
... 

... 
1 

••• 
... 

... 
.•• 
... 
... 
•*• 
... 
... 

1 
...  • 

1 

•  ••     } 

•  •m 

•  •• 

•  •• 

•  •  • 

•  •• 

2  ' 

i 
3 

1 
8 

•  *• 

•  •• 

•  •• 
■  •• 
«•• 

•  •• 
«•• 

•  •• 

•  •• 

•  •• 

... 
•». 

••• 
••• 
*•• 
••• 
*■• 
••■ 
1 
••• 

... 
a*. 

•  •• 

•  •• 
.  a 

•  a« 
... 
.•a 
aaa. 
>•• 
aaa 

aa* 

1 

■  •• 
■*• 

a** 

*•• 

■  •• 

8 

a»« 

Total  Ibbland       

1 

«•• 

1 

10 

1 

•  •• 

I 

aa. 

_ 

Total,  Ukxtbd  Kingdom  ... 

13 

868 

*•• 

9 

2 

13 

6 

186 

7 

368 

1 

62 

1 

9 

364 

81 

• 

888 

7 

46 

8 

181 

' 

Killed. 


t  Injund. 


.23 


OF  Trains  or  thb  Movbmbnt  of  Railway  Vbhiolbs. 


TABLE  No.  5— continued. 


Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  Movbmbnt  of  Railway  Vbhiolbs 
ending  30th  September  1902 — continued. 

B.  Servants  of  Oompanibs  and  Contractors— con^int«ec2. 


11. 


By 

coming  In 

contact 

wlthOvep- 

bridgesor 

Breotiona 

on  the 

Sides  of 

the  Line. 


12. 


Whilst 
attending 

to  the 
Machinery, 

&c.,of 

Bngines  in 

Motion. 


13. 


Whilst 
working  on 

the 
Permanent- 
Way, 
Sidings,  Ac. 


14. 


Whilst 

attending 

toCJates 

at  Level 

Crossings. 


15. 

Whilst  walking, 

crossing,  or  stanoixig 

on  the  Line  on  Dnty. 


At 
Stations. 


At  other 

Parts  of 

the  Line. 


16. 


From 

being 

oanght 

between 

Vehicles. 


17. 


From 

fftUing 

or  being 

canght 

between 

Trains  and 

Platforms, 

Walls,  Ac. 


18. 


Wbilrt 

walking, 

Ac.,  along 

the  Line 

to  or  from 

Work. 


19. 


MiscellaneoTis. 


Total. 


K»      Lt 


5 


46 


6 


6 


67 


K. 


L 


K. 


238 


48 


79 


2 


60 


126 


27 


27 


22 


56 


41 


28 


24 


23 


266 


6 


8 


2 


12 


21 


•••        ••• 


18 


14 


8 


2 


9 


10 


23 


5 


11 


•«•  I     ••• 


3 


6 


14 


1 
1 
8 


13 


3 


1       ... 


6 


14 


29 


•  ••  ••• 


«  •  •• 


1 
I 


251 


66 


98 


2 


71 


a  •  •  •  •  • 


« • t  ••• 


151 


29 


38 


36 


71 


4 


•Kflled. 


49 


t Injured. 


26 


29 


30 


6 


300 


272 


2,329 


I 


128 
I 


24 
1 

2 

j 

1 ;  ... 

7 ;     15 


1 
1 

24 


13 

149 

1 


62 


316 


8 


1 
1 

10 
17 


49 


343 


3,694 
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Number  of  Pbrsons  Killed  or  Injured  by  the  Running  op  Trains  or  the  Movement  of 

Railway  Vehicles. 


TABLE  No.  &— continued. 


Number  of  Persons  reported  to  the  Board  op  Trade  as  haying  been  Killed  or  Injured  upon  the 
several  Railways  in  the  United  Kingdom  from  the  Running  of  Trains  or  the  ^Movement  of 
Railway  Vehicles  during  the  Nine  Months  ending  30th  September  1902— continued. 

C.  Othrr  Persons— ctm^'nwarf. 


SCOTLAND. 

Oaledonian 

Dundee  and  Arbroath  Joint 
Glasgow  and  Sonth-Westero 
Obtfffow,     Barrhead,    and 

Kumamook  Joint. 
Great  North  of  Sootland  ... 
Hifrhland 
North  British         ...        ... 

Perth  General  Station 
Portpatriok    and    Wig^ton- 

ahire  Joint. 

Total,  Sootlant    ... 


Level  Cbossinob. 

T»__ 

Soioides 
and 

Persons  on 
Business 

Mirtoel' 

Grand 

IXWB- 

at  Sidingrs 

and 
Stations. 

Name  of  Gompakt. 

Pnblio. 

Ocoapa- 
tion. 

lM>0t. 

Total. 

passers. 

attenipted 
Snioiaes. 

lancons. 

Total. 

K.* 

l.t 

K. 

L 

K. 

I. 

K. 

L 

K. 

I. 

K. 

I. 

K. 

I. 

K. 

* 

I. 

K. 

I. 

England  akd  Walbb — eotu. 

1 

•  •• 

t  •  ■ 

•  •• 

•  •• 

1 

•  •• 

1 

•    • 

•  •  • 

•  •  • 

•  *• 

•  •  • 

• 
1 

2 

Bfidland  and  Great  Northern 

I 

Joint. 

, 

Midland  and  Great  Western 

*  •• 

t* 

•  •  • 

•  *• 

•  •• 

•  •• 

•  •• 

... 

1 

2 

•  •• 

•  •• 

••• 

•  •  • 

••• 

2 

I 

Joint. 

1 

Neath  and  Brecon 

t  •• 

•  •• 

•  •• 

•  «• 

•  •• 

•  •• 

•  •• 

... 

... 

•  •• 

•  .  t 

1 

•  •• 

*  •  • 

••  • 

1 

... 

North  Eastern       

4 

3 

1 

'    ... 

t  •• 

6 

8 

27 

13 

4 

1 

3 

•  •  • 

1 

86 

21 

North  London        ... 

•  •• 

■  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

1 

•  ■• 

1 

•  •• 

•  •  • 

•  «• 

•  • 

•  •  • 

2 

... 

North  Staftordshire 

•  •• 

•  *• 

•  f 

•  •• 

... 

•  •• 

•  •• 

•  •• 

1 

2 

8 

•  •• 

•  •• 

•  •• 

•  •  * 

•  •  • 

4 

2 

Rhondda  and  Swansea  Bay 

•  t  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

«  •• 

•  •• 

•  •• 

1 

«  «• 

•  •  • 

... 

•  •  • 

•  •• 

1 

Rhymnej     

•  t  • 

•  •  • 

... 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

1 

•  •• 

•  •  • 

•  ■  • 

•  •• 

•  •  • 

•  •  • 

•  •• 

1 

Rhymnej  and  Great  West- 

*  t  • 

••• 

... 

•  •• 

•  •• 

*  •• 

•  •• 

1 

1 

•  •• 

•  *  • 

•  •• 

•  •• 

•  •  • 

« •  • 

1 

1 

em  Joint. 

1 

Severn  and  Wye  Joint 

•  •• 

••• 

•  •  • 

•  «• 

•  •• 

•  •• 

•  •• 

... 

. .. 

•  •• 

•  •  * 

•  •  • 

•  •  • 

•  •  • 

I 

•  •• 

1 

Sheffield  and  Midland  Joint 

•  •• 

...    ! 

...       ... 

•  •• 

•  •• 

•  •• 

1 

. .. 

•  •• 

•  •• 

•  •  • 

•  •• 

...  , 

•  •  • 

1 

... 

Somerset  and  Dorset  Joint 

1 

2 

...  1    ... 

•  •• 

1 

2 

... 

... 

1 

«  •• 

•  *  • 

•  •• 

•  •  ■ 

•  •  • 

2 

2 

South-Eastem   and    Chat- 

2 

•  •  • 

1 

•  •• 

2 

1 

4 

1 

11 

•  •• 

1 

3 

•  •  • 

1 

19 

6 

ham. 

Swansea  and  Mnmblee     . . . 

•  •• 

* 
•  •  • 

... 

•  •• 

•  •• 

•  •• 

•  •• 

1 

... 

... 

«  •• 

•  •  • 

... 

•  •  • 

•  •  • 

1 

•  •• 

TaffVale     

•  •• 

1 

... 

1 

... 

•  •• 

1 

1 

... 

... 

1 

«  •• 

•  •• 

... 

•  •• 

•  •  • 

1 

2 

Tottenham  and  Qampetead 

•  •• 

•  •• 

... 

•  •  • 

1 

•  •• 

. .. 

a*. 

... 

... 

1 

•  «  • 

•  •• 

... 

\ 
•  •  t 

•  •  • 

1 

«  •• 

Joint 

Total,  England  and  ) 
Walbb      ...       ...  s 

1 

* 

14 

12 

13 

1 

1 

.^ 

2 

35 

16 

144 

68 

88 

12 

11 

65 

I 

21 

287 

171 

•  •• 

•  •• 

•  •• 

•  •  • 

1 

1 

•  •  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  «  ■ 

•  •• 

•  •• 

... 

1 

•  •  • 

•  •• 

•  •• 

•  *  • 

•  *  • 

•  •  • 

•  •  • 

... 

•  •  • 

•  •• 

•  •  • 

•  «• 

1 

2 

k  •  •       4  •  •  • 


•  •  •  • •• 


•  •• 

... 

21 

18 

8 

•  •• 

1 

1 

1 

1 

... 

2 

•  •• 

... 

•  •• 

•  •• 

... 

8 

2 

1 

... 

•  •• 

t  •• 

... 

1 

... 

•  *• 

... 

•  •• 

•  •• 

... 

1 

1 

•  •• 

1 

•  •• 

•  •• 

1 

■•• 

•  •• 

*•• 

•  •• 

•  •• 

•  •• 

... 

14 

9 

6 
1 

1 

*  •  t 

•  •• 

4 

•  •• 

... 

... 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

... 

... 

•  •• 

•  •• 

•  •• 

1 

2 

45 

27 

16 

1 

2 

5 

IBELAND. 

Belfast  and  Oonnty  Down 
Beltast      and       Northern 

GoontieB. 
Oanm  and  Leitrim 
Cork,  Bandon,  and  South 

Coast 
Donegal       ... 
Don&lk,      Newry.       and 

Greencnre. 
vreat  Northern 
Great  SouUiem  and  Weetom 
Londonderry    and    Lough 

SwiUjr. 
Midland  Great  Western   ... 
West  Clare  ... 


Total,  Ibbland 


••  I 
I. 


I. .       ... 


... 
... 


...       ... 


...       ... 


...  I    ... 


1 
1 


... 

... 


8 
6 


8 
1 


2 
1 


16 


1 


..  I 


..  I 


< 


6 

68 

41 

•  •  • 

•  •  • 

2 

•  •• 

•  •  • 

2 

•  •  • 

•  •  • 

1 

3 

•  •  • 

•  •  • 

•  •  • 
>  •  • 

'2 

•  •  • 

o 

•  •• 

2 
4 

. .. 

•  •  • 

2 

•  •  • 

... 

5 

21 

13 

Total,  Unitbd  Kino-  1 ,   .- 
DOM    ...      f  I    1" 


13073 


12     16 


3 


8 


39 


17 


204 


102 


106  !  18 


14 


61 


13  I  32 


376  225 


Killed. 


t  Injured. 
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Nature  op  Injuries  to  Persons  from  Accidents  to  Trains  and  from  the  Movement  of  Railway 

Yehiclbs. 


TABLE  No.  6. 


Number  of  Passengers,  Servants  of  the  Companies  and  of  Contractors,  and  Other  Persons  reported 
to  the  Board  of  Trade  by  Railway  Companies  as  having  been  Killed  or  Injured  in  the  United 
Kingdom,  in  Accidents  to  Trains  and  by  the  Movement  of  Railway  Vehicles  during  the  Nine 
Months  ending  30th  September  1902,  classified  according  to  the  Nature  of  the  INJURIES ;  with  fignres 
for  the  corresponding  period  of  1901. 


NAT0BB  OF  INJUBIX& 


Fatal 


Injuries  reenlting 
in  Lobs  of 


Legs 

or 
Feet. 

2? 


Arms 

or 
Hands. 

3. 


Fin- 
gers 
or 
Toe& 

4. 


Fractures  of 


SkulL 


5. 


Legs 

or 

Arms. 

6. 


Collar 
Bones 

or 
Bibs. 

7. 


Other 
Bones. 


8. 


loca-  1   T«^ 


e. 


10. 


Contusions  ' 
of 


Head 

or 
Body. 

XL 


Limbs. 


13. 


Boalds 

or 
Bums. 


13. 


Sprains. 


14. 


Cuts 

or 
Lace- 
ra- 
tions. 


15. 


Shock 
to 

tem. 


16 


MiB- 
cella- 
neousl 
In- 
juries. 


17. 


ToUl 
In- 
jured 


Passengers : 

1902      ... 
1901       ... 


Servants  of  the  Com- 

{lanies    and    Oon- 
raotors : 

IVU*   ...  •.•  ... 

.  v VA      ...  ...  ... 


Other  Persons : 

PersoDB  having  ^  1902 
business     at  * 
stations  r  1901 


Trespassers 


1 


Others 


j 


1902 
1901 

1902 
1901 


*  (Including  accidents  at 
level  crossings,  sui- 
cides, and  accidents 
to  other  persons  not 
coming  in  any  of  the 
aboTe  classifications) 


Total 


...j 


I  1902 
1901 


88 
84 


346 


351 


14 

14 


204 
211 


160 
161 


811 
821 


11 
7 


87 


63 


1 
1 

10 
12 


o 
4 


64 

87 


H 
2 


15 


16 


8 
6 


3 
1 


29 

28 


17 
18 


21 
25 


8 
4 


10 


2 


2 


20 
16 


46 
80 


68 
97 


9 


11 


6 


133 
144 


62 


66 


77 


82 


21 


33 


29 


»4 


11 


26 


28 


40 


'^7 


21 
9 


62 
81 


3 


«iO 


93 


187 
115 


385 
302 


11 


10 
18 


15 


10 


847 
321 


785 

777 


20 


21 


19 
17 


4:»i 


1,140 


62 


76 


006  '1.128       63 


78 


37 
36 


300 
361 


337 
402 


244 
273 


264 
509 


9 


9 

12 


516 
612 


235 
152 


27 

SO 


6 
9         2 


273 

187 


726 


467 


1,884 
1,U2 


688 

840 


13 


27 


19 


31 


12 


17 


2,768 

3.107 


61 


w» 


1<)2 


114 


71 


•u 


1,458 
1,382 


4,{t?MJ 
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Nattjrb  op  Ordinary  Employment  op  Servants  op  the  Companies  Killed  or  Injured  in 

aooidents  to  trains,  and  by  the  movement  of  railway  vehicles. 

TABLE  No.  7. 


Statement  showing  the  Nuhbbb  of  Sbbvants  of  the  Compakibs  and  of  Oomtkactobs  reported  to  thiB  Boabd  of  Tbade  as  having  been 
Killed  or  In ju bed  in  Accidents  to  Tbainb,  and  by  the  Runnino  of  Tbains  or  the  Movement  of  Railway  Vbhiolbs  durinsr  the 
Nine  Months  ending  30th  September  1902,  olassified  aooording  to  the  Natubb  of  the  Emplothbkt  and  Age  of  the  persons  injared,  and 
the  Natubb  of  the  Injubies  ;  and  also  the  total  number  of  Persons  employed  in  each  Class  of  Service. 


Natubb  op 
Ghplotmbnt. 


1.  Brakesmen.        QStft 

Goodt  Ouardt^ 

2.  Gapetanmen  and  Cap- 
stan-lads: (I)  Men 

(2)  Boys 

3.  Oarmen    aaid   Van- 

guards: (1)  Men 
(2)  Boys 

4.  Carnage  Cleaners : 

(1^  Men 
(2)  Boys 

5.  Carriage  and  Wag- 

gon BxamineiF. 

6.  Cheokers :    (1)  Men 

(2)  Boys 

7.  Chockers,       Chain- 

boys,  and  Slippers : 

(1)  Men 

(2)  Boys 

8.  Clerks :  (1)  Men  ... 

(2)  Boys  ... 

9.  Engine  Cleaners  : 

(1^  Men... 
(2)  Boys 

10.  Engine  Drivers 

11.  Firemen      ...        ... 

12.  Gatekeepers 


... 


IS.  Greasers  :    (1)  Men 
(2)  Boys 

14.  Ooards  (Goods)  and 

Brakesmen. 

15.  Guards,  Passenger 

16.  Horse  Drivers       .a 

17.  Inspectors: 

(1)  Permanent- way 
(8)  Others 

18.  Labourers:  (1)  Men 

(2)  Boys 

19.  LampmenandLamp- 

lads  :  (1)  Men   ... 
(2)  Boys  ... 

20.  Loaders  and  Sheeters 

21.  Mechanics  :  (1)  Men 

(2)  Boys 

22.  Messengers:  (1) Men 

(2)Boy8 
29.  Number  Takers : 

(1)  Men...        ••• 

(2)  Boys 

24.  Permanent- way  Men 

23.  Pointsmen 

26.  Policemen 

27.  Porters:  mMen... 

(2)  Boys... 

28.  Shunters     

29.  Signal  Fitters   and 
Telegraph  Wiremen. 

SO,  Signalmen 

91.  Signal  Box  Lads   ... 
^2.  Station  Masters    ... 
S8.  Ticket       Collectors 
and  Examiners. 

S4.  Watchmen 

Hi).  Tardsmen 

H6.  Miscellaneous : 

(1)  Adults 

(2)  Boys 

Total  of  Bailwayl 
Servants.         ) 

S7.  Contractors'       Ser- 
vants :  (1)  Men ... 
(2)  Boys... 

ToUlof  Oontrac- ) 
tors'  Servants,  i 

Total  of  EaUwa'^  | 
and  Contrac-  > 
tors*  Servants. ' 

13073 


Natubb  of  Injubibs. 


Fatal 


Injuries  resultiog 
in  loss  of 


Fkuotcures  of 


Legs 
or 

Feet. 
3 


Arms 

or 
Hands. 

3 


Fin- 
gers 
or 
Toes. 
4 


SknlL 


7 
2 
6 


6 

3 

14 

18 

S 

2 

3 

29 

2 
6 

1 

4 

27 


8 

4 
4 
11 
1 
1 


77 


32 
A 

28 
2 


2 
1 

1 
4 

14 

1 


333 


12 


12 


845 


2 


2 

4 


2 
2. 


1 


1 
1 


31       1 


37 


15 


•  ••      ! 


.:. 


2 


88  .   15       17 


Legs 

or 
Arms. 

6 


17 


••.  I 


3 


..  I 


Collar 
Bones 

or 
Bibs. 

7 


Other 

Bones 
8 


1 

•  • 

2 


3 
6 


1 
9 

4 

1 


■  ■  i  ■ «• 


6 


lU 
1 
6 


3 


1  ! 


»» 


•  •  •     I         • •• 


9  <  66 


3 
3 
2 

1 

•  • 

5 

2 
2 


11 


••• 
... 
... 


6 
2 
1 
6 


Dis- 
loca- 
tions. 

9 


1   . 


>..   I 


...   , 


1 
2 


'> 


61      21 


In- 
ternal 

In- 
juries. 

10 


Contusions 

of 


or 
Body. 

11 


1 

•  • 

4 


3 

1 


3 


7  ! 


>.  I 


.  *• 
••• 


8 
11 


2 


12 

1 
7 


26     62 


6 
1 


3 
3 
2 


11 
I 

33 

25 
I 
1 
1 

74 

15 
4 


15 


1 
1 
5 
8 


2l\ 
.5 


.>4 

2 

40 


Limbs 


12 


Scalds 

or 
Bnms 

13 


20 
S 


1 

•  • 

2 

I 


7 

12 

1 


20 

3 

87 

81 

1 

3 

2 

162 

13 
3H 


6 
21 


2 

.. 
2 
5 


2 

1 

17 

3 

•  • 

112 

7 

111 

2 


2  i 


» 


12 


2 


21 
2 


333  { 732 


6 

•  •• 

23 
25 


2 

>• 
5 


Sprains 


14 


Cuts 

or 

Laoe- 


tions. 


15 


Shook 

to 
Sys- 
tem. 

16 


His- 
cella^ 

neons 
In- 

jnriee. 

17 


Total 
In- 
jured. 


1 
1 


2 


1 
1 

21 
21 

•  • 

2 

•  • 

87 

16 
5 


6 
3 


3 
I 

••• 
22 
1 
83 


2 


3 


3 


•> 


6i    299 


5 

>  •  • 

3 


25 

62 

•  •• 

2 

2 

49 

12 


6 


8 
I 

•  •  • 

34 

■ 

•  •• 

25 
I 

2 

■  ■  • 

I 


253 


1 
1 

... 
... 


3 
3 


9 
3 


1 

•  • 

3 


27 


19 
3 


4 

•  • 

2 


3 
7 
1 
1 

10 

2 

58 

94 


2 
160 

19 
14 


5 
23 


3 

•  • 

7 
4 
1 


2 

2 

26 

4 

•  *  • 

74 

3 

103 


9 


3 


15 


58 
9 

7 

••• 

21 

1 

10 

8 


19 

27 

7 

1 

61 

8 

214 

340 

4 

10 

11 

574 

92 
63 

1 

20 
92 


8 

2 

17 

iS 

1 

•  •  • 

1 

9 

4 

97 

16 

1 

389 

16 

412 

5 

81 

•  •• 

4 

10 


21 

70 
5 


687  2,766 


2 


■   ■  •  •• 


1  ... 


2 


3 


2 


1 


I  •  •  ■  < 


9 


68 


62 


21 


26    62 


886 


785 


62 


800 


264    27 


13 


18 


688  2,768 


Number 

of  Persons 

Employed 

in 

1001. 


1,052 
204 

16,819 
6,711 

5,084 

297 

3,454 

7,792 
179 


96 

640 

48,245 

13,565 

15,250 

8,998 

25,556 

24,083 

8,507 

964 

841 

15,708 

7,291 
2,272 

1,071 

5,701 

52,383 

899 

1,813 

472 

4,480 

70,922 

10,518 

652 

2,642 

828 

745 

66,621 

773 

1,1498 

50,134 

5,142 

10,841 

3,843 

27,723 
2,079 
8,103 
3,642 

993 
1,717 

32,723 

2.8-->8 


575,834 


D  2 


2S 


Number  of  Pbrsons  Killed  ob  Injured  on  Railway  Premises  otherwise 


TABLE  No.  8. 


Summary  Statement  of  the  Number  of  Passengers,  Servants  of  the  Companies  and 
Killed  or  Injured,  in  each  Division  of  the  United  Kinodom,  otherwise  than  in  Aocidbnts 
Companies  dnring  the  Nine  Months  ending  30th  September  1902,  with  corresponding  figures 


1302. 

England  and 
Wales. 

Scotland. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Passehobbs  :— 

1.  Whflrt  aBO«ndiii(r  or  deeoending  steps  at  stations 

5 

211 

•  •• 

6 

*•. 

••• 

2.  By  being  struck  bj  barrows,  by  falling  over 

packages,  &o.,  on  station  platforms. 

3.  From  falling  off  platforms  on  to  the  ballast  ... 

•  •• 

2 

68 
67 

•  •• 

1 

1 
2 

... 

... 

4.  By  other  aooidents           ...        ...        ...        .-. 

1 

117 

... 

3 

... 

1 

Total  of  Passkkoebs 

8 

448 

1 

12 

*•* 

1 

SSBVAKTS  :-^ 

. 

1 .  Whilst  loading,  unloading,  or  sheeting  waggons, 

imoks,  and  horse-boxes. 
3.  Whilst  moving  goods  and  luggage  in  stations 

or  sheds. 
3.  Whilst  working  at  oranes  or  capstans 

3 

1 

... 

1,139 
432 
182 

1 

... 
1 

62 

20 

7 

... 

.•a 

17 
8 
2 

4.  By  the  falling  of  waggon*doors,  lamps,  bales 

of  goods,  &o. 
6.  Whilst  attending  to  engines  at  rest      

•  .* 

277 
874 

... 
••• 

26 
44 

... 

'      6 
98 

6.  From  falling  off,  or  when  getting  on  or  off 

engines  or  vehicles  at  rest. 

7.  From  falling  off,  or  when  getting  on  or  off, 

platforms. 
3.  From  falling  off  ladders,  scaffolds,  &o 

1 

. .. 
6 

640 
164 
201 

... 

... 
... 

44 

■ 

6 
16 

... 
*•. 

14 

1 
3 

9.  By  stumbling  whilst  walking  on  the  line 

1 

458 

... 

12 

... 

6 

10.  By  being  trampled   on  or  kicked  by  horses 

whilst  engaged  in  railway  work. 

11.  From  being  struck  by  articles  thrown  from 

passing  trains. 

12.  From  the  falling  of  rails.  Sleepers,  &c.,  when  at 

work  on  the  line. 
18.  Otherwise  injured  when  at  work  on  the  line 

or  in  sidings. 
14.  Miscellaneous         

■  •• 

1 
4 
7 

37 

4 

441 

800 

1,277 

... 

... 

... 
2 
2 

1 

24 
18 
63 

*•. 
*•' 
... 
... 

... 

* 

... 
2 
18 
23 
22 

Total  op  Servants       

24 

6,866 

6 

341 

••» 

139 

Other  Persons  :— 

On  business  at  stations  and  sidings 

10 

222 

2 

14 

... 

6 

Miscellaneous  ...        ...        ...        •..        ...        .  . 

9 

68 

3 

11 

.  *. 

1 

Total  op  Otubb  Pi;rsons       

19 

290 

6 

25 

... 

7 

Grand  Total       

51 

7,699 

12 

378 

•   «« 

147 

*  Mors. — The  term  *^  Railway  Premises  "  includes  stations,  permanent- way,  sidings,  goods  yards,  and  all  other  premises 

warehousing  goods,  repairing  sheds, 
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THAK  IN  AOCIDBNTS  TO  TBADIS  OB  BT  THB  MOVBHHNT  OF  RAILWAY  VBHIOLBB. 


TABI^  No.  8. 


of  CONTBAOTORS,  and  Othbr  Pbbsons  reported  to  the  Boabd  OF  Tbadb  as  having  been 
to  TBAiire  or  by  the  Movbmbnt  of  Railway  Ybhiolbs,  on  the  Prbmisbs*  of  the  Railway 
for  the  XJnitbd  E[ingdom  for  the  Nine  Months  ending  30th  September  1901. 


1903. 


Uhitxd  KnraDOM. 


KiUed. 


3 
1 


9 


4 
1 


••• 


6 


1 

6. 

9 


30 


12 
12 


24 


63 


Injuxed. 


217 
69 
69 

121 


466 


1,818 

466 

141 

307 

941 

698 

160 

220 

476 

38 

6 

483 

841 

1^62 


7,346 


242 

80 


322 


8,124 


1901. 


Uhitsd  Kikodom. 


KUled. 


10 

... 
3 
3 


16 


6 
1 
2 

••. 
1 
1 

•■• 
13 


1 

4 

JO 


39 


9 
J3 


Injured. 


22 


77 


209 
77 
62 

132 


480 


1,377 
886 
168 
427 
991 
693 
160 
268 
480 
60 
10 
672 
830 

1,262 


7,663 


248 
82 


330 


8,373 


Passbnokbs  :-^ 
1.  Whilst  asoeading  or  desoending  steps  at  stations. 

3.  By   beinjr   stnxok   by  barrows,   by   falling   over 
packages,  ko,,  on  station  platforms. 

3.  From  falling  ofF  platfonns  on  to  tbe  ballast. 

4.  By  other  aocidents. 


Total  of  PAssaNOBBS. 


Sbbyants  :— 

1.  Whilst  loading,  nnloading,  or  sheeting  waggons, 

traoks,  and  horse-bozes. 

2.  Whilst  moving  goods  and  Inggage  in  stations  or 

s^eds. 

3.  Whilst  working  at  cranes  or  capstans. 


4.  By  the  falling  of  waggon-doors,  lamps,  bales  of 

goods,  ko, 
6.  Whilst  attending  to  engines  at  rest. 

6.  From  falling  off,  or  when  getting  on  or  off  engines 

or  vehicles  at  rest. 

7.  From  falling  off,  or  when  getting  on  or  off,  plat- 

forms. 

8.  From  falling  off  ladders,  scaffolds,  &o. 

9.  By  stumbling  whilst  walking  on  the  line. 

« 

10.  By  being  trampled  on  or  kicked  by  horses  whilst 

engaged  in  railway  work. 

11.  From  being  struck  by  articles  thrown  from  passing 

trains. 

12.  From  the  falling  of  rails,  sleepers,  &c.,  when  at 

wo]^  on  the  Ihie. 

13.  Otherwise  injured  when  at  work  on  the  line  or  in 

sidings. 

14.  Miscellaneous. 


Total  of  Sebyantb. 


Othbb  Pebsons  :— 
On  business  at  stations  and  sidings. 
Miscellaneous. 

Total  of  othbb  Pbbbokb. 
Oband  Total. 


used  for  the  purpose  of  working  the  railway,  but  does  not  include  factories,  workshops,  buildings  used  exclusiTcly  for 
stables,  hotels,  and  other  similar  premises. 


30 
Servants  of  the  Companies  and  of  Contractors  Killed  or  Injured  otherwise 


TABLE  No.  9. 


Number  of  Servants  of  the  Companies  and  of  Contractors  reported  by  the  several  Railway 

otherwise  than  in  Accidents  to  Trains  or  by  the  Movement 


NA3CE  OF  COMPA.NT. 


Whilst  loading, 

unloadlog,  or 

sheeting 

WaggoBB. 


Killed. 


In- 
jured. 


Whilst  moving 

Goods  and 

Luggage  in 

Stanons  or 

Sheds. 


Killed. 


In- 
jured. 


Whilst  work- 
ing at  Cranes 
or  Oapstans. 


Killed. 


In- 
jured. 


By  the  falling 
of  Waggon 

Doors.  Lamps, 

Baletfof 

Goods,  (kc. 


Killed. 


In- 
jured. 


Whilst 

attending  to 

Engines 

at  rest. 


Kflled. 


In- 
jured. 


6 

From  falUng 
oiE,  or  when 
getting  on  or 
off  Bnginefi 
or  Vemcles 
at  rest 


KQled. 


In- 
jured. 


FromfaUing 

off,  or  when 

fipstting  on  or 

ou,  Platforms. 


Killed. 


In- 
jured. 


ENGLAND  AND  WALES. 
Alexandra  (Newport)  Dook 


Barry 


•••        •••        ••• 


Brecon  and  Merthyr 


I ■ •  • •! 


Cambrian     ...        ...        ...        ... 


Central  London      ...        ..•        ... 


Cheshire  Lines       


City  and  Soath  London 


Cockermonth,  Keswick,  and  Pen- 
rith. 

Colne  Valley  and  Halstead 


Fumess 
Great  Central 
Great  Eastern 


Great  Northern 


Great  Western 


•••  ••• 


•  ••  ••• 


Hall,  Bamsley,.  and  West  Riding 
Junction. 

Lambonme  Valley 


Lancashire  and  Yorkshire 


Lancashire  and  Yorkshire  and 
London  and  North-Westem 
Joint. 

Lancashire,  Derbyshire  and  East 
Coast. 

London  and  North* Western 


London  and  North- Western  and 
Fumess  Joint. 

London  and  North-Westem  and 
Great  Western  Joint. 

London  and  North-Westem  and 
Midland  Joint. 

London  and  North  Western  and 
North  Staffordshire  Joint. 

London  and  Sonth- Western 


41 


88 


62 


116 


IM 


264 


16 


57 


••* 


19 


36 


86 


18 


58 


S 


66 


29 


9 


6 


16 


30 


2 


26 


S4 


19 


24 


56 


14 


82 


10 


8S 


6 


129 


8 


2 

307 


86 


21 


37 


89 


57 


67 


14 


12 


23 


■«•    i    ... 


164 


2 


1 
32 


•••  ••• 


23 


... 


S 


*  NoTK.— The  term  **  Railway  Premises  *'  inclndes  stations,  permaneDt-way,  goods  yards,  sidings,  and  all  other  piemiaes  used  for  thft 

sheds,  stables,  hotels,  anil 
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T^A.N  iiy  Accidents  to  Trains  or  by  the  Movement  op  Railway  Vehicles. 


TABLE  No.  9. 


CoMPANiBS  to  the  Board  op  Trade  as  having  been  Killed  or  Injured  upon  their  Railway  Premises* 
of  RAliiWAY  Vehicles,  during  the  Nine  Months  ending  30th  September  1902. 


8 

From  faUing 

off  Ladders, 

Scaffolds.  Aq. 

9 

By  stumbling 

whilst 

walking  on 

the  Line. 

10 

By  being 

trampled  on 

or  kicked  by 

Horses  whilst 

engaged  in 
Railway  Work. 

11 

By  being 

struck  by 

Articles 

thrown  from 

passing  Trains. 

12 
By  the  falling 

of  Rails. 
Sleepers,  &o., 

when  at 

Work  on  the 

Line  or  in 

Sidings. 

13 

Otherwise 

Injured  when 

at  Work  on 

the  Line  or 

in  Sidings. 

14 

Miscel- 
laneous. 

Total. 

Name  of  Compant. 

] 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

EiUed. 

In- 
jured. 

XlUed 

In- 
jured 

KiUed 

In- 
jured 

Blilled. 

In- 
jured. 

Killed 

In- 
jured. 

Killed 

In- 
jured. 

ENGLAND  AND  WALES. 

m  •« 

•  •• 

••• 

•  ■• 

••■ 

.  •. 

•  •• 

.  •« 

k.  •• 

•  •• 

••. 

«•• 

••• 

I 

•  •• 

1 

Alexandra       (Newpoit) 
Dock. 

•  •• 

•  •■ 

... 

I 

*•. 

... 

•  •• 

•*• 

«•. 

5 

••• 

8 

*•• 

4 

•  •• 

23 

Barry. 

«•• 

•  •• 

*•• 

«  •• 

••• 

■  •• 

•  »• 

•  *• 

•«. 

•■• 

*•■ 

•  •• 

••• 

••■ 

■  •• 

1 

Brecon  and  Merthyr. 

•  •• 

•  •• 

••• 

2 

•■• 

•  •• 

•  •• 

••■ 

••• 

2 

••• 

2 

•  •• 

5 

•  •• 

21 

Cambrian. 

«■  • 

«  «• 

••• 

1 

• 
••• 

•  ■• 

•  •■ 

•  •• 

••• 

••. 

••• 

••• 

a  »• 

2 

•  ■• 

3 

Central  London. 

■  •• 

•  •• 

... 

••* 

*•• 

•  •• 

•  •• 

••• 

••• 

1 

••■ 

••• 

*•• 

1 

•  •• 

11 

Cheshire  Lines. 

•  •• 

1 

••• 

••• 

••■ 

•  •• 

•  ■• 

••■ 

••• 

**• 

••• 

••• 

1 

••• 

1 

1 

City  and  Soath  London. 

•  •• 

»«• 

•  • 

2 

•■• 

■  ■• 

•  •• 

••• 

... 

1 

••• 

••• 

•  •• 

1 

••• 

4 

Cockermonth,    Keswick, 
and  Penrith. 

•  •• 

•  •• 

••• 

••• 

••• 

•  •■ 

•  •• 

••• 

•  •« 

•  •• 

••• 

••. 

•  •• 

••• 

••• 

1 

Colne  Vallej  and   Hal- 
stead. 

*•• 

«•• 

■•• 

3 

••• 

•  •• 

•  •• 

••• 

•■• 

2 

*•• 

••• 

•  •• 

6 

••• 

22 

Fnmees. 

•  •• 

4 

•  •• 

6 

••• 

3 

•  •• 

*•• 

••• 

5 

••• 

12 

*•• 

17 

•  «• 

147 

Great  Central. 

1 

18 

.•• 

51 

•  »• 

7 

•  •« 

1 

••• 

88 

1 

111 

•  •• 

151 

3 

662 

Great  Eastern. 

•  •• 

8 

■  •• 

21 

>•■ 

1 

•  •• 

*•. 

«•• 

89 

••• 

52 

3 

116 

3 

483 

Great  Northern. 

1 

30 

••• 

3S 

■  •• 

•  •• 

•  •• 

••• 

>•• 

58 

••• 

88 

*•• 

101 

1 

680 

Great  Western. 

•  »• 

»•• 

••« 

•  •• 

*•• 

•  •• 

«■  « 

••* 

1 
•  •• 

•  •• 

••• 

2 

••• 

1 

••• 

13 

Hnll,  Bamsley,  and  West 
Biding  Junction. 

•  •• 

••• 

••• 

1 

«•• 

•  •• 

•  •• 

«•• 

*•• 

•  •• 

*•• 

1 

••• 

••• 

••• 

2 

Lambonme  Valley. 

1 

19 

*•• 

21 

*•• 

•  ■• 

•  •• 

« •• 

■•• 

24 

1 

21 

8 

.88 

5 

622 

Lancashire    and     York- 
shire. 

1 

••• 
45 

*•• 

4 

1 
124 

■•• 
••• 

•  •• 

a 

•  •• 

1 

•  •• 

•  •• 

•  •• 

••• 

••• 
■•• 

1 
129 

••• 

••• 

••• 

••• 

2 
341 

••• 

••• 

••• 

1 

1 
814 

••• 

••• 
1 

25 

10 
1,773 

LangMbir^  ftud  T«rk«hiro 
and  London  and  North- 
western Joint. 

Lanamhire,  Derbyshire 
and  East  Coast. 

London  and  North* 
Western. 

■•• 

•  •• 

«•• 

.  •• 

••* 

•  •• 

•  •  • 

••• 

.•• 

.  •• 

••• 

««• 

••• 

••• 

••• 

1 

London  and  North- West- 
ern and  Fnmess  Joint. 

••• 
■  •• 

■•• 
••• 

4 
1 

■  •  • 

IS 

*•• 

3 

1 
... 
23 

••• 

•*  • 

•  •• 

•  •• 

•  •• 
*•• 

2 

•  »• 

•  •• 

••• 

•  •• 
1 

••• 
... 

... 

•  •• 

12 

■  •  • 
•  •  ■ 

16 

«•■ 
... 
... 
1 

20 

*•• 

••• 
28 

... 
1 

14 
S 

•  •• 

46 

••• 
••• 
*•• 
2 

80 

10 

1 

SOS 

London  and  North- 
western and  Great 
Western  Joint. 

London  and  North- 
western and  Midland 
Joint. 

London  and  North- 
western and  North 
Staffordshire  Joint. 

London  and  South- 
Western. 

purpose  of  working  the  railway,  but  does  not  include  factories,  workshops,  buildings  used  ezclusiyely  for  warehousing  goods,  repairing 
other  similar  premises. 
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Servants  of  thh  Companies  and  of  Contbaotobs  Killed  ob  Injubbd  otherwise 


TABLE  No.  9— continued. 


NuMBEB  of  Servants  of  the  Companies  and  of  Contbaotobs  reported  by  the  several  Railwat 

otherwise  than  in  Accidents  to  Tbains  or  by  the  Movement 


Name  op  Compant. 


Whilst  loadlnff. 

nnloadloff,  or 

■heetlog 

Waesom. 


KiUed. 


Whilst  moving 

OoodsaDd 

Luggage  in 

Stations  or 

Sheds. 


,^     Killed. 


In- 
jured. 


Whilst  work- 
ing at  Oranes 
or  Capstans. 


Killed. 


In- 
jured. 


By  the  falling 
of  Waggon 

Doors.  Lamps, 

Bales  of 

Goods,  Ac 


Killed. 


In- 
jured. 


England  and  Wales— irotie. 

London  and  Sonth-Westem  and 
London,  Brighton,  and   South 
Coast  Joint 

London,    Brighton,    and    South 
Coast 

1 

23 

... 

... 

2 

•  •• 

... 
... 

..• 

London,  Tilbury  and  Southend  ... 

... 

..• 

... 

1 

..• 

1 

Maoolesfield  Joint  Station 

*•• 

1 

■  *• 

... 

... 

.*• 

ALeliBOy            ,,,           ,,,           ...           ,,, 

... 

... 

... 

... 

... 

.  .• 

Metropolitan          ...        ... 

... 

3 

... 

2 

... 

•  *. 

Metropolitan  and  Great  Western 
Joint. 

... 

... 

... 

... 

... 

... 

Metropolitan    and    Metropolitan 
District  Joint. 

... 

... 

... 

... 

. .. 

... 

Metropolitan  District       

• 

... 

... 

... 

2 

.a. 

Midland 

... 

174 

... 

60 

... 

2< 

Midland    and    Great    Northern 
Joint. 

... 

9 

.  .. 

SJ 

... 

1 

i 

Midland  and  Great  Western  Joint 

... 

... 

... 

2 

... 

... 

Midland     and     Lancashire    and 
Yorkshire  Joint. 

... 

1 

... 

... 

.  .. 

4 

Midland      and      South-Westem 
Junction. 

... 

... 

... 

... 

... 

... 

Neath  and  Brecon 

... 

... 

... 

... 

... 

... 

Normanton  Joint  Station 

... 

1 

... 

1 

... 

. .. 

North-Eastern       

.*• 

69 

•  I » 

26 

..  • 

11 

North-Eastem  and   London   and 
North- Western  Joint. 

... 

1 

... 

... 

... 

... 

North  London       ...        ...        ... 

... 

1 

... 

2 

... 

. .. 

North  Staffordshire         

... 

2 

... 

1 

... 

... 

Xorth  Wales  and  Liverpool 

... 

... 

... 

.*. 

... 

Nottingham  Joint  Station 

•«• 

1 

... 

... 

... 

... 

Oldham,  Ashton-under-Lyne,  and 
Guide  Bridge  Junction. 

•*• 

'      8 

... 

... 

.t. 

. .. 

Otley  and  Ilkley  Joint     

... 

... 

.•* 

1 

.*• 

... 

2 


6 


Whilst 

attending  to 

Bng^nes 

at  rest. 


Killed. 


In- 
jured. 


47 


S 


16 


2 


11 


From  falling 
o^or  when 
getting  on  or 
off  Engines 
or  Vehicle 
at  rest 


Killed. 


86 


60 


2 


In- 
lured. 


From  falling 
off  or  when 
getting  on  or 
off  Flatfomifl. 


Killed. 


In- 
Jnred. 


1        ... 


9 


2 


114 


2 


2 


2 


...  ... 


2 


63 


»•» 


8 


8 


•  N  OTK.— The  term  **  Railway  Premises  "  inolndes  stations,  permanent-way,  goods  yards,  sidings,  and  all  othwr  premises  used  lor  ^ 

sheds,  BtaPMB,  hotels,  ana 
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THAN  IN  AOOIDBNTS  TO  TRAINS  OB  BY  THB  MOVBMHNT  OF  RAILWAY  VBHIOLBS. 


TABLE  No.  9— continued. 


CoMPANiBS  to  the  Board  of  Tradb  as  having  been  Eillbd  or  Injitrbd  apon  their  Railway  Prbmisbs* 
of  Railway  Ybhiolbs,  during  the  Nine  Months  ending  30th  September  1902. 


8 


From  falling 
off  Ladders, 
Seaff (ddB,  ^ko. 


Killed. 


Jazed. 


By  rtnmbHng 

whikt 

walking  on 

the  Line. 


engaged  in 
Ballway  Work. 


Killed 


In- 
jured. 


10 


By  being 
trampled  on 
kicked  by 
whiirt 


or 


Killed. 


In- 
jnred. 


U 

By  being 

sferoBkby 

Artiolee 

thrown  firom 

paeaing  Trains. 


KiUed. 


In- 
jured. 


IS 
By  the  foiling 

SleraersTio., 
when  at 

Work  on  the 

Line  or  in 

Sidings. 


Killed. 


In- 
jured. 


IS 

Otherwise 
Injured  when 
at  Work  on 
the  line  or 
in  Sidings. 


Killed. 


In- 
jured. 


14 


Misoel- 
laneous. 


KiUed. 


In- 
jured. 


Total. 


Killed. 


In- 
jured. 


Nakb  of  Oompant. 


2 


17 


11 


8 


... 


.•• 


2 


72 


3 


49 


17 


8 


8 


...    I    ... 


9 


8 


41 


2 


38 


1 


88 


8 


73 


8 


8 


10 


8 
7 
1 
1 
1 
811 
6 
4 


8 


101 


1       ... 


8 

86 


8 
SO 

1 

1 

18 

969 

85 

14 

8 


3 


14 


493 


3 


88 


24 


England  and  Walbb— 
eant. 

London  and  South- Wert- 
em  and  London,  Brix- 
ton, and  Soath  Ooast  Jt. 

London,  Brighton,  and 
Soath  Coast. 

London,  Tilbnry  and 
Southend. 

IfaooleafieldJointStatlon. 


Mersey. 


8 


3 


Metropolitan. 


Metropolitan  and  Great 
Western  Joint 

Metropolitan  and  Metro- 
politan Distriot  Joint. 

Metropolitan  Distriot. 


MMlM.n<l. 


Midland      and      Great 
Northern  Joint. 

Midland      and       Great 
Western  Joint. 

Midland  and  Lanoashire 
and  Yorkshire  Joint. 

Midland      and      South- 
Wsstem  Junction. 

Neath  and  Brecon. 


Normanton  Joint  Station. 


North-Eastem. 


North  •  Eastsm  and 
London  and  North- 
western Joint. 

Nortii  London. 


North  StafFordshirei 


North  Wales  and  Liver- 
pool. 

Nottingham  Joint  Sta- 
tion. 

Oldham,  Ashton-nnder- 
Lyne,  and  Guide  Bridge 
Junction. 

Otley  and  IlUay  Joint. 


purpose  of  workfaig  the  lailwiiy,  but  does  not  include  factories,  workshops,  bnUdings  used  ezolusiTely  for  wmrehonsfng  goodii  repairing 
ether  similar  premisss. 


•  18078 
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SBRVAlTTg  019*  THB  COMPANIES  AND  OF  CONTRACTORS  KILLED  OB  INJURED  OTHBRWISB 


TABLE  No.  9'^<xfntinued. 


Number  of  Servants  of  the  Companies  and  of  Contractors  reported  by  the  several  Railway 

otherwise  than  in  ACCIDENTS  to  TRAINS  or  by  the  Movement 


NAME  OF  COMPANT. 


Whilst  loading, 

unloading,  or 

sheeting 

Waggons. 


Killed. 


BxaLAND  AND  WALES— 0Oltf. 

Bhondda  and  Swansea  Bay 
Rhymnoy 

Severn  and  Wye  Joint 
Sheffield  and  Midland  Joint 
Somerset  and  Dorset  Joint 
South-Eastem  and  Chatham 
Stalybridge  Joint  Station ... 
Taff  Yale    ... 


•  ■  •  • •• 


■••  • •• 


Waterloo  and  City ... 

West  London  Extension  ...        ... 

Wrexham,   Mold,   and    Connah's 

Qt»y. 

Total,  England  and  Wales 

SCOTLAND. 
Caledonian  ...        ...        ...        ... 

Dumbarton  and  Balloeh  Joint   ... 

Olaseow  and  Paisley  Joint 

Glasgow  and  Sonth* Western 

Glasffow,  Barrhead  &  Kilmarnock 

Jcnnt. 
Great  North  of  Scotland 


Highland     ... 
North  British 


...        ... 


.*•        ... 


Total,  Scotland    .. 

IRELAND. 
Belfast  and  Connty  Down 

Belfast  and  Northern  Counties  ... 

Cork,  Bandon,  and  South  Coast ... 

Dublin,  Wicklow,  and  Wexfoord  ... 

Dundalk,  Newry  and  Greenore  ... 

Great  Northern     •• 

Great  Southern  and  Western     .- 

Midland  Great  Western    ... 

Total,  Ireland     


In- 
jured. 


Whilst  moTlng 

QoodB  and 

Luggage  in 

Stanons  or 

Sheds. 


Killed. 


In- 
jured. 


Whilst  work- 
ing at  Cranes 
or  Capstans. 


Killed. 


In- 
jured. 


Total,  United'  Kingdom... 


••• 


••• 


3 


I 

3 

15 

1 

8 


1,139 


9 


482 


••• 


By  the  falling 
of  Waggon 

Doors,  lamps, 

Bales  of 

QoodB,  Ac. 


Killed. 


8 


132 


In- 
jured. 


Whilst 

attending  to 

Engines 

at  rest. 


Killed 


In- 
jured. 


6 

From  falling 
off,  or  when 

getting  on  or 

off  Bngines 

or  Vehioles 

at  rest. 


Killed. 


In- 
jured. 


From  falling 

off  or  when 

getting  on  or 

off  Platform& 


Killed. 


In- 
jured. 


277 


... 

••• 

•  ■• 

... 

1 

•  •• 

... 

1 

■  •• 

.•• 

... 

•  •• 

... 

1 

•  •• 

• 

... 

24 

•  •• 

•  •• 

■  •• 

•  •• 

••• 

22 

•  •• 

... 

•  •• 

•  •• 

.  .. 

•  %• 

•  «•  • 

... 

I 

•  •• 

... 

874 

1 

2 

20 


11 


2 


640 


... 


154 


32 

I.. 
4 
8 


8 

20 


62 


9 


8 


20 


1 


•ii 


8 


2 


i   — 


11 


25 


9 


••■ 


17 


•.. 


2 


t    ... 


.•• 


2 


!     ... 


2 


21 


1 
•1 
21 


44 


20 


I 

I  •  .■■ 

i 

>     ... 


!     21 


44 


I   ... 


1 
2 


10 

t 

1 


2 


28 


1218 


465 


141 


807 


941 


8 

8 
1 


14 


698 


160 


*  Note.— The  term  "Railway  Premiaea  "  inolndet  statkms,  pennanent-way,  g^oods  yatds,  sidiitfra,  and  all  other  premisea  wed  for  tha 

aheds,  stables,  hotels,  tad 
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THAir  IS  AOOIDBNTS  TO  TRAINS  OB  BT  THB  MOVHXBNT  OF  RAILWAT  VBHIOLBS. 

'  ■  • •  •  •  ( 

TABLE  No.  9^-continued. 


OOMPAKIES  to  the  BOABD  OF  Tbadb  as  having  been  ElLi^o  or  INJURBD  upon  their  Railway  Prbmisbb^ 
of  Railway  Yehiolbs,  daring  the  Nine  Months  ending  30th  September  1902. 


8 


From  falling 
off  Ladders* 
Scaffolds,  Ao. 


KiUed. 


In- 

jnred. 


9 


By  stuinblliig 

whUst 

wa&lngoii 

the  line. 


Killed. 


In- 
jured. 


10 

By  being 
trampled  on 

orldokedby 
Horses  whilst 

engaged  in 
Railway  Work. 


KiUed. 


In- 
jured. 


U 

By  being 

stroek  by 

Articles 

thrown  from 

passing  Trains. 


Killed. 


In- 
jnred. 


12 
By  the  falling 

of  Bails. 
Sleepers,  oc., 

when  at 

Work  on  the 

Line  or  in 

Sidings. 


KiUed. 


In- 
jured. 


18 

Otherwise 
Injured  when 
at  Work  on 
the  Line  or 
in  Sidings. 


Killed. 


In- 
jured. 


14 


Miscel- 
laneous. 


Killed. 


In- 
jured. 


Total. 


KiUed. 


In- 
jured. 


nams  of  GOMPAXT. 


6 


6 


1 

6 
1 


901 


1 

1 

2 

13 


458 


87 

1 

2 
6 

» 
9 


441 


5 
9 

•  • 

10 


800 


1 

1 

19 

•• 

12 
3 
1 
1 


1,277 


24 


6 


9 


16 


8 


12 


1' 


10 


12 


34 


6 


1 
11 


2 


27 


1 
2 

29 


18 


2 


63  6 


2 


1 
1 


6 


8 


2       ... 


18 


•  6 
1 
1 
1 


16 


23 


3 
2 
1 
2 
1 
11 
2 


22 


sao 


476 


88 


6 


1 


483 


6 


841 


9 


1,862 


1 

4 
4 
4 

18 

182 

3 

92 
3 
2 


6,866 


166 

3 

12 

4 

1 

2 

14 

;49 


341 


2 

46 

6 

3 

3 

11 

59 

9 


Bnolakd  ahd  Wali 

o<mt. 
Bhondda    and    SwansM 

Bay. 
Bhymney. 

Seyem  and  Wye  Joint. 

Shef&eld  and  Midland 
Joint. 

Somerset  and  Dorset 
Joint. 

South-Eastem  and  Chat- 
ham. 

Stalybridge  Join'b  Station. 

Ta£F  Vale. 

Waterloo  and  City. 

West  London  Extension. 

Wrexham,  Mold,  and 
Gonnah*s  Quay. 

(  Total,  Enolaud  avd 
1     Walbs. 

SCOTLAND. 
Caledonian. 

Dumbarton  and  Ballooh 

Joint. 
Glasgow     and     Paisley 

Joint. 
Glasgow      and      Sonth- 

Westem. 
Gla^ow,  Barrhead,  and 

Kilmamook  Joint. 
Great  North  of  Sootlaad, 

Highland. 

North  British. 


Total,  Sootland. 

IBELAND. 
Belfast  and  Connty  Down . 

Belfast    and    Northern 

Counties. 
Cork,  Bandon,  and  South 

Coast. 
Dublin,    Wioklow,     and 

Wexford. 
Dundalk,     Newry,     and 
Greenore. 
Great  Northern. 

Great      Southern      and 

Western. 
Midland  Great  Western. 


139 


80 


7,846 


Total,  Ibbland. 


(  Total,  Ukitbd  Kino< 

(    DOM. 


porpose  of  working  the  railway,  but  does  not  include  factories,  workshops,  buildings  used  exolusively  for  warehousing  goods,  repairing 
other  similar  premises. 

18073  B  2 
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AOOIDBNTS  TO  TRAINBy  ROLLINO  STOCK  AND  PHBMAKBNT  WaT. 


TABLE  No.  11. 


SXTHMART  STATBMBKT  of  the  NUMBBR  of  AOCIDBNTS  tO   TRAINS,  ROLLING  STOOK,   PBRMANBNT 

Way,  &c.,  reported  to  the  Board  of  Tradb  as  having  occurred  on  the  Bailwatb  in  each 
Division  of  the  Unttbd  Kingdom  during  the  Nine  Months  ending  30th  September  1902, 
classified  according  to  the  Naturb"  of  the  Aooidbnt  ;  with  figures  for  the  TJnitbd  Kingdom 
for  the  corresponding  period  of  1901. 


NATUBS  Of  AooinsNT. 


1902. 


Bholahd 

ASH 

Walbs. 


Scotland. 


IBBLAHD. 


Ukitbd 

KlKGDOM. 


1901. 


United 
Kingdom. 


( A>— AociDiNTS  TO  Trains  :-^ 

1.  GollisionB  between  passenger  trains  or  parts  of 
passenger  trains. 

5.  Collisions  between  passenger  trains  and  goods  or 

mineral  trains  or  light-engines. 
8.  Oollisions  between  goods  trains  or  parts  of  goods 

trains  and  light-engines. 
4.  OoUiuons  between  trains  and  vehioles  standing 

fool  of  the  line. 

6.  Collisions  between    trains    and    bnfler^tops   or 

yehioles  standing  against  bnfler-stops  :«- 
(a)  From   trains  running    into    statirjis   or 

sidings  at  too  high  a  speed. 
(()  From  other  oanses    

6.  Trains  ooming  in  oontaot  with  projections  from 

other  trains  on  parallel  lines. 

7.  Passenger   tndns  or  parts   of   passenger   trains 

leaving  the  rails. 

8.  Goods  trains  or  parts  of  goods  trains,  light-engines, 

&a,  loaying  the  raUs. 

9.  Trains  nsnxung  throngh  gates  at  leyel-oroesiilgs 

or  into  other  obstaoles. 
10.  Jflres  In  trains  **.        ...        •••        •••        •••        ... 

XL  uisoeuaneons    ...       ••.         ...        ...        ••.        ... 


(B)— ACCIDENTS  TO  OB  FAILUBB  OF  BOLLINO  STCIcK 
AND  PBBMANBirT  WAT  3— 

12.  The  bnrstinij  of  boilets  or  tubes,  Aco.,  of  engines... 
18.  The  failure  of  maohinery,  springs,  ko,,  of  engines 
14.  The  failure  of  tjres 


16. 

tt 

If 

tt 

W  Avdo  .  *  .               ...               ...               ■•• 

16. 

n 

tt 

tt 

aixxee    ...         ...         ...      '... 

17. 

»» 

tt 

w 

brake  apparatus*     ... 

18. 

M 

tt 

91 

oouplings       ...        ...        .•• 

19. 

» 

tt 

ft 

ropes  used  in  working  inclines 

90. 
31. 

»             »t              M 

Broken  rails. 

tunnels,  bridges,  viaduots,  onlv 
ko» 

•••                ■••                •••                •••                ••• 

22.  The  flooding  of  portions  of  permanent  waj  of 

suoh  a  nature  as  to  inyolye  dimger. 
28.  Slips  in  outtings  or  embankments  of  suoh  a  nature 

as  to  iuTolye  danger. 
24.  Fires  at  stations  or  inyolving  injury  to  bridges  or 

▼iaduots. 
26.  Misoellaneous 


15 

18 

17 

9 

11 
9 
7 

84 
8 

91 
7 
1 


1 

4 

168 

2 

95 

... 
8 

... 
2 
180 
6 
3 
7 
1 


6 
8 
2 

4 


2 


6 
3 
30 
6 
1 


6 


28 


23 


6 


8 


1 
2 
1 


2 


31 


32 

f 

26 

10 
13 

• 

13 
11 

7 
45 

9 

129 

18 

2 


1 
5 

176 
3 

124 

'  ... 

10 

... 

2 

234 
6 
4 
7 


33 

34 

34 

4 


12 

12 
... 
47 
13 
151 
16 
1 


4 

2 
162 

1 

129 

«•• 

6 


286 

7 
5 
6 


*  A  Betom  is  published  half-yearly  setting  out  in  detail  all  the  oases  in  whioh  brake  apparatus  has  failed  to  aoc  properly. 
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AoGiDBifrrs  to  Tbaihb,  Bollihg 


TABLE  Na  12. . 


NuMBRB  of  Aggidbnts  of  Eagh  Olass,  to  TRAINS,  BoLLiNO  Stogk,  Pbrmaetbitt  Wat,  &c.,  reported  to 

Nine  Months  ending 


A. 

Namb  of  Oompant. 

1. 

OolUslons 

between 

Passenger 

fnrainsor 

Parts  of 
Passenger 

Trains. 

2. 

Oollisions 

between 

Passenger 

Trains 

and 

Goods  or 

Mineral 

l^alnsor 

.    Light 

Engines. 

.    3. 

Oollisions 

between 

Goods 

Trainsor 

Parts  of 

Goods 

Trains 

and  Light 

Engines. 

4. 

Oollisions 
between 

IValns 

and 
▼ehiolee 
standing 

fonlof 
the  Line. 

5. 

Oollisions  between 

Trains  and  Buffer 

Stops  or  Vehicles 

standing  against 

Buffer  Stops. 

6. 

Trains 
coming  in 
Oontact 
with  Pro- 
jections 
from 
other 
Trains 

on 

Parallel 

Lines. 

7. 

Pas- 
senger 
Trainsor 
Parts  of 
Pas- 
senger 
Trains 
leaving 
the  Bails. 

8. 

Goods 

Trainsor 

Parts  of 

Goods 

Trains, 

Li^t 

Ensines, 

leaving 
theBiSlB. 

9. 

Trains 
running 
through 
Gates  at 

Level 
Orossings 

or  into 

other 
obstaelea 

10. 

Fires 

in 
Tralna 

IL 

Misoel- 
laneous. 

•       % 

running 

IntoStations 

or  Sidings 

at  too  high 

a  speed. 

(6.) 

From 

other 

Oauses. 

* 

EKGLAND  AND  WALES. 

Breoon  and  Merthyr 

... 

••* 

... 

••• 

•  •• 

•  •• 

••• 

... 

••• 

••• 

m»9 

••• 

Gambrian     

.*• 

... 

... 

... 

«•• 

•  •• 

... 

2 

••. 

1 

•  m» 

•  •• 

Gentaral  London      

.»• 

... 

... 

... 

•  ■• 

•  •• 

... 

... 

... 

.•» 

... 

•  «• 

Gheahire  Lines       

*•• 

... 

... 

•*• 

■  •• 

•  •• 

... 

... 

■•• 

•.• 

■  •« 

••• 

Oity  and  Sonth  London    ... 

a*. 

••• 

... 

••• 

•  •• 

•  •• 

... 

k.. 

•«• 

•  aa 

1 

m. 

FoBtiniog     ...        ... 

.•• 

... 

... 

... 

•  •• 

•  •■ 

... 

1 

1 

..a 

... 

aaa 

Fnmefls       ...        ... 

•  •• 

••• 

... 

... 

•  •» 

•  •• 

... 

... 

•  •a 

1 

... 

••• 

Great  Gentral        

•  •. 

*•. 

... 

•*• 

•  •ft 

•  •• 

2 

... 

... 

3 

... 

k»k 

Great  Eastern        

1 

1 

■.. 

... 

1 

•  •• 

••• 

... 

•  *• 

22 

aaa 

m  — 

Great  Northern     

2 

••> 

2 

... 

•  •• 

•  •• 

1 

6 

•  .a 

8 

m»» 

... 

Great  Northern  and  Lon- 
don and  North  Weetem 
Jointi 

•  •• 

... 

... 

••• 

•  •• 

•  «• 

... 

•  •• 

... 

a.. 

»m» 

... 

Great  Western       

«•• 

4 

••• 

2 

2 

1 

1 

3 

•  •■ 

20 

1 

..a 

Hnll,  Bamsley,  and  West 
Biding  Junction. 

•  •• 

... 

... 

••• 

•  •• 

•  •• 

... 

... 

••■ 

m»» 

»a» 

••a 

Lancashire  and  Torkshire 

2 

... 

1 

1 

2 

2 

mW 

... 

1 

4 

•  •m 

•aa 

Lancashire  and  Yorkshire 

••• 

... 

•  •  • 

... 

•  •■ 

.*• 

•  •* 

... 

... 

1 

»•• 

»»• 

and  London  and  North- 

Lancashire,  Derby8hize>  and 
East  Goast. 

••• 

... 

■  *  ■ 

••• 

•  •• 

•«• 

... 

1 

..■ 

aaa 

.aa 

•  »• 

London  and  North- Weetem 

1 

4 

5 

2 

■ 
•  •• 

1 

... 

... 

s 

1 

1 

»•• 

London  and  North- Western 
and  Great  Western  Joint. 

••* 

•  •• 

1 

•  •• 

* 
«•• 

.•• 

•  ■• 

1 

•  a* 

•  •• 

1 

•  m» 

London  and  North- Western 
ftnd  Midland  Joint. 

... 

•  •• 

•  •• 

1 

•  •■ 

... 

... 

•  •  ■ 

... 

•  •9 

... 

... 

London  and  South -Weetem 

1 

•  •■ 

•  •• 

... 

1 

1 

*•. 

1 

..a 

7 

aaa 

aaa 

London,      Brighton,     and 
South  Goast. 

2 

1 

•  •• 

1 

1 

... 

2 

1 

a.. 

7 

1 

a*. 

Tiondon,  Tilbury,  and  South- 
end. 

•  •• 

... 

•  •• 

... 

•  «• 

... 

... 

•  •• 

... 

a.. 

... 

aaa 

Maryport  and  Garliele 

•  «■ 

... 

•  •* 

... 

•  •• 

•  •■ 

... 

•  •  • 

•  a* 

aa. 

aa. 

m»9 

Mersey         ...        ••• 

•  ■  • 

... 

•  •• 

... 

•  •• 

*•. 

••• 

•  «• 

»a» 

••• 

aaa 

aaa 

Mersey  and  Wirral  Joint... 

1 

... 

•  •• 

... 

•  •• 

•.• 

... 

•  •■ 

»•• 

••• 

aaa 

... 

Metropolitan         

«•• 

.«• 

•  ■• 

... 

•  •  • 

... 

... 

•  •• 

.  a. 

•  •* 

aa. 

... 

Metropolitan    and    Metro- 
politan District  Joint. 

•  •  • 

... 

•  • 

... 

•  •• 

. .. 

... 

1 

... 

•  •• 

a.. 

... 

Note.— In  this  T^ble  aocidenta  under  A  are  entered  against  the  Company  on  whose  line  they  oocur,  but  thoee 


39^ 


Srbdk,  Am) 


WaT. 


TABLE  No.  12. 


the  Board  of  Tradb  as  haying  ooctured  on  the  Beveral  Railways  in  the  United  EtNGDOM,  during  the 
30th  September  1902. 


B. 


u. 


The 
bufBtinff 

of 

BoUsm 

orTabeg, 

Ac.,  of 
Bnginea. 


18. 


The 
failure  of 
Haohln- 

ery, 

Spring 

dbo.,of 

Xnginee. 


14. 


The 

Failure  of 

Tyxee. 


16. 


The 

Failtireof 

Wheels. 


16. 


The 

FaUnreof 

Azle«. 


17. 


The 
Failure  of 

Brake 
Appexatna 


IS. 


The 
Failure  of 
OonpUnga 


IB. 


The 

Failure  of 

Bopee 

nBedin 

worUnff 

InoUnee. 


20. 


The 
Failure  of 
Tnnaelfl, 
Bridges, 
Viaduote, 
Oulverts, 
dbc. 


31. 


Broken 
lEUfls. 


22. 


The 
Flooding 

of 
Portions 
of  the 
Perma- 
nent Way, 

InTolTinJir 
Danger. 


2S. 


SUpsin 
Onttings 

or 
Bmbank- 
ments  of 

snoha 
Nature  ai 
to  involve 

Danger. 


34. 


Fires  at 
Stations 

or 

involving 

Injnryto 

Bridges 

or 
Yiodnots. 


2S. 


Misoel- 
laneoQS. 


!      ••• 


••• 


••. 


X 


I 


I  •••    I 


I  ■•• 


1 


8 


I 


9$ 


I 
1 


8 
8 
8 


16 


•••  I 


i 


i 


>••  I 


a 

* 

: 
« 

2 


..•' 


••. 


••* 


8 


I  ••• 


1 

1 


••• 


♦•• 


»•• 


f 


I 

i 
I 

L. 


I... 


8 


I... 


8 

6 

7 

10 

1 

20 
1 

10 


8 
8 


f  ••• 


10 
1 

1 


I     ... 


8 


I     t 


••• 


I   ••• 


.•• 


••* 


{     ... 


8 


•  ••* 


I    ••• 


'  ■  ••• 


I    .  ••• 


under  B  axe  entered  against  the  Gompiiay  to  which  the .  raUing-stook  orpermanent-way  belongs. 


1 
1 


1 


»». 


p»* 


••« 


'kM 


•  •• 


•f- 


t . 


r    , 


••. 
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AOOIDflNTB  TO  TBAJOTS,  BOIiUVG 


TABLS  No.  l^-'-cafUinued. 


NUMBBB  of  AOOIDBNTB  of  EAOH  OI1A.8S,  to  TBAHTS,  ROLLING  STOOK,  PBRMAmBlTT  WAY,  &0.,  reported  tO 

Nine  Monthji  ending 


Take  or  compakt. 


Oollisloiu 
bsiwora 


Traimor 
Fftrtiof 


Tnina. 


Tniaa 

'ftOd 

Ooodsor 

Mineral 

T^mliMor 


B 


Lifdit 
Ingiiiet. 


Collisions 

between 

Gk)odH 

FlartBof 

Qoodi 

Trains 

and  light 

Bnglnee. 


OolUiiona 
between 

Traim 

and 

Vehiclee 

standing 

fonlof 
the  Line. 


Oollialons  between 

Trains  and  Bolter 

Stops  or  Vdhioles 

standing  against 

Bnffer  Stops. 


FromTrains 
mnning 

intoStatlons 
or  Sidings 

at  too  him 
aspeeC 


Frooi 
other 


Trains 

oon^ngln 

Oontaot 

with  Pro- 

ieotlons 

fipon 

other 

Trains 

on 

FamUel 

Lines. 


7. 


Trains  or 
Faartaof 


senger 


leaving 
the  Bub. 


a 

Goods 
Trains  or 
Parts  of 

Goods 
lYains, 

Light 
Bnglnes, 

leaving 
the  BaOs. 


8. 


Trains 
ronninff 
throngn 
Gates  at 

Level 
Orossings 

or  into 

other 
lobstaoleB. 


H 


Flies 
in 


IL 


lam 


ENGLAND  AND  WALES 
Metropolitan  Dietriot 


Midland 


•f»        •»• 


Midland        and        Great 
Northern  Joint, 

Midland  and  Great  Western 

Joint. 

Midland  and  South- Western 
Jnnotion. 


North-Bastem 


•••       •«» 


North-Eastem  and  London 
and  North- Western  Joint, 

North  Staffordshire 


North      Wales      Narrow 
(Huge. 

Bhondda  and  Swansea  Bay 


Bhjmney    .•• 


•••       ••• 


ShefBeld      and      Midland 
Joint 

filpia^rset  and  Dorset  Joint 


Sonth-Eaetem    and   Ohat- 
ham. 

Sonth  Wales  Mineral 


Taff  Vale     . 


t0  •••  •    ••• 


Wftterloo  and  City 

Wigan  Jnnotion    .••        ••• 

Wrexham,      Mold,       and 
Oonnah's  Quay. 


Prirate  Owners 


...        ••. 


Total,  Bnolahd) 
AKD  Waub.        f 


16 


••♦ 


2 


••• 


••• 


2 


••• 


••» 


••• 


»•• 


8 


1 


1 


2 


••• 


18 


17 


9 


jthwr 


11 


8 


84 


6 


8 


2 

8 


... 


91 


1 


NoTB.— In  this  Tbble  aooldeiits  maAmt  A  are  antered  again>^  the  Company  on  whose  line  they  ooonr,  bat  ttoss 
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Stook,  and  Pbbmakrnt  Way. 


TABLE  No.  12-Hxmtinued. 


the  Board  of  Tradb  as  haying  occurred  on  the  seyeral  Railways  in  the  Unitbd  Kingdom,  daring  the 
30th  September  1902. 


12. 


The 

bursting 
of 

Boilers 
orTnbes, 

<ftc.of 
Eofrines. 


B. 


13. 


The 

failure  of 

Afaohtii- 

erv 

Springs, 

ffa,of 

Bnglnes. 


14. 


The 

Failure  of 

Tyres. 


1& 


The 

Failnreof 
Wheels. 


le. 


The 

FaUnreof 

Axles. 


17. 


The 
Failure  of 

Brake 
Apparatus. 


18. 


The 
Failure  of 
Ckiuplings. 


19. 


The 

Failure  of 

Bopes 

used  in 

working 

Inolines. 


*iO. 


The 
Failure  of 
Tunnels, 
Bridges, 
Viaducts, 
Culverts, 

Ac. 


21. 


Broken 
Bails. 


22. 


The 
Flooding 

of 
Portions 
of  the 
Perma- 
nent Way, 
involving 
Danger. 


23. 


Slips  in 
Cuttings 

or 

Emhank- 

ments  of 

such  a 

Nature  as 

to  involve 

Danger. 


24. 


Fires  at 
Stations 

or 

involving 

Injury  to 

Bridges 

or 
Viaducts. 


Misoel- 
laneons. 


••• 


6 


101 


168 


••• 


... 


15 


1 
11 


95 


••• 


8 


... 


2 

8 


47 
1 


20 


••• 


180 


6 


••• 


under  B  are  entered  airftiiist  the  Company  to  which  the  rolling^todk  or  pennMient-waj  belonge. 
13073 
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Accidents  to  TRxicNs,  Rolldjg 


TABLE  ^o,  12'-cmtinued. 


Number  of  AcciDBNTS  of  Each  Class,  to  Tbainb,  Rolling  Stock,  Permanent  Way,  Ac,  reported  to 

Nine  Months  ending 


Naxe  of  CoaiPANT. 


1. 


Collisions 
between 

Passenger 

Trains  or 
Farts  of 

Passenger 
Trains. 


2. 

Collisions 

between 

Passenger 

Trains 

and 

Goods  or 

Mineral 

Trains  or 

Light 
Enjnnes. 


3. 


Collisions 

between 

Goodn 

Trains  or 

Parts  of 

Goods 

Trains 

and  Light 

Engines. 


4. 


Collisions 
between 

Trains 

and 
Vehicles 
standing 

foul  of 
the  Line. 


6. 

Collisions  between 

Trains  and  BulTer 

Stops  and  Vehicles 

standing  against 

Buffer  Stops. 


From  Trains 
running 

into  Stations 
or  Sidings 

at  too  high 
a  speed. 


ib.) 


From 

other 

Causes. 


6. 

Trains 
coming  in 
Contact 
with  Pro- 
jections 
from 
other 
Trains 

on 

Parallel 

Lines. 


7. 


Pas- 
senger 
Trains  or 
Parts  of 
Pa»- 
senger 
Trains 
leaving 
the  Rails. 


8. 

i 

Goods  : 
Trains  or 
Parts  of 

Goods 

Trains. 

Light 
Engines, 

AC, 

leaving 
the  Bails. 


Trains 
runnins 
througn 
G&tesat 

Level 

CrosslngB 

or  into 

other 

obstacles. 


10. 


Fires 

in 
Tmini. 


U. 


Miscel- 
laneous. 


SCOTLAND. 
Caledonian  ... 
Dundee  and  Arbroath  Joint 


Glasgrow       and 
Western.  : 


South 


Glasgow  District  Subway 
Highland     ... 

North  British         

Private  Owners      

Total,  Scotland    ... 


IREL  A  ND. 

Belfast  and  County  Down 


Belfast      and 
Counties. 


Northern 


Cavan  and  Lei  trim 

Cork,   Bandon   and    South 
Coast. 

Dublin,  Wioklow  and  Wex- 
ford. 


Great  Northern 

Great       Southern 
Western. 


and 


Midland  Great  Western    ... 

Timoleague  and  Courtmac- 
sherry. 

inTesv  L^iare  •••        ...        ••• 


Total,  Ibelakd 


Total,  United  Kinodom 


6 


22 


8 


1 

1 

•  •• 

•  •• 

] 

•  •  • 

•  ■  • 

1 

■  •  « 

■  •  • 

2 

•  •  • 

2 

4 

2 


,i. 


26 


19 


18 


13 


11 


2 


14 

1 
1 


1 
13 


SO 


46 


9 


129 


6 


•  •  • 

1 

«  •• 

•  •» 

•  •• 

•  ■  • 

I 

-•• 

•  •• 

•  •• 

•  *• 

1 

•  ■  • 

2 

•  •« 

•  •• 

•  •  • 

3 

■  •• 

•  •  • 

•  •  • 

- 

1 

*  •• 

■  •  • 

1 

1 

«  •  ■ 

•  •  • 

•  •• 

•  •• 

A«  • 

•  •• 

•  •• 

•  •• 

•  •• 

•  •• 

1 

•  •• 

•  %  • 

•  •  • 

2 

1 

•  •• 

•  •  • 

6 

8 

•  •  • 

18 


Note. — In  this  Table  accidents  under  A  are  entered  against  the  Company  on  whose  line  they  occur,  but  those 
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Stock,  and  Pebmakbnt  Way. 


TABLE  No.  12— continued. 


the  Board  of  Tbadb  as  having  occarred  on  the  several  RAILWAYS  in  the  Unitbd  KINGDOM,  daring  the 
30th  September  1902. 


B. 


12. 


Hie 
banting 

of 

Boilers 

or  Tabes, 

Ao^of 
Bngliiee. 


1& 


The 
fttUweof 
Maohin- 

Spiinga, 

Ao-ot 

Bsfflnes. 


14. 


Tho 

FaUoreof 

Tyres 


IS. 


The 

Failure  ox 

Wheels. 


16. 


17. 


The 

Pailare  of 

Axles. 


1& 


The 
Failare  of 

Brake 
Apparatus. 


The 
Failare  ef 
Oouplings. 


19. 


Tho 

Failare  of 

Hopes 

asedin 

working 

Indines. 


2^. 


The 

Failure  of 

Tann^, 

Bridges. 

Viaducts, 

Calverts, 


31. 


Broken 
Ralls. 


22. 


The 
Flooding 

of 
Portions 
of  the 
Perma- 
nent Way, 
involving 
Danger. 


3S. 


SUpsin 
Outtings 

or 
Bmbank- 
mentsof 

such  a 
Nature  as 
to  involve 

Danger. 


34. 


Fires  at 
Stations 

or 

involving 

Injury  to 

Bridges 

or 
Viaducts. 


Misoel- 
laneous. 


4 

... 

7 

*•• 

.  .• 

... 

.•• 

... 

..• 

.•• 

... 

... 

1 

•*. 

... 

1 

*•• 

14 

••• 

*.  • 

7 

6 

... 

28 

176 


S 


134 


•  •  I 


20 


2 


23 


6 

11 

8 


31 


10 


284 


6 


••• 


under  B  are  entered  against  the  Company  to  which  the  rolling-stook  or  permanent-way  belongs. 
18073 
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APPENDIX   A. 


REPORTS  TO  THE  BOARD  OF  TRADE  BY  INSPECTING  OFFICERS  OF 
THE  RAILWAY  DEPARTMENT  UPON  CERTAIN  ACCIDENTS  WHICH 
HAVE  BEEN  INQUIRED  INTO. 


Belfast  aud  Nosthbbn  Go  unties  : 

Major  Prmgle's  report  on  tha  ooUisum  whioh 
ooourred  on  the  25th  September  between  two 
portioDB  of  a  special  troop  train,  between 
Trooper's  Lane  and  Oarriokfergns  Stations. 


Calbdoniah  : 

Major  Pringle^s  report  on  the  accident  which 
occorred  on  the  loth  Jnly  to  a  passenger 
train,  a  portion  of  which  left  the  road  at 
Bannookbnm. 


aLABGOW  AND  SOUTH  WaBTSRN  : 

Lientenant-Oolonel  Yorke*s  report  on  the 
collision  whioh  occurred  on  the  23rd  Jnly 
between  a  passenger  train  and  a  goods  tndn  at 
Gorbals  Jnnctioni 


Obkat  Wsstbbn  : 

Lientenant-Golonel  von  Donop*s  report  on  the 
collision  which  occurred  on  the  1^  September 
between  a  passenger  train  and  a  light  engine 
near  WestboumePark  Station. 

Lieutenant-Colonel  von  I>onop*8  report  on  the 
accident  whidi  occurred  on  tiie  26m  September 
to  a  passenger  train,  tiirough  the  breakage  of 
an  axle  of  the  engine  near  Templeton  Station. 


Gkeat  Western  and  Midland  Joint  : 

Lieutenant-Colonel  von  Donop's  report  on  the 
two  collisions  which  occurred  on  the 
12th  September  between  trains  at  Bristol. 


London  and  North  Wesiebn  : 

Lieutenant-Colonel  von  Donop*s  report  on  the 
collision  which  occurred  on  the  12th  April 
between  two  passenger  trains  near  Sutton 
Ooldfield  Station. 

Lieutenant-Colonel  von  Donop*s  report  on  the 
collision  which  occurred  on  the  7th  August 
between  a  passenger  train  and  some  empty 
coaches  at  Crewe  Station. 
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London,  Brighton,  and  South  Coast  : 

Lieutenant-Colonel  von  Donop's  report  on  the 
collision  which  occurred  on  the  9th  July 
between  apassenger  train  and  the  buffer  stops 
at  Kemp  Town  Station. 

Lieutenant-Colonel  von  Donop*s  report  on  the 
accident  whioh  occurred  on  the  9th  July  to  a 
passenger  train,  which  left  the  rails  near  West 
CSroydon  Station. 


North  British: 

Major  Pringle's  report  on  the  collision  whioh 
ooourred  on  the  20th  August  between  a 
passenger  train  and  a  train  of  roundabouts  at 
Hilton  Junction. 

Major  Pringle's  report  on  the  collision  which 
occurred  on  the  80th  August  between  two 
passenger  trains  at  Charing  Cross  Station, 
(ahlasgow. 


North  Eastern: 

Lieutenant-Colonel  von  Donop's  report  on  the 
collision  which  occurred  on  the  27th  August 
betweeen  a  passenger  train  and  a  train  of 
empty  cattle  waggons  near  Forth  Junction, 
Newcastle. 

Lieutenant-Colonel  von  Donop's  report  on  the 
collision  which  ooourred  on  the  5th  September 
becween  two  passenger  Ibrains  at  BDarrogate 
Station. 


South  Eastern  and  Chatham  : 

Major  Pringle's  report  on  the  accident  which 
ooourred  on  the  17th  August  to  a  passenger 
train,  a  portion  of  which  left  the  rails  at 
Elephant  and  Castle  Station. 


South  Wales  Misteral  : 

Major  Draitt'g  report  on  the  ooUision  whioh 
occurred  on  the  16th  August  between  two 
mineral  trains  in  Gyluohy  Tunnel. 


For  other 


Reports  of  Inquiries  into  Accidents  which  have  occurred  during  the 
nine  months,  see  [Cd.  1232  and  Cd.  1308]. 
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BELFAST  AND  NORTHEftN  COUNTIES  RAILWAY. 

Boai'd  of  Trade  (Railway  Department), 
8,*  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sib,  November  25th,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  1st  October,  the  result  of  my  inquiry  into  the  cause  of  the 
collision,  which  occurred  on  the  25th  September,  about  5.40  a.m.,  between  Trooper's  Lane 
and  Carrickfergus  Stations  on  the  Bel&st  and  Northern  Counties  Railway. 

In  this  case  a  special  troop  train,  from  Ballincollig,  co.  Cork,  to  Larne  Harbour, 
became  divided,  and  the  rear  portion  collided  with  the  front  portion  of  the  train. 

The  special  train  was  horsed  by  a  four-wheels-coupled,  leading  bogie,  tender  engine, 
running  engine  first,  and  consisted  of  the  following  vehicles  in  the  order  named  :^ 

1  4-wheeled  goods  brake  van. 

24  4-wheeled  cattle  trucks  (covered). 

I  6-wheeled  first-class  carriage.  • 

1  6-wheeled  third-class  carriage. 

1  6-wheeled  third-class  brake. 

.  The  waggon  and  carriage  stock  were  the  property  of  the  Great  Southern  and 
Western  Railway  Company. 

The  engine,  the  property  of  the  Belfast  and  Northern  Counties  Railway,  was  fitted 
with  the  steam  brake  actuating  blocks  on  the  four  coupled,  and  six  tender  wheels.  The 
vacuum  continuous  brake,  for  which  the  engine  was  also  equipped,  was  not  in  operation 
through  the  train.  Two  of  the  cattle  trucks  were  loaded  with  saddlery  and  hay  and  oats, 
and  the  remainder  with  cavalry  horses. 

Three  horses  were  killed  or  had  to  be  destroyed,  but  fortunately  none  of  the  troopers, 
who  all  occupied  the  last  three  vehicles,  or  of  the  Company's  employes  were  injured. 

The  number  of  horses  destroyed  was  surprisingly  small,  taiang  into  consideration 
the  effects  of  the  collision  on  the  cattle  waggons.  The  first  four  vehicles  were  practically 
wrecked,  three  others  were  overturned  into  an  adjoining  field,  and  twelve  more  were 
derailed  and  damaged.  The  last  nine  vehicles  kept  the  rails  and  received  little  or  no 
injury. 

The  permanent  way  for  a  distance  of  about  100  yards  was  wrecked,  or  slewed  out 
of  position.. 

A  list  of  damage  to  rolling  stock,  and  a  list  showing  the  position  the  various  vehicles 
occupied  in  the  train,  are  given  in  the  Appendix. 

Description. 

The  train  had  been  taken  over  from  the  Great  Northern  Railway  by  the  Belfast  and 
Northern  Counties  Railway  at  Antrim  Junction,  and  was  travelling  over  'the  latter 
Company's  line  to  Lame  Harbour,  when  the  accident  occurred. 

.After  passing  Ballyclare  Junction  the  train  ran  through  Mossley,  Greenisland,  and 
Trooper's  Lane  stations,  and  the  collision  took  place  between  the  latter  station  an(J 
Carrickfergus. 

There  is  a  double  line  of  way  between  these  points,  and  the  railway  runs  in  an 
easterly  direction  as  far  as  Greenisland,  and  thence  in  a  north-easterly  direction  towards 
Lame. 

Between  Mossley  Station  and  the  scene  of  th^  accident  is  a  distance  of  about  five  milesi^ 
Mossley  Station  is  situated  on  a  summit  about  194  feet  above  the  site  of  the  collision; 
Witii  the  exception  of  level  stretches  at  Gr^nisland  and  Troopei^'s  Lane  stations,  the 
gradients  on  this  section  all  fall  in  the  diroction  in  which  the  train  was  travelling.     The* 
approximate  lengths  of  gradient  are  as  follows,,  comm-encing  at  Mossley  Station  : — 

Yards.  ' 

2,000  gradients  of  1  in  108  and  1  in  85. 
3,000^      „'       „  1  in  153  to  1  in  375. 

300  of  level. Hit  Oreeiiislaad  Station. 
Iv900  of  gradient  of  1  in  ISO*' 

400  of  level  at 'Trooper's  Lane  Station. . 
1,000  of  gradient  of  1  in  98  to  sit€  of  accident,, 

The  curvature  of  the  -line  is  easy^  South- west' of  Troopei^'s  Lane  there  is  a  long; 
curve -to  the  leffcj  where  thcl  line  is  carried  on  embankment.  North-east  of  the, same! 
station  thefe  is  a  tong  curve  (radius  60  chains)  to  the  right",  on  which  the  accident  took 
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place.     This  last  curve  is  mainly  in  cuttingi  and  the  view  behind  an  engine  is  therefore 
considerably  circumscribed. 

Evidence. 


William  Oetty^  assistant  traffic  inspector,  states  : 
The  train  in  question  was  a  horse  special,  and 
started  from  BallincoUig,  Cork  (Great  Southern  and 
Western  Railway).  It  would  have  been  taken  over 
by  the  Great  Northern  Railway  at  Dublin,  and  was 
taken  over  by  the  Belfast  and  Northern  Counties 
Railway  at  Antrim  Junction.  All  the  waggon  and 
carriage  stock  was  the  property  of  the  Great  South- 
ern and  Western  Railway  Company.  The  Belfast 
and  Northern  Counties  Railway  Company  sup- 
plied the  engine  from  Antrim  Junction.  The 
train  was  running  to  Larne  Harbour.  It  left 
Antrim  Junction  at  4.56  a.m.,  and  was  booked 
to  pass  Greenisland  at  4.50  a.m.,  and  to 
arrive  at  Larne  Harbour  at  5.35  a.m.  The  train 
contained  Government  horses  and  troopers  in 
charge  of  horses,  and  was  classed  in  accordance 
with  custom  as  a  cattle  train.  There  were  about 
140  horses  in  the  trair,  and  about  50  to  60  troopers. 
I  travelled  on  the  engine  from  Antrim  with  the 
main  object  of  attending  to  the  shunting  at  Lame 
Harbour,  and  to  the  transhipment  of  the  horaes  to 
the  steamer.  .1  also  had  a  general  supervision  of 
the  train  journey.  By  my  watch  we  passed  Green- 
island  at  5  31  a.m.  The  driver  shut  off  steam  at 
Ballyclare  Junction  at  the  summit  of  Mossley 
Bank,  from  which  point  there  is  a  falling  gradient 
into  Greenisland,  averaging  about  1  in  100.  At 
the  same  point  the  fireman  applied  the  hand 
brake  on  the  tender,  with  the  result  that  the 
speed  was  gradually  reduced  till  at  the  south  end 
of  Greenisland  Station  it  would  be  about  10  or 
12  miles  an  hour.  Through  the  station  the  lines 
are  level,  and  the  hand  brake  was  released.  A 
short  distance  beyond  the  north  signal  cabin  the 
driver  applied  steam,  just  about  where  the  falling 
gradient  commences.  At  the  time  of  the  collision 
we  were  travelling  without  steam.  Before  shut- 
ting off  steam  the  speed  of  the  train  might  have 
been  from  20  to  25  miles  an  hour.  At  the  time  of 
the  collision  the  speed  was  about  15  miles  an  hour. 
I  did  not  look  round  until  near  the  Harbour 
Junction  down  distant  signal  between  the  Gate- 
house crossing  (Robinson's)  and  the  occupation 
crossing  (Smi ley's).  I  then  saw  one  of  the  horse 
waggons  off  the  road.  I  told  the  driver.  He 
sounded  the  alarm  whistle  for  the  guard  to  put  on 
his  hand  brake.  The  driver  was  slowing  up  for 
Carrick,  and  the  next  thing  I  was  aware  of  was  a 
crashing  sound,  imd  the  engine*  jumped  forTv^ard 
about  40  yards.  He  then  brought  the  engine  to  a 
stand  with  the  steam  brake.  There  was  then  a 
gap  of  about  40  yards  between  the  tender  and  the 
remains  of  No.  94  brake  van.  I  got  down  from 
the  engine  and  sent  the  driver  and  engine  for- 
ward to  Carrickfergus,  and  the  guard  to  protect 
the  rear  of  the  train.  I  found  the  roof  and  sides 
and  wheels  of  the  front  brake  van  (No.  94) 
missing.  The  coupling  between  the  tender  and 
frame  was  unhooked  off  the  frame.  I  found  that 
none  of  the  troopers  were  injured  in  any  way. 
There  were  three  horse  waggons  thrown  into  the 
field — the  seventh,  eighth,  and  ninth  behind  the 
engine.  Three  horses  had  to  be  shot.  The 
second  vehicle  was  thrown  on  its  side  on  to  the 
up  line — the  rear  coupling  must  have  uncoupled. 
No  other  parting  of  the  train  actually  occurred, 
but  the  first  19  vehicles  were, badly  buffer-locked. 
If  I  had  looked  behind  earlier  I  should  have  seen 
that  the  train  had  parted.  There  was  drizzling 
rain  at  the  time,  but  not  much  fog.  I  lifted  the 
fractured  coupling,  which  is  now  shown,  out  of 
the  slot  in  the  trailing  end  of  No.  94  brake  frame. 


Hugh  James  Beggs,  signalman,  states:  I  am 
signalman  at  Greenisland  south  cabin.  On  the 
25th  September  my  hours  of  duty  were  from 
5  a.m.  till  3  p.m.  The  train  in  question  was 
offered  to  me  as  a  special  passenger  train  at 
5.23  a.m.  and  accepted.  When  I  got  the  departure 
signal  I  pulled  off  all  the  up  signals,  having  pre- 
viously offered  the  train  and  had  it  accepted  by 
the  north  cabin.  When  the  special  passed  by  my 
box  the  speed  might  have  been  about  15  miles  an 
hoar.  I  saw  two  lamps  on  the  rear  vehicle — they 
were  lighted.  The  train  was  gathered  up  together, 
buffers  touching.  After  going  well  through  the 
station,  I  saw  steam  applied  to  the  engine.  I  saw 
thfi  guard  in  the  rear  van  as  he  passed  my  cabin. 

William  Hagan^  signalman,  states  :  I  am 
signalman  at  Greenisland  north  cabin.  On  the 
25th  September  my  hours  were  ihrom  5  a.m.  to 
3  p.m.  The  special  train  was  offered  me  by 
south  cabin  at  5.25  a.m.  I  accepted  it  at  onoe. 
At  5.31  a.m.  I  received  the  departure  signal.  The 
train  when  I  first  saw  it  would  be  travelling  at  9 
or  10  miles  an  hour  and  had  no  steam  applied. 
When  the  engine  was  between  the  cabin  and  the 
advance  starting  signal  I  saw  steam  applied.  I 
saw  two  tail  lamps  on  the  rear  vehicle — ^they  were 
I  think  lit.  When  the  engine  was  between  the 
cabin  and  the  advance  starting  signal  I  saw  a 
clear  space  of  about  a  waggon^s  length  nearly  in 
the  middle  of  the  train.  The  waggons  were  all 
lying  against  the  engine  passing  my  cabin.  I 
knew  the  train  had  divided,  and  sent  the  train 
examining  signal  to  Carrickfergus.  This  signal 
was  acknowledged.  I  offered  the  special  and  it 
was  accepted  at  5.25  a.m.  by  Carrickfergus.  I 
believe  the  engine  was  in  rear  of  the  advance 
starting  signal  when  I  baw  that  the  train  had 
parted.  It  did  not  then  occur  to  me  to  put  the 
advance  starting  signal  to  danger.  1  also  tele- 
phoned to  the  station-master  at  Greenisland,  to 
telegraph  to  Carrickfergus  that  the  special  had 
become  divided.  Trooper's  Lane,  the  next  station 
north,  is  not  a  block  station.  If  the  break  in  the 
train  had  been  close  to  the  engine  I  do  not  think 
I  should  have  noticed  it,  as  the  engine  was  so 
much  further  away. 

William  Erskine^  porter,  states  :  I  am  em- 
ployed at  Trooper's  Lane.  On  the  25th  September 
my  hours  of  duty  were  from  11.30  a.m.  till  llilO 
pjDa.  I  was  standing  near  the  office  on  the  up 
platform  when  the  special  passed  through  the 
station.  When  I  first  noticed  the  train  the  engine 
and  about  15  waggons  had  just  cleared  the  dovm 
platform.  I  turned  south  and  saw  a  portion  of 
the  train  had  broken  away  and  was  following  at 
a  distance  of  about  a  quarter  of  a  mile.  The 
engine  was  running  without  steam  when  I  saw 
her.  There  were  about  10  waggons  in  the  rear 
part,  and  when  they  passed  through  the  station 
they  were  running  at  a  higher  speed  than  the 
front  portion.  I  looked  out  for  the  guard  in  the 
rear  portion,  but  did  not  see  him.  I  did  not  call 
out  to  him  as  I  thought  with  the  noise  made  by 
the  train  it  would  not  have  been  of  any  use* 
There  was  no  other  of  the  Company's  employes 
at  the  station  at  that  time.  There  was  certainly 
more  than  one  vehicle  behind  the  engine  when  I 
noticed  her.  I  did  not  notice  that  ^e  train  was 
divided  until  after  she  had  passed  me.  I  saw 
the  couplings  hanging  and  no  tail  lamp  at  the  end 
of  the  first  portion.    If  I  had  seen  the  guard  of 
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the  train  I  should  have  held  np  my  hands.    As  it 
was  I  did  not  do  so. 

Robert  Mcllnathj  permanent  way  inspector, 
states  :  I  was  on  the  scene  of  the  accident  about 
6.20  a.m.  The  engine  and  tender  had  gone  on  to 
Carrickfergns.  I  had  a  look  at  the  vehicles  as  I 
passed  them  coming  from  the  south  and  went  on 
to  where  the  three  horse  waggons  were  lying  in  the 
field.  I  cannot  say  for  certain  from  examination 
that  none  of  the  couplings  were  uncoupled. 

Samuel    Palmer^  driver,   states :    I    have   39 
years'  service  with  the  Company,  and  have  driven 
about  30  years.    On  the  25th  September  my  hours 
of  duty  were  from  3  a.m.  till  1.40  p.m.    I  was 
driving  No.  3  passenger  engine — a  four-wheels- 
couplc^,  leading  bogie,  tender  engine,  running 
engine  first.    The  engine  was  fitted  with  a  st/eam 
brake  working  blocks  on  the  four  coupled  and 
tender  wheels  and  a  hand  brake  on  the  tender 
wheels.    The  vacuum  continuous  brake  was  not 
in  operation  on  the  train.    The  brakes  were  in 
good  order.    We  left  Antrim  at  about  4.57  a.m., 
about  45  minutes  late.    I   counted  27   vehicles 
altogether   before    backing  on  to  the    train  at 
Antrim.     I  shut  off  steam  after  passing  Ballyclare 
Junction  at  the  top  of  the  bank.    I  ran  down  the 
bsmk  without  steam.    The  fireman  applied  the 
hand-brake  at  Mossley  crossing  about  three  miles 
from    Oreenisland.      The    speed    of    the    train 
slackened  until  when  passing  south  box,  Oreen- 
island, our  speed  was  about  12  miles  an  hour. 
We  were   not    booked  to  stop  at  Oreenisland. 
After  passing  the  north  box  about  100  yards  I 
applied  steam  for  about  150  yards  and  then  shut 
it  off.    I  did  not  think  the  speed  high  enough 
without  steam.    I  looked  behind  before  entering 
the  curve  south  of  Trooper's  Lane,  on  the  straight, 
but  noticed  nothing  wrong.    I  did  not  look  bo- 
hind  again  until  after  the  collision.    1  only  used 
the  shimting  valve  when  I  applied  steam  and  did 
not  perceive  any  sudden  start  forward.    About 
200  or  300  yards  north  of  Trooper's  Lane  I  had 
the  hand-brake  applied  to  collect  the  train  to- 
gether, when  our  speed  was  about  18  miles.    The 
first  time  my  attention  was  drawn  to  anything 
wrong  was  a  knock  forward  of  the  engine.    The 
fireman  told  me  that  a  waggon  was  off  the  road 
and  told  me  to  apply  the  bi-ake.    I  said  "  No," 
and  toll  the  fireman  to  release  the  hand-brake. 
1  looked  round  on  my  side  and  saw  the  van  be- 
hind us,  buffer-locked  on  the  lender.    We  ran 
about  100  yards  when  1  saw  ths^t  the  effects  of 
the  collision  were  over,  and  then  I  brought  the 
engine  to  a  stand  about  50  or  60  yards  in  &ont  of 
the  train.    I  experienced  very  little  shock  from 
the  collision  and  was   not   thrown    backwards. 


The  shock  was  not  one  which  I  should  have 
thought  it  necessary  to  report  if  the  accident  had 
not  happened. 

Thomas  Thompson^  fireman,  states :  I  have 
13  years'  service.  On  25th  September  my  hours 
of  duty  were  the  same  as  driver  Palmer's.  I  was 
with  him.  Through  Oreenisland  steam  was  not 
applied.  North  of  the  north  signal  cabin  steam 
was  applied  for  a  distance  of  about  120  yards, 
when  our  speed  might  have  been  20  miles  an 
hour.  I  looked  behind  coming  through  Oreen- 
island and  also  after  passing  Trooper's  Lane ;  on 
both  these  occasions  the  rear  of  the  train  was 
coming  all  right.  I  saw  the  porter  on  the  up 
platform  about  the  signal  cabin.  The  first  I  knew 
of  the  accident  was  a  shock  I  felt  before  reaching 
the  Harbour  distant  signal ;  it  was  slight.  I 
looked  back  and  saw  the  brake  van  behind  the 
tender  was  off  the  road.  I  told  the  driver  there 
was  a  waggon  off  the  road  and  told  him  to  apply 
the  brake.    He  said  "  No,  take  off  yours." 

George  Henry ^  goods  guard,  states  :  I  have 
about  22  years'  service  with  the  Company.  On 
the  25th  September  my  hours  of  duty  were  from 
3  a.m.  till  2  p.m.  This  was  a  special  tour  of  duty. 
I  was  in  charge  of  the  4.10  a.m.  special  cattle 
train  from  Antrim  to  Lame  Harbour.  The  Oreat 
Northern  Railway  guard  had  no  remarks  to  make 
when  he  handed  the  train  over.  The  train 
consisted  of : — 

24  cattle  waggons,  all  four-wheeled. 
1  first-class  carriage,  six  wheels. 
1  third-class  carriage,  six  wheels. 
I  third  brake  carriage,  six  wheels. 
1  goods  brake  van,  four  wheels,  in  front 
of  the  train. 
I  was  riding  in  the  rear  of  the  train  in  the  third- 
class  brake  in    the  last    compartment.      I  was 
looking  out  on  the  right  hand  side  of  the  train  as 
we  ran  through  Oreenisland   Station.      I   then 
crossed  to  the  left  hand  side  near  the  north  end 
of  the  station.     I  looked  out  to  see  the  Trooper's; 
Lane  signals  and  they  were  all  right.     I   then 
entered  the  time  of  our  leaving  Oreenisland  in 
my  book.    I  then  sat  down  by  the  brake  and 
applied  it  gently  in  order  to  keep  the  couplings 
taut.    1  looked  out  on  the  right  hand  side  as  we 
passed  Trooper's  Lane  Station.    I   saw  a  porter 
standing  on  the  platform,  but  I  did  not  put  my 
hand  out  of  the  window.     1   did  not  see  him- 
make  any  signal.    After  passing  Trooper's  Lane 
I   noticed  a  slight  shock  as  if  the  driver  was 
slacking  for  signals,  and  looked  on  the  right  hand 
side.      Before    looking    out    of  the    window  I 
tightened  the  hand  brake.    When  I  looked  out  of - 
the  window  I  saw  one  of  the  vans  off  the  rails. 


Conclusion* 

This  accident  was  clearly  caused  by  the  train  becoming  divided.  It  is  difficult  to 
prove  whether  the  division  was  caused  by  the  fracture  of  one  of  the  couplings,  or  by 
unhooking.  Further,  there  is  no  actual  proof  at  what  place  on  its  journey  the  train, 
divided,  or  where  the  actual  division  in  the  train  occurred. 

Mr.  Getty,  in  his  evidence,  states  that  after  the  accident  he  found  the  last  link  of  the* 
trailing  coupling  of  the  first  vehicle  behind  the  engine  (No.  94  brake  van)  broken  at  one 
end.  1  saw  this  link  and  the  fracture  showed  very  defective  welding.  The  link  had 
been  attached  to  the  leading  draw-hook  of  the  second  vehicle  (cattle  truck  No.  1,655). 
The  Company's  officials  came  to  the  conclusion  that  the  original  division  in  the  train  was 
between  the  first  and  second  vehicles,  and  was  caused  by  the  feilure  of  this  link. 

This  conclusion  is  not  supported  by  other  evidence  given  at  my  enquiry  by, 
eye-witnesses. 

Signalman  Hagan,  of  Greenisland  north  cabin,  states  that  whilst  passing  him  "  the 
waggons  were  lying  up  against  the  engine."     He  goes  on  to   say  that  he  saw  steam 
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applied  to  the  engine,  and  then  noticed  a  clear  space  of  about  a  waggon's  length  in  the 
middle  of  the  train.  He  at  once  concluded  that  the  train  had  become  divided,  and  sent 
the  "  train  examining "  signal  to  Carrickfergus.  This  statement  is  corroborated  by 
porter  Erskine,  who  was  standing  on  the  up  platform  at  Trooper's  Lane  Station  as  the 
special  train  passed  through  on  the  down  line.  He  states  that  the  engine  and  about 
15  waggons  had  cleared  the  down  platform,  when  he  saw  a  second  portion  following  at  a 
distance  of  about  a  quarter  ol  a  mile.  The  evidence  of  both  these  men  remained  unshaken 
under  cross-examination. 

Neither  of  the  three  men  on  the  engine  appear  to  have  utilized  the  opportunity 
afforded  them  by  the  curved  embankment  south  of  Trooper's  Lane  to  get  a  good  view  of 
the  rear  of  their  train.  1  am  not  prepared,  therefore,  to  accept  the  statements  of  either 
driver  Palmer,  who  looked  behind  before  reaching  this  curve,  or  of  fireman  Thompson, 
who  looked  behind  after  passing  Trooper's  Lane  Station,  as  of  any  value  as  regards  the 
condition  of  the  train  at  those  moments. 

But  I  think  that  the  fact  that  neither  Mr.  Getty,  the  driver,  or  fireman,  noticed  that 
any  division  of  the  train  had  occurred  until  the  collision  took  place  is  more  easily 
explainable  if  the  break  occurred  further  away  from  the  engine  than  behind  the  first 
vehicle.  I  am  also  of  opinion  that,  if  the  collision  took  place  so  close  to  the  engine  as 
their  theory  indicates,  the  three  men  concerned  would  have  experienced  a  far  more 
violent  shock  than  they  did. 

The  evidence  is  to  the  effect  that  only  one  coupling  link  was  found  broken  after  the 
accident.  I  could  obtain  no  decisive  statement  as  to  where  couplings  were  found 
unhooked.  But  it  is  clear,  from  the  position  of  the  second  vehicle  on  the  up  road,  that  the 
coupling  between  it  and  the  third  vehicle  was  unhooked,  and  photographs  further  show 
that  the  couplings  between  the  fifth  and  sixth,  and  between  the  ninth  and  tenth  vehicles 
must  also  have  been  freed.  It  is  possible,  of  course,  that  any  or  all  of  these  uncouplings 
may  have  resulted  fix)m  the  accident. 

I  hold  the  opinion,  in  vie\v  of  the  above  evidence  and  circumstances,  that  the  train 
divided  whilst  running  down  the  Mossley  incline,  owing  to  an  uncoupling,  possibly 
between  the  ninth  and  tenth  vehicles,  when  the  speed  was  checked  by  the  tender  brakes. 
The  division  would  not  be  apparent  so  long  as  the  speed  continued  to  be  checked,  but 
would  become  visible  immediately  steam  was  applied  to  the  engine  north  of  Greenisland 
Station,  when  the  first  portion  of  the  train,  assisted  by  the  falling  gradient  (1  in  130), 
would  rapidly  draw  away  from  the  rear  portion,  which  would  accelerate  speed  more 
slowly.  When  on  passing  Trooper's  Lane  the  speed  of  the  front  portion  was  checked  by 
brakes,  the  rear  portion  would  gather  a  fi*esh  impetus  on  the  fsiUing  gradient  of  1  in  9i$, 
and,  overtaking  the  first  part,  cause  the  collision. 

•  The  link  in  the  coupling  between  the  first  and  second  vehicles  was,  in  my  opinion, 
broken  as  a  result  of  the  accident  when  the  second  vehicle  was  derailed  and  thrown  on  to 
the  up  road. 

I  do  not  consider  that  any  of  the  Company's  employes  are  responsible  for  the 
dividing  of  the  train.  It  is  not  clear  however  that  the  engine  driver,  fireman  and  guard 
utilized  the  opportunities  afforded  by  the  curvature  of  the  line  to  assure  themselves  that 
the  whole  of  the  train  was  following  in  a  safe  and  proper  manner. 

It  is,  I  believe,  contrary  to  general  usage  for  Gedffe's  links  to  be  welded  at  the  end, 
as  was  the  case  with  the  one  broken  in  this  accident.  The  weld  is  usually  in  the  side  of 
the  link,  so  that  any  failure  in  the  welding  still  leaves  some  strength  in  the  link  from  the 
double  hook  formed.     The  diameter  (1§  inches)  of  the  link  is  that  commonly  in  vogue. 

Tracings  of  the  drawhooks  and  couplings  attached  to  cattle  trucks  Nos.  7,549 
and  4,254  were  supplied  me  by  the  Company.  I  noticed  that  the  vertical  dimensions 
between  the  tips  of  the  hooks  and  the  centres  of  the  circular  portions  of  the  hooks  in 
which  the  links  lie  are  3f  inches  and  4  inches  respectively.  The  latter  dimension  is  in 
accordance  with  the  standard  plans  for  eight  or  ten  tons  private  owners'  waggons. 

It  appears  that  this  special  troop  train,  conveying  about  140  Government  horses  and 
»ome  50  or  60  cavalrymen,  was  dealt  with  bv  the  three  Kailway  Companies  concerned  as 
a  cattle  or  goods  train.  In  the  order  made  \>j  the  Board  of  Trade  under  the  Regulation 
of  Railways  Act,  1889,  the  exemption  in  Part  III.  B  of  the  second  schedule  does  not,  in 
my  opinion,  cover  the  case  of  the  train  in  question. 

I  have,  &c., 

J.  W.  Pbingl£, 
The  Assistant  Secretary,  MajoTj  RJl. 

Railway  Department,  Board  of  Trade, 
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Formation  of  Train  Commencing  at  Engine. 

1.  Goods    brake   van,    No.    94.  —  Completely 
wrecked. 

2.  Cattle  truck,  No.  1,655. — Found  on  up  line 
50  yards  in  rear  of  (1.) 

3.  Cattle  truck,  !No.  712. — ^Lost  one    pair   of 
wheels. 

4.  Cattle    truck,  No.    78. — Lost   one    pair   of 

5.  Cattle  truck.  No.  4,237.— OflE  rails. 

6.  Cattle  truck.  No.  7,549.— Off  rails. 

7.  Cattle  truck,  No.    4,107. — Overturned  into 
field  to  outside  of  curve. 

8.  Cattle  truck.  No.  1,343. — Overturned   into 
field  to  outside  of  curve. 

9.  Cattle  truck.  No.  4,101. — Overturned   into 
field  to  outside  of  curve. 

10.  Cattle  truck.  No.  4,373.— Derailed. 

11.  Cattle  truck.  No.  4,188.— Derailed. 

12.  Cattle  truck.  No.  7,173.— Derailed. 

13.  Cattle  truck.  No.  4;^56.— Derailed. 

14.  Cattle  truck.  No.  4,254.— Derailed. 

15.  Cattle  truck.  No.  4,247.— Derailed. 

16.  Cattle  truck.  No.  7,533.— Derailed. 

17.  Cattle  truck.  No.  128.— Derailed. 

18.  Cattle  truck,  No.  7,001.— Derailed. 

19.  Cattle  truck.  No.  4,102.— Derailed. 

20.  Cattle  truck.  No.  7,437.— Kept  the  rails. 

21.  Cattle  truck.  No.  7,535.— Kept  the  rails. 

22.  Cattle  truck,  No.  4,331.— Kept  the  rails. 

23.  Cattle  truck.  No.  1,099.— Kept  the  rails. 

24.  Cattle  truck.  No.  4,298.— Kept  the  rails. 

25.  Cattle  truck.  No.  4,323.— K«)pt  the  rails. 

26.  Passenger  carriage.  No.  330. — Kept  the 
rails. 

27.  Passenger  carriage,  No.  565. — ^Kept  the 
rails. 

28.  Passenger  carriage.  No.  554. — Kept  the 
rails. 

Damage  to  Waggon  Stock. 

No.  94  brake  van,  Qreat  Southern  and  Western 
Railway. — ^Underframe  only  remaining,  body 
destroyed. 

No.  1,655  cattle  van,  Great  Southern  and  Western 
Railway. — 2  broken  side  soles  ;  2  broken  head- 
stocks  ;  2  broken  axleboxes ;  3  broken  comer 
pillars ;  1  comer  pillar  missing ;  1  door  pillar 
missing  ;  3  broken  door  pillars ;  2  broken  doors ; 
1  door  missing ;  1  wall  plate  missing ;  2  broken 
wall  plates  ;  1  broken  ridge  pole  ;  1  half  of  iron 
roof    missing ;    2  broken  starts  and   2  missing ; 

1  broken  end  s^eep  ;  2  broken  starts  and  2  miss- 
ing ;  1  broken  door  cill ;  2  broken  ends  of  sheeting 
away  ;  3  quarters  of  sheeting  away ;  1  drawbar 
and  buffer  plungers  bent ;  haJf  of  floor  away. 

No.  712  close  roofed  van.  Great  Southern  and 
Western  Railway. — So  badly  damaged  that  it  is 
almost  impossible  to  give  correct  details. 

No.  78  cattle  van,  Waterf  ord.  Limerick  and  West  • 
em  Railway. — So  badly  damaged  that  it  is  almost 
impossible  to  gi\e  correct  details. 

No.  4,237  cattle  van.  Great  Southern  and  West- 
em  Railway. — I  buffer  plunger  bent ;  1  spring 
shoe  missing  ;  1  bent  brake  rack  ;  1  comer  pillar 
slightly  damaged  ;  1  end  start  split ;  3  end 
sheeting  boards  broken  ;  roof  damaged  ;  1  bottom 
door  key  missing. 

No.  7,549  cattle  van.  Great  Southern  and  West- 
em  Railway. — 1  bent  drawbar  hook  ;  1  brass  out 
of  seat  in  axle  box  ;    2  bent  buffer  plungers ; 

2  end  starts  broken ;    2  corner  pillars  broken  ; 


2  tie  rods  badly  bent ;  3  tail  lamp  brackets  broken ; 

1  axle  box  lid  broken  ;  1  end  of  sheeting  entirely 
broken. 

No.  4,107  cattle  van.  Great  Southern  and  West- 
em  Railway. — 2  broken  side  soles;  1  broken 
headstock ;  2  broken  diagonals ;  1  broken  longi- 
tudinal ;  4  broken  comer  pillars  ;  4  broken  door 
fillars  ;  4  broken  starts  ;  2  broken  end  sweeps ; 
broken  ridge  pole ;  2  broken  end  cross  rails ; 

2  broken  ends  of  sheeting;  broken  galvanised 
roof  ;  1  broken  drawbar  ;  1  drawbar  bent ; 
2  broken  long  wall  plates ;  half  of  floor  away. 

No.  1,343  cattle  van,  Waterf  ord,  Limerick  and 
Western  Railway. — 2  bent  homplates  ;  1  broken 
buffer  shell ;  side  brake  bent ;  1  broken  long  wall 
plate ;  roof  completely  away ;  1  end  of  sheeting 
broken  ;  2  broken  end  starts ;  2  damaged  doors ; 
2  damaged  quarters  of  sheeting. 

No.  4,101  cattle  van,  Great  Southern  and  West- 
em  Railway. — 1  broken  comer  pillar;  2  bent 
buffers  ;  1  corner  pillar  damaged  ;  1  broken  buffer 
plunger  shoe  ;  1  broken  end  start ;  1  broken  brake 
rack  ;  1  headstock  slightly  split ;  2  broken  comer 
pillar  straps ;  3  broken  end  sheeting  boards ; 
part  of  zinc  roof  missing  ;  2  wall  plate  rails  cut  or 
broken ;  1  roof  ridge  cut  or  broken  ;  1  broken 
floor  board. 

No.  4,373  cattle  van.  Great  Southern  and  West- 
em  Railway. — 1  bearing  spring  out  of  axle  box  x 
1  buffer  plunger  and  pads  missing;  1  broken 
buffer  shoe ;  1  end  start  split ;  1  comer  pillar 
split ;  roof  slightly  damaged. 

No.  4,188  cattle  van.  Great  Southern  and  West- 
em  Railway .^-4  bent  buffer  plungers ;  3  buffer 
cotters  required ;  1  broken  buffer  shoe ;  1  head^ 
stock  and  comer  pillar  slightly  damaged. 

No.  7.173  cattle  van.  Great  Southern  and  West- 
ern Railway. — 2  drawbars  bent ;  1  buffer  cotter 
required ;  1  brake  rack  bent ;  roof  slightly 
damaged. 

No.  4,356  cattle  van.  Great  Southern  and  West- 
ern Railway. — 1  broken  spring  shoe ;  1  bent 
drawbar ;  1  buffer  casting  broke  and  requires 
cotters ;  1  brake  rack  broken ;  2  comer  pillars 
damaged. 

No.  4,254  cattle  van.  Great  Southern  and  WesU 
em  Railway. — 2  buffer  plungers  bent ;  2  buffer 
draw  springs  broken  ;  1  bent  brake  lever  ;  2  buffer 
cotters  required  ;  1  broken  comer  pillar  ;  1  broken, 
end  start ;  2  doors  missing ;  roof  slightly 
damaged. 

No.  4,247  cattle  van.  Great  Southern  and  West- 
ern Railway. — 1  drawbar  bent ;  1  buffer  plunger 
bent ;  1  broken  buffer  shoe  ;  2  buffer  cotters 
required  ;  1  bent  brake  rack ;  2  doors  missing. 

No.  7,533  cattle  van.  Great  Southern  and  West- 
eili  Railway. — 1  oil  break  in  axlo  box  ;  2  buffer 
plungers  require  nuts  on  the  ends  ;  3  buffer  pads 
missing ;  1  buffer  washer  missing. 

No.  128  cattle  van,  Waterford,  Limerick  and 
Western  Railway. — 1  coupling  missing ;  2  doors 
missing  ;  requires  drawbar  cotter. 

No.  7,001  cattle  van.  Great  Southern  and  West- 
ern Railway. — 2  buffer  plungers  bent ;  1  buffer 
plunger  knocked  up  to  headstock  ;  1  drawbar 
bent ;  2  couplings  missing ;  1  comer  pillar 
broken  ;  2  buffer  cotters  required. 

No.  4,102  cattle  van.  Great  Southern  and  West- 
em  Railway. — 1  old  break  in  axle  box  ;  3  draw- 
bars bent ;  I  buffer  plunger  bent ;  2  buffer  cotters 
required;  1  headstock  split;  1  bent  brake  racks 
4  end  sheeting  boards  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Companies  concerned  on  the  10th  December. 
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CALEDONIAN  RAILWAY. 

,  Board  of  Trade  ( Railway  Department) , 

8,  Richmond  Terrace,  Whitehall,  S.W., 
Sir,  '  23rd  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Bourd  of  Trade,  in  accord- 
ance with  the  Order  of  the  22nd  July,  the  result  of  my  inquiry  into  the  cause  of  the 
accident  which  occurred  about  2.42  p.m.  on  the  15th  July,  at  Bannockburn  Station, 
on  the  Caledonian  Railway. 

In  this  case  the  2  p.m.  passenger  train  from  Glasgow  (Buchanan  Street)  to  Perth 
was  passing  over  the  trailing  points  of  a  cross-over  road  in  Bannockburn  Station  yard, 
when  the  leading  bogie  of  the  third  vehicle  behind  the  engine  became  derailed.  The 
carriage,  a  composite  boffie  coach,  was  the  property  of  the  Highland  Railway  Company. 
It  travelled  a  distance  of  about  1,630  yards,  first  with  two  wheels,  and  afterwards  with 
four  wheels  off  the  rails.  Shortly  before  coming  to  a  stand  the  train  parted  owing  to 
the  fracture  of  the  coupling  between  the  second  and  third  vehicles. 

The  train  consisted  of  a  four- wheels-coupled  engine  and  six- wheeled  tender,  chimney 
leading,  and  13  vehicles.  Of  these  10  were  eight- wheeled  bogie  and  three  were  six- 
wheeled  stock.  The  train  was  fitted  with  the  W  estinghouse  automatic  brake  a'jtuating 
blocks  on  the  four  driving-wheels  of  the  engine,  the  six  wheels  of  the  tender,  and  on  92 
out  of  98  of  the  coach  and  van  wheels. 

No  serious  injury  resulted  to  any  of  the  occupants  of  the  train. 

A  list  of  the  damage  done  to  the  derailed  coach  is  given  in  the  Appendix.  Four  or 
five  chairs,  a  guard-rail,  fish-plate,  and  sleeper  were  broken  in  the  permanent  way. 

Description. 

Bannockburn  Station  lies  about  midway  between  Larbert,  to  the  south,  and  Stirling, 
to  the  north..  The  railway  has  two  lines  of  road,  for  up  and  down  traffic,  respectively, 
and  for  the  accommodation  of  passengers  there  is  a  separate  platform  for  each  line. 

Through  the  station,  and  for  a  mile  on  either  side  of  it,  the  alignment  is  on  an  easy 
curve,  with  a  radius  of  about  100  chainsf. 

The  train  in  question  approached  Bannockburn  from  the  south,  and  travelled  on  the 
down  or  western  pair  of  rails.  A  mile  south  of  the  station  the  gradient  begins  to  fall  at 
an  inclination  of  1  in  118.  This  same  felling  gradient  extends  through  Bannockburn 
Station  yard  northward  for  a  further  distance  of  half  a  mile.  A  short  length  (14  chains) 
of  falling  gradient  of  1  in  156  succeeds,  and  is  followed  by  a  long  stretch  of  practically 
level  road. 

Bannockburn  Station  signal  cabin  is  on  the  west  of  both  lines  of  way,  and  is  situated 
about  67  yards  south  of  the  southern  extremities  of  the  platforms. 

Measured  from  this  signal  cabin  the  approximate  distances  to  various  spots  on  the 

down  line  are  as  follows  : — 

Yards. 

(a. )  Trailing  points  of  cross-over  road. . .         ...         ...  10  south. 

{b.)  Crossing  of  down  siding    . . . 

(r.)  Trailing  points  of  down  siding 

((/.)  Down  starting  signal 

{e.)  Bridge  over  Kiver  Bannock* 

(/*. )  Orchard  private  level  crossing 

{g.)  Derailed  vehicle  stopped  ... 

The  super-elevation  of  the  outer  rail  of  the  flat  curve  south  of  Bannockburn  Station 
varies  from  2  inches  to  2,^  inches.  At  the  spot  (a.)  the  actual  height  of  the  outer  rail 
above  the  inner  was  2|  inches. 

The  weight  of  the  engine  and  tender  was  about  86  tons.  The  weight  of  the 
derailed  bogie  coach  was  23  tons  3  cwt.,  and  its  length  over  buffers  49^  feet. 

Evidence. 

TFi'Wmm  TTei^s/er,  driver,  states:  I  have  16  years'  coupled  bogie  engine,  chimney  leading,  with  a 

service  with  the  Caledonian  Railway.     My  hours  six-wheeled    tender.      It    was    fitted    with    the 

of  duty  on  the  15th  July  were  from  5  a.m.  till  Westinghouse  automatic  brake,  with  blocks  on 

3.40  p.m.     I  was  driving  the  2  p.m.  passenger  the  four  driving  and   six   tender  wheels;   also 

train  from  Buchanan  Street  Statiou  to  Perth  on  with  the  hand  brake  on  the  tender  wheels.    The 

that  day.     Mv  engine  was  No.  724,  a  four-wheels-  brakes  were  in  good  working  order.    I  had  to 
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slow  through  the  loop  atLarbert,  and  found  the 
brake  worked  satisfactorily.  After  Larbert  all 
signals  were  clear,  including  the  distant  and 
home  signals  at  Bannockbam.  My  speed  passing 
the  signal  cabin  at  Bannockbam  woald  be 
between  45  and  50  miles  an  hour.  I  noticed  no 
unusual  jolt  or  throw  on  the  engine  when  we 
passed  over  the  points  at  Bannockbum,  and  have 
never  noticed  any  unusual  movement  at  this 
place.  The  fi.rst  indication  I  had  of  anything 
being  wrong  was  the  application  of  the  power 
brake  from  the  rear  of  the  train.  This  occurred 
when  we  were  passing  over  the  bridge  over  the 
Bannock.  It  was  a  gentle  application,  and  on 
noticing  it  I  placed  the ,  Westinghouse  brake 
handle  in  the  neutral  position  to  allow  the  person 
using  the  brake  to  have  full  control.  I  had  shut 
off  steam  before  reaching  the  home  signal  at 
Bannockburn,  and  did  not  again  apply  it.  After 
running  some  distance  from  the  bridge  there  was 
a  violent  application  of  the  brake,  and  the  train 
came  to  a  stand  shortly  afterwards.  We  ran  about 
about  three-quarters  of  a  mile  from  the  spot 
where  the  first  application  of  the  brake  was 
made.  When  we  came  to  a  stand  the  two  leading 
coaches  were  still  coupled,  but  the  third  was 
standing  clear  with  its  leading  coupling  broken. 
I  went  down  to  see  what  was  wrong  and  found 
the  leading  bogie  of  the  third  coach  was  off  the 
rails,  the  coupling  broken,  and  the  train  pipe 
uncoupled.  The  Highland  Railway  guard  in  the 
fourth  carriage  told  me  he  had  applied  the  brake, 
as  he  heard  stones  striking  the  under  part  of  his 
van.  I  was  driving  from  the  left  of  the  engine. 
I  am  quite  certain  that  as  I  approached  and 
actually  passed  the  Bannockbum  starting  signal 
it  was  in  the  safety  position. 

David  McAinshy  fireman,  states  :  I  have  7  years' 
service  with  the  Company.  My  hours  of  duty  on 
the  15th  July  were  the  same  as  those  of  my 
driver,  William  Webster.  I  felt  nothing  unusual 
in  the  motion  of  the  engine  as  it  travelled  over 
the  points  in  Bannockburn  Station  yard  on  the 
day  of  the  derailment.  I  was  looking  ahead  and 
blew  the  whistle  before  reaching  the  station. 
I  did  not  look  behind  after  leaving  the  station. 
The  brake  was  applied  from  the  rear  of  the  train, 
and  my  driver  then  placed  the  handle  in  the 
neutral  position. 

William  Henry y  passenger  guard,  states  :  I  have 
12  years'  service  as  a  passenger  guard.  My  hours 
of  duty  on  the  15th  July  were^  from  1.30  p.m.  till 
12.39  a.m.  I  was  the  head  guard  of  the  2  p.m. 
train  on  the  day  in  question.  The  train  was 
composed  of  13  vehicles,  marshalled  as  follows  : 
Property  of  the  Caledonian  Railway. 

1  bogie  composite  coach. 
Property  of  the  Highland  Railway. 
1  bogie  composite  coach. 

1  six-wheeled  brake  van. 
1  bogie  composite  coach. 
Property  of  the  Caledonian  Railway. 
1  six-wheeled  fish  van. 
1  bogie  third  class  coach. 
1  six- wheeled  third  class  coach. 
1  bogie  third  class  coach. 

•^       »  »  n 

1     „      composite  coach. 

1      „      third  class     „ 

1  „  brake  van. 
All  wheels,  except  the  centre  pair  of  each  of 
the  three  six- wheeled  vehicles,  were  fitted  with 
blocks  actuated  by  the  Westinghouse  brake.  I 
tried  the  brake  before  leaving  Buchanan  Street, 
and  found  it  in  good  working  order.     I   was 


riding  in  the  rear  van.  I  noticed  nothing  unusual 
during  the  run  to  Bannockburn,  and  no  unusual 
movement  as  we  passed  through  the  points  in 
Bannockbum  Station  yard.  Our  speed  at  that 
time  was  our  usual  speed  of  from  45  to  50  miles 
an  hour.  The  train  is  due  to  pass  Larbert  and 
Stirling  Stations  at  2.35  and  2.47  p.m.  respec- 
tively. The  distance  between  these  stations  is  I 
understand  about  8  miles.  I  felt  the  brakes 
being  applied  gently,  and  went  to  the  right  hand 
window  to  look  out.  I  then  saw  the  train  had 
parted,  and  that  the  leading  coach  of  the  rear 
portion  was  coming  to  a  stand  in  the  six-foot 
way.  I  got  down  and  found  there  was  an  interval 
of  about  10  yards  between  the  second  coach  on 
the  train  and  the  third,  and  that  the  leading  bogie 
of  the  third  coach  was  derailed  and  standing  with 
all  four  wheels  in  the  six-foot  way.  I  spoke  to 
the  passengers  in  the  third  coach,  of  which  there 
were  a  considerable  number.  None  of  them 
complained  of  any  injury,  but  they  said  they  had 
been  shaken.  One  gentleman  said  he  had  pulled 
the  connecting  chain,  and  the  indicator  at  the  end 
of  the  coach  showed  that  the  chain  had  been 
pulled.    I  did  not  examine  the  couplings. 

Donald  Gampbelly  passenger  guard,  states  : 
I  have  25  years'  service  as  a  passenger  guard  with 
the  Highland  Railway.  My  hours  of  duty  on  the 
15th  July  were  from  1  p.m.  till  d  p.m.  I  was 
travelling  with  the  2  p.m.  train  from  Buchanan 
Street  as  through  guard,  and  rode  in  the  six- 
wheeled  brake  van,  the  fourth  vehicle  from  the 
engine.  The  Highland  Railway  stock  is  fitted 
both  for  the  vacuum  and  Westinghouse  automatic 
brakes.  I  saw  there  was  over  75  lbs.  pressure 
indicated  in  my  gauge.  1  experienced  nothing 
unusual  in  the  movement  of  my  brake  van  as  we 
ran  through  Bannockbum  Station.  After  passing 
through  the  station,  as  we  were  approaching  the 
starting  signal,  I  heard  something  striking  the 
bottom  of  my  van,  and  looked  out  of  my  window 
on  the  right-hand  side.  1  saw  dust  and  ballast 
flying  and  sparks  of  fire,  and  then  applied  the 
Westinghouse  brake  gently.  The  brake  had  not 
then  been  applied  by  anyone,  but  after  the  trsin 
came  to  a  stand  I  observed  that  the  indicator  disc 
outside  the  third  coach  from  the  front  had  been 
turned.  I  spoke  to  some  of  the  passengers  in  the 
third  coach.  They  did  not  complain  of  being 
hurt,  but  said  the  carriage  had  been  jolting  very 
badly.  I  went  to  Stirling  with  the  engine  to 
protect  the  up  line,  which  was  fouled  by  the 
derailed  carriage,  and  told  the  signalman  what 
had  happened.  I  came  back  with  a  break-down 
gang,  and  a  lady  in  the  derailed  coach  gave*  me 
to  understand  that  she  or  her  husband  had  pulled 
the  connecting  chain.  I  acted  in  accordance  with 
the  instructions  of  the  head  guard,  who  went  back 
to  protect  the  rear  of  the  train. 

Allen  Ogilvie^  signalman,  states  :  I  have  seven 
years'  service  as  signalman,  and  have  been  one 
year  at  Bannockbum.  My  hours  of  duty  on  the 
15th  July  were  from  6  a.m.  till  6  p.m.  I  remember 
the  2  p.m.  train  from  Buchanan  Street  passing  my 
box.  She  was  running  about  up  to  time.  I 
noticed  something  peculiar  in  the  noise  the  train 
was  making  after  the  engine  passed  my  box,  so 
I  looked  out  of  the  window  and  saw  one  of  the 
coaches  lurch  at  the  crossing  of  the  down  line 
siding.  I  immediately  went  and  threw  my 
starting  signal  to  danger,  and  gave  the  signal  to 
Stirling  South  to  "  stop  and  examine  train." 

Peter  Craig^  ganger,  states  :  I  have  been  a 
ganger  for  16  months  in  charge  of  four  men. 
I  was  working  on  the  line  a  mile  south  of 
Bannockbum,  and  saw  the  2  p.m.  train  pass  on 
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tie  down  road.  We  heard  something  had  gone 
wrong,  and  went  down  to  the  station.  The  first 
breakages  we  found  were  two  chairs  of  the  right 
hand  rail  north  of  the  points  and  crossing.  The 
check  rail  and  chair  of  the  right  hand  rail  were 
broken,  and  a  pair  of  fish-plates  and  two  chairs  of 
the  siding  rail.  The  marks  on  the  sleepers  made 
it  clear  that  the  left  hand  wheel  was  outside  the 
rail  between  the  trailing  points  of  the  cross-over 
road  and  the  crossing  of  the  siding  points.  North 
of  the  crossing  the  marks  showed  that  the  left 
hand  wheel  had  jumped,  after  striking  the 
crossing,  into  the  four-foot  way.  Nothing  more 
was  broken  in  my  section,  which  extends  to  a 
spot  ^  mile  north  of  the  station.  We  try  to  keep 
the  gauge  true  at  all  points  to  4  feet  8^  inches, 
and  at  points  keep  the  gauge  exact.  I  cannot  say 
exactly  how  often  the  gauge  is  tried. 

John  McLaren,  permanent- way  inspector,  states: 
I  am  inspector  for  the  line  between  Larbert  Junc- 
tion and  No.  135  mile  post  north  of  Bannockburn. 
The  broken  chairs  and  plate  mentioned  by  the 
last  witness  had  been  replaced  before  I  arrived  at 
the  scene  of  the  derailment.  I  ordered  the  ganger 
to  put  in  a  new  sleeper  at  the  siding  points 
between  the  points  and  the  crossing.  On  flat 
curves  or  on  the  straight  I  would  not  find  fault 
with  the  ganger  for  widths  of  four  feet  8^  inches 
to  4  feet  9  inches  unless  they  occurred  over  a  very 
short  interval.  I  have  put  the  gauge  over  the  * 
piece  of  track  concerned,  both  on  the  afternoon  of 
the  accident  and  on  the  next  morning,  and  found 
nothing  in  the  gauge  to  take  exception  to,  and 
nothing  that  required  alteration.  I  am  satisfied 
with  the  ballast  packing  of  the  road.  The  rails 
are  90  yards  weight  per  yard  in  32 -feet  lengths. 
The  chairs  weigh  35  lbs.  each,  and  on  an  average 
there  are  three  spikes  to  a  chair.  The  sleepers  are 
spaced  at  3  feet  central  intervals.  I  can  in  no 
way  account  for  the  derailment.  No  alterations 
have  been  made  in  the  permanent  way  beyond 
those  described  by  the  ganger  and  myself. 

David  Henry y  locomotive  works  manager,  High- 


land Railway,  states :    No.  58  bogie  composite 
carriage  was  built  in  November,  1899,  and   has 
been  running  since  that  time.    The  carriage  was 
in  the  repair  shops  on  the  26th  March,  1902,  to  have 
its  wheels  turned  and  running  gear  examined. 
It  was  then  put  in  a  thorough  state  of  repair. 
Subsequent  to  the   derailment  the  carriage  was 
sent  to  Inverness,  where  I  examined  it  carefully— 
wheels,  axles,  axle-boxes  and  springs.     I  found 
everything  correct  and   in  good  working  order. 
The  only  point  I  noticed  was  that  the  leading  pair 
of  wheels  of  the  leading  bogie  were  slightly  tight 
to  gauge,  barely  3^3  inch.    This  tightness  was  not 
in  my  opinion  sufficient  to  cause  a  derailment. 
We  found  at  Inverness  that  the  leading  truss  bar 
was  missing,  and  also  the  two  brake  blocks,  which 
were  subsequently  found  in  one  of  the  compart* 
ments  of  the  carriage.    The  eyes  of  the   brake 
blocks  were  broken  after  the  derailment  in  order 
to  release  the   blocks  from   the  wheels  before 
re-railing  the  carriage. 

Robert  Dohhie,  locomotive  foreman,  Caledonian 
Railway,  states :  I  arrived  at  the  site  of  the 
derailment  at  3  p.m.  with  the  break-down  gang* 
from  Stirling.  AH  four  wheels  of  the  leading- 
bogie  of  No.  58  composite  carriage  (Highland 
Railway)  were  in  the  six-foot  way.  The  link  of 
the  screw  coupling  was  broken  near  the  pin  hole, 
and  was  drawn  out  straight.  After  re-railing  the 
vehicle  I  gauged  the  wheels  and  found  them 
correct  to  gauge,  on  the  tight  side.  The  carriage 
was  then  taken  to  Stirling.  Here  I  tested  the 
axles  with  the  gauge,  and  found  there  was  an  out 
of  straight  of  between  ^^  and  ^V  ^^  ^^  inch.  In 
my  opinion  this  amount  of  out  of  straight  is 
insignificant.  I  noticed  the  marls  s  made  on  both 
sides  of  the  body  by  the  wheels  owing  to  the 
bogie  being  skewed  first  in  one  direction  and  then 
in  the  other.  There  was,  in  my  opinion,  so  far  as 
the  carriage  was  concerned,  nothing  to  account 
for  the  derailment  of  the  leading  bogie.  I  did 
not  look  particularly  at  the  insides  of  the  fianges, 
but  observed  no  indication  in  the  way  of  special 
marks  on  the  tyres  of  the  wheels. 


Conclusion. 

The  circumstances  attending  this  derailment  as  set  forth  in  the  evidence,  and  as 
indicated  by  an  actual  inspection  of  the  railway  and  derailed  vehicle,  are  as  follows  : — 

The  train  was  travelling  at  a  speed  of  from  45  to  50  miles  an  hour,  and  the  heavy 
engine  and  two  first  bogie  carriages  kept  on  the  rails  throughout.  The  leading  pair  of 
wheels  of  the  front  bogie  of  the  third  carriage  jumped  off  the  rails  whilst  moving  through 
the  trailing  points  of  the  cross -over  road  (spot  a  in  the  description).  Marks  on  tne 
sleepers  a  few  yards  in  front  of  these  points  show  that  the  left  hand  wheel  was  six  inches 
outside  the  rail,  and  the  right  hand  w^heel  in  the  four-foot  way.  At  the  crossing  of  the 
down  siding  (6  in  the  description)  the  wing  of  the  guard  rail  in  the  four-foot  way  was 
struck  and  broken  off  by  the  right  hand  wheel.  There  are  also  marks  to  show  that  the 
left  hand  wheel  struck  the  inside  of  the  angle  of  the  crossing.  The  result  of  this  severe 
blow  was  I0  throw  the  pair  of  wheels  to  the  right.  Wheel  marks  on  the  sleepers  between 
the  crossina*  and  the  points  (c  in  the  description)  show  that  the  right  hand  wheel  was  in 
the  six-foot  way  10  inches  outside  the  rail,  whilst  the  left  hand  wheel  was  in  the  four- 
foot.  In  this  general  position  the  two  derailed  wheels  travelled  over  the  sleepers  and 
ballast  until  the  occupation  level  crossing  (denoted  by  the  letter  (/)  in  the  description) 
was  reached.  Here  the  leadmg  wheels  striking  the  raised  ballast,  which  forms  the  road- 
way, caused  the  whole  fore-end  of  the  coach  to  jump,  and  the  trailing  wheels  of  the  bogie 
became  derailed  tow^ards  the  six-foot  way.  From  this  point  onwards  there  are  marks  of 
four  wheels  on  the  sleepers.  The  whole  train  came  to  a  stand  about  330  yards  fiirther 
on,  and  the  evidence  is  to  the  effect  that  the  coupling  between  the  second  and  third 
carriages  was  found  broken,  and  a  space  of  about  10  yards  separated  the  two  vehicles. 
All  four  leading  wheels  of  the  third  coach  were  standing  in  the  six-foot  way,  and  all 
remaining  wheels  on  the  rails. 
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The  booked  times  for  the  train  give  an  average  speed  of  40  miles  an  hour  between 
Larbert  and  Stirling.  At  the  foot  of  the  long  decline  of  1  in  118  the  speed  would  naturally 
be  considerably  in  excess  of  the  average  speed,  and  it  is,  I  think,  probable  that  the  speed 
of  the  train  was  not  less  than  50  miles  an  hour  when  the  first  derailment  occurred.  The 
super-elevation  of  the  outer  rail  on  a  curve  with  a  radius  of  100  chains  for  a  speed  of 
50  miles  an  hour  should,  from  ordinary  formulae  in  use,  be  about  1^  inches.  The  actual 
super-elevation  on  the  down  line,  as  measured  by  the  Company's  officers,  varies  from 
2  inches  to  2^  inches.  This  would  be  sufficient  for  a  speed  of  60  miles  an  hour,  and  the 
want  of  super-elevation  cannot  be  held,  therefore,  to  be  the  cause  of  the  derailment. 

I  gauged  the  line  in  the  vicinity  of  the  point  of  derailment,  and  found  it  to  vary 
from  half  an  inch  more  to  a  quarter  of  an  inch  less  than  true  gauge.  I  also  saw  the  wheel 
gauge  applied  to  all  four  leading  wheels  of  the  derailed  coach  with  the  result  that  beth 
pairs  of  wheels  were  found  to  be  a  trifle  tight  to  gauge — not  more  than  -^^  inch.  I  do 
not  think  that  these  discrepancies  from  true  gauge  are  sufficient  in  themselves  to  account 
for  the  derailment,  and  the  evidence  of  Messrs.  Henry  and  Dobbie  shows  that  a  careful 
examination  of  the  carriage  was  made  after  the  accident,  but  that  no  serious  defect  as 
regards  axles,  axle  boxes  or  wheels  was  found  to  exist. 

The  running  rails  were  found  unbroken,  and  there  was  no  movetnent  of  the  chairs 
on  the  sleepers,  or  slewing  of  the  sleepers  on  the  ballast.  The  interlocking  of  the  trailing 
points  with  the  signal  I  also  found  to  be  correct. 

There  is,  therefore,  no  conclusive  evidence  to  satisfectorily  explain  the  cause  of  the 
derailment,  which  narrowly  escaped  having  very  serious  results. 

But,  whilst  I  do  not  feel  justified  in  coming  to  any  definite  conclusion,  I  wish  to 
draw  attention  to  two  points  in  connection  with  the  permanent  way. 

The  first  is  the  weight  of  the  chairs  on  the  down  hne.  These  are  stated  to  be  35  lbs. 
each.  On  main  lines  and  for  heavy  traffic  at  high  speeds  the  Board  of  Trade  does  not 
consider  that  chairs  should  weigh  less  than  40  lbs.  apiece,  and  the  tendency  of  railway 
engineers  is  to  exceed  that  figure.  I  do  not,  however,  think  that  the  weight  or  size  of 
the  chairs  had  anything  to  do  wdth  this  particular  derailment. 

The  second  point  is  maintenance.  I  observed  that  the  up  line,  which  had  been  newly 
relaid  or  reballasted,  left  nothing  to  be  desired  in  its  condition.  But  I  cannot  say  the 
same  as  regards  the  down  line.  I  watched  several  express  trains  travelling  over  the  spot? 
where  this  derailment  occurred,  and  was  struck  by  the  excessive  movement  of  the  rails 
under  the  weight  of  each  pair  of  wheels.  A  joint  in  the  right  hand  rail,  actually  at  the 
trailing  points,  no  doubt  was  in  part  a  source  of  weakness.  The  general  impression  I 
obtained,  however,  was  that  the  movement  was  chiefly  due  to  want  of  packing  under  the 
sleepers.  The  movement  of  the  rails  on  the  up  line  when  trains  were  passing  could 
scarcely  be  detected. 

It  is  possible,  in  my  opinion,  that  the  pair  of  wheels  may  have  been  jerked  oflE  the 
rails  by  the  excessive  movement  I  have  referred  to.  Again,  a  difference  of  three-quarters 
of  an  inch  in  the  gauge  of  the  rails  in  the  length  of  a  cross-over  road  does  not,  I  think, 
speak  well  for  maintenance,  though  in  itself  it  may  not  be  sufficient  to  account  for  a 
derailment.  There  appears,  therefore,  to  be  room  for  improvement  in  the  manner  the 
permanent  way  is  maintained. 

No  blame  appears  to  attach  to  the  enginemen  or  guards  on  the  train,  and  the  signal- 
man Ogilvie  deserves  credit  for  acting  with  judgment  and  promptitude. 

I  have,  &c., 

J.  W.  PRIJTGLE, 

Major ^  R.E. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


•APPENDIX. 


Damage  to  Highland  Railway  Carriage,  No.  53. —     beam  broken  ;  3  foot  hangers  and  1  vacuum  pipe 

1  bush  keep,  1  tie  rod,  1  bogie  cheek  chain  link,     bent ;  1  stay  rod  and  1  truss  bolt  damaged. 

2  brake  blocks,  1  bogie  spiral  spring,  and  1  cross- 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  16th  September. 
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GLASGOW  AND  SOUTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S,W., 
Sib,  September  14  th,  1902. 

I  HAVE  the  honom*  to  report  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  7th  August,  the  result  of  my  enquiry  into  the  collision 
that  occurred  at  7.31  p.m.  on  July  23rd  at  Gorbals  Junction,  a  short  distance  outside 
St.  Enoch's  Station,  on  the  Glasgow  and  South- Western  Railway. 

In  this  case,  while  a  goods  train  was  crossing  from  the  down  main  to  the  down  canal 
line  it  was  run  into  by  a  special  passenger  train,  which  was  travelling  on  the  down  canal 
line,  and  which,  owing  to  a  mistake  on  the  part  of  the  driver,  was  not  stopped  at  the 
Junction  signals. 

The  goods  train  consisted  of  an  engine  and  tender,  seven  loaded  waggons,  ten  empty 
waggons,  and  two  brake  vans. 

Tfie  passenger  train  consisted  of  a  four- wheels-coupled  bogie  engine  and  tender  and 
1 5  vehicles,  including  a  brake  van  next  the  engine  and  a  brake  third  in  rear.  It  was  fitted 
throughout  with  the  automatic  vacuum  brake,  which  was  in  good  order. 

The  passenger  train  struck  the  middle  waggon  of  the  goods  train,  causing  ten 
waggons  to  leave  the  rails,  six  of  these  being  slightly  damaged.  The  passenger  engine 
had  its  buffer  beam  and  side  gangway  bent,  and  one  buffer  and  one  footstep  broken. 

Four  passengers  complained  of  slight  injury. 

Several  yards  of  the  permanent  way  were  torn  up  and  damaged. 


Description. 

There  are  four  running  lines  at  Gorbals  Junction  signal-box,  viz.,  down  and  up  main 
and  down  and  up  canal  hnes,  and  a  relief  siding,  the  general  direction  of  the  lines  being 
approximately  north  and  south.  The  down  main  line  is  the  most  westerly  ;  next  to  it  is 
the  up  main,  then  the  down  canal  line,  then  the  up  canal  line,  and  lastly  the  rehef  siding. 
The  signal-box  is  situated  on  the  east  side  of  the  lines,  and  close  to  it  there  are  two  double 
junctions  between  the  main  and  canal  lines,  of  which  one  has  facing  points  on  the  down 
main  and  up  canal  lines,  and  the  other  on  the  down  canal  and  up  main  lines. 

The  collision  occurred  opposite  the  signal-box,  at  the  fouling  point  between  the  down 
canal  line  and  the  crossing  from  the  down  main  to  the  down  canal  line. 

The  home  signals  for  the  junctions  are  carried  upon  a  bridge  which  spans  all  the 
lines,  about  150  yards  south  of  the  signal-box.  The  signals,  as  seen  from  a  down  train, 
are  as  follows,  reading  from  left  to  right : — (1)  Down  main  home,  (2)  down  main  to 
down  canal,  (3)  down  canal  to  down  main,  (4)  down  canal  home,  signals  1  and  4  being 
high,  and  signals  2  and  3  being  low. 

In  this  case  the  goods  train  was  travelling  from  the  down  main  to  the  down  cana] 
line,  and  the  signal  (2)  for  this  road  was  lowered.  The  passenger  train  had  to  pass  from 
the  down  canal  to  the  down  main  line,  and  the  signal  for  this  road  (3)  was  at  danger,  it 
being  rendered,  by  the  interlocking,  impossible  to  lower  it.  Unfortunately,  the  driver  of 
the  passenger  train,  seeing  the  signal  (2)  for  the  goods  train  '^  off,"  mistook  it  for  the 
signal  (3)  he  required,  and  did  not  therefore  stop  his  train  at  the  junction  signals,  with 
the  result  that  his  engine  fouled  the  crossing  through  which  the  goods  train  was  running, 
and  collided  with  the  ninth  waggon  of  the  latter. 

The  lines  are  on  a  curve  of  about  15  chains  radius,  the  curvature  being  to  the  left,  as 
seen  from  a  down  train,  and,  owing  to  buildings  alongside  of  the  line,  the  view  of  the 
signals  is  restricted.  The  gradient  of  the  lines  varies  from  I  in  100  to  1  in  137,  fieilling 
towards  the  north. 


Evidence* 


Andrew  Millar^  states  :  I  have  been  14  years  in 
the  service,  all  the  time  a  signalman,  and  in 
Gorbals  Junction  cabin  about  six  months.  On 
the  23rd  July  I  commenced  duty  at  2  p.m.  to  work 
till  10  p.m.  I  have  a  booking  boy  to  help  me. 
The  6.23  special  passenger  train  from  Ayr  was 
offered  to  me  on  the  canal  line  from  Port  Eglin- 


ton  Junction  at  7.26,  accepted  at  7.26,  train  on 
line  at  7.27,  arrived  at  7.31.  The  goods  train 
was  offered  to  me  on  the  main  line  from  Port 
Eglinton  Junction  at  7.28,  accepted  7.28,  train  on 
line  7.30,  arrived  at  7.31.  It  was  offered  to  Clyde 
Junction  on  the  canal  line  at  7.30,  accepted  7JM), 
train  on  line  sent  at  7.31.    The  passenger  train 
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wae  offered  to  Clyde  Jnnction  on  the  main  line 
at  7.30,  accepted  at  7.30,  'Urain  not  coming'* 
signal  sent  at  7.31.  The  goods  train  had  to  be 
crossed  from  main  to  canal  line,  and  the  passenger 
train  from  canal  to  main  line.  When  the  goods 
tirain  was  accepted  from  Port  Eglinton,  I  asked 
the  signalman  on  the  telephone  if  it  was  heavy, 
and  he  Raid  no.  I  told  him  I  would  ran  it  in 
advance  of  the  passenger  train  and  he  replied 
^  qnite  right,  1  have  a  passenger  train  following 
behind  it.*'  I  recogoised  the  voice  speaking  to 
mo  as  that  of  inspector  Campbell.  When  the 
goods  train  came  in  sight  at  a  very  slow  rate  of 
speed,  I  pnlled  off  the  home  signal  for  it  to  cross 
from  the  down  main  to  the  down  canal  line,  and 
at  that  time  the  passenger  train  was  not  in  sight. 
I  saw  the  passenger  train  when  it  came  into  view, 
bnt  cannot  say  whether  the  engine  was  in  steam, 
bnt  it  was  running  at  a  slow  rate  of  speed,  and  I 
had  no  suspicion  at  that  time  that  it  would 
overrun  the  home  signal.  When  I  saw  that  the 
driver  of  the  passenger  train  had  not  stopped  at 
the  home  signal,  I  went  to  the  window  and  blew 
my  whistle,  and  signalled  him  with  my  hands  to 
stop.  I  made  no  attempt  to  stop  the  goods  train, 
as  the  driver  seemed  to  realise  the  situation  by 
putting  on  more  steam  for  the  purpose  of  getting 
clear,  and  he  also  sounded  the  whistle  to  attract 
the  attention  of  the  passenger  driver.  The  pas- 
senger train  was  running  at  about  10  miles  an 
hour.  It  was  daylight  at  the  time  of  the  accident 
and  the  signals  were  clearly  visible. 

John  Ghreeriy  states :  I  have  been  about  18 
months  in  the  service  as  cabin  boy,  and  about 
3  months  in  Gorbals  Junction  cabin.  On  the  23rd 
July  I  commenced  duty  at  2  p.m.  to  work  till 
midnight.  We  work  two  hours  extra  on  the 
afternoon  shift.  I  inserted  the  block  signals 
received  and  sent  in  connection  with  the  6.23  p.m. 
passenger  train  ex  Ayr,  and  5.45  p.m.  goods  train 
ex  Greenock.  I  corroborate  signalman  Millar's 
statement,  regarding  the  attempts  he  made  to 
attract  the  attention  of  the  driver  of  the  passenger 
train.  , 

James  Oarryy  states  :  I  have  been  15^  years  in 
the  service,  11^  years  as  goods  guard.  On  the  23rd 
July  I  commenced  duty  at  10.15  a.m.  to  work  till 
7.30  p.m.  I  was  guard  of  the  5.45  p.m.  goods 
train  from  Greenock  to  Glasgow  (College),  leaving 
the  former  station  at  5.50,  engine  No.  161,  driver 
John  Nichol.  We  left  Shields  Junction,  the  last 
booked  stopping  place  at  7.25  p.m.,  the  train  con- 
sisting of  seven  loaded  and  10  empty  waggons, 
and  two  brake  vans  in  rear.  When  passing 
through  Eglinton  Street  Station,  I  saw  a  pas- 
senger train  standing  at  the  station  on  the  down 
canal  line.  The  down  advance  signal  for  Port 
Eglinton,  situated  at  the  east  end  of  f^linton 
Street  platform,  was  off  for  my  train  when  I 
passed  it.  I  was  looking  out  on  the  inside  oi  the 
curve  for  the  home  signals  on  the  bridge  at 
Gorbals  Junction,  but  before  I  sighted  them,  the 
engine  and  part  of  the  passenger  train  on  the 
down  canal  line  had  passed  me.  As  ijiy  driver 
was  not  preparing  to  stop  at  the  home  signal,  and 
knowing  that  my  train  had  to  be  put  across  from 
main  to  canal  line  at  Gorbals  to  get  to  College, 
I  was  suspicious  that  something  was  wrong,  but 
on  coming  in  view  of  the  signal  bridge,  I  saw  that 
the  signal  was  off  for  my  train,  and  the  signal  for 
the  passenger  train  on  the  canal  line  was  at 
danger.  At  the  same  time  I  saw  that  the 
.  passenger  train  was  not  stopping  at  the  home  signal, 
and  seeing  what  was  likely  to  happen,  I  jumped 
out  of  my  van  and  called  on  my  mate  in  the 
other  van  to  do  likewise.    The  passenger  engine 
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Struck  the  ninth  waggon  from  front  and  rear 
(the  middle  vehicle  on  the  train),  causing  nine 
waggons  to  leave  the  rails.  The  passenger  train 
was  almost  at  a  stand  when  the  front  of  the 
engine  came  in  contact  with  my  train.  My 
driver  saw  what  was  going  to  happen,  and  he  put 
on  more  steam,  and  I  heard  him  sound  ihe 
whistle  just  before  the  collision  tooK-  place. 
Immediately  after  the  accident  I  spoke  to  the 
driver  of  the  passenger  train,  and  he  said  he  had 
mistaken  the  signal,  and  asked  me  why  1  had  not 
warned  him,  and  I  replied  that  he  had  passed  me 
before  I  saw  the  signals. 

James  McOoveryiy  states :  I  have  been  in  the 
service  about  25  years,  10  years  as  engine  driver, 
and  passenger  driver  during  the  summer  months 
the  last  two  years.  On  the  23rd  July,  1  commenc*^d 
duty  at  5.20  p.m.  to  work  till  12  midnight.  My 
engine  is  No.  83,  four  wheels  coupled,  leading 
bogie  and  six- wheeled  tender.  The  engine  is  fitteil 
with  vacuum  brake  acting  on  the  four  coupled 
wheels,  and  all  the  wheels  of  the  tender.  I 
worked  the  6.23  p.m.  relief  passenger  train  from 
Ayr  to  St.  Enoch,  which  consisted  of  equal  to 
16  vehicles  all  fitted  with  the  vacuum  brake,  the 
brake  being  properly  connected  throughout  the 
train.  [  left  Ayr  at  booked  time  and  had  a  good 
run  to  Paisley  (canal),  the  first  booked  stop,  and 
thence  to  Eglinton  Street  where  tickets  are 
collected.  After  starting  from  Eglinton  Street, 
I  saw  the  down  advance  signal  for  the  canal  lino 
at  Eglinton  Street  was  off.  On  sighting  the  down 
home  signals  at  Gorbals  they  were  all  at  danger, 
but  on  sounding  the  whistle  one  of  them  was 
lowered,  which  1  read  as  my-  signal  to  cross  from 
down  canal  to  down  main  line.  After  leaving 
Eglinton  Street  1  had  not  shut  off  what  little 
steam  was  applied  to  the  engine.  I  first  realised 
that  I  had  made  a  mistake,  when  I  saw  the 
signalman  at  Gorbals  Junction  on  the  balcony 
signalling  me  with  his  hands  to  stop.  I  at  once 
shut  off  steam,  applied  the  brake,  and  reversed 
the  engine,  but  failed  to  stop  by  about  a  yard 
clear  of  the  crossing  from  the  down  main  to  the 
down  canal  line.  When  steam  was  shut  off  the 
speed  of  my  train  was  about  10  miles  an  hour, 
and  at  the  time  of  the  collision  my  train  was 
almost  at  a  stand.  The  waggons  of  the  goods 
train  caught  the  left  hand  corner  of  the  butler 
beam  which  was  bent  inward,  the  sand  box  was 
torn  off,  and  side  gangway  and  foot  siep  were 
damaged.  My  engine  and  train  kept  the  rail» 
and  none  of  the  coaches  were  damaged.  A 
coupling  of  the  goods  train  part^  and  the  rear 
portion  stopped.  I  saw  the  goods  train  on  t^e 
main  line,  but  did  not  observe  that  it  was  crossing 
to  the  canal  line.  1  was  on  the  right  hand  side  of 
the  foot-plate,  and  the  curve  and  the  boiler 
together  prevented  me  having  a  good  view  ahead. 
I  did  not  hear  the  driver  of  the  goods  train  sound 
his  whistle.  The  continuous  brake  was  in  good 
order,  and  the  gauge  shewed  20  inches  when  I 
left  Eglinton  Street.  1  am  acquainted  with  the 
road  and  the  fixed  signals,  having  often  run  both 
passenger  and  goods  trains  over  the  line.  It  is  an 
unusual  thing  for  a  goods  train  to  be  crossed  in 
front  of  a  passenger  train. 

James  Nelson  states :  I  have  teen  about  four*- 
and-a-half  years  in  the  service,  and  about  three 
years  a  fireman.  On  the  23rd  July  my  hours  of 
duty  were  the  same  as  McGovem's.  The  driver's; 
statement  has  been  read  to  me,  and  \f>  is  correct. 
When  approaching  the  home  signals  at  Gorbals 
Junction  I  was  putting  on  the  injector,  and  did 
not  look  at  the  signals.  After  getting  the  injector 
to  work,  I  looked  ahead  on  my  side,  which  was 
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the  inside  of  the  curve,  and  saw  the  goods  train 
crossing  in  front  about  20  yards  distant.  I 
shouted  to  the  driver,  but  he  had  evidently  seen 
tbe  danger  before  me,  as  steam  was  shut  off,  and 
he  was  in  the  act  of  applying  tlie  brakes.  After 
the  train  stopped  I  looked  back,  and  saw  the  home 
signal  off  for  the  goods  train  to  cross  from  the  main 
to  the  canal  line. 

James  Paterson  states  :  I  have  been  13  years 
in  the  service,  12  years  as  signalman,  the  last  four 
years  as  relief  signalman  and  passenger  guard. 
On  the  23rtl  July  I  commenced  duty  at  8  a.m.  to 
work  till  9.30  p.m.,  two  hours  off  for  meals.  I 
was  guard  of  the  6.23  p.m.  special  passenger  train 
from  Ayr  to  St.  Enoch's  Station,  which  consisted 
of  engine  No.  83  and  15  vehicles,  equal  to  ItH 
marshalled  as  follows  from,  the  engine  : — One 
brake  van,  six  ordinary  third-class,  one  bogie 
third-class,  and  four  ordinary  third-class  carriages, 
the  rear  carriage  having  a  brake  compartment  in 
the  centre — all  six- wheeled  stock  except  the  two 
bogie  carriages,  which  had  eight  wheels,  and  the 
brake  van  four  wheels.  We  started  from  Ayr  at 
booked  time,  the  train  being  well  filled  with 
passengers.  The  first  booked  stop  was  Paisley 
<canal),  arrived  7.14,  departed  7.15,  Eglinton  Street 
arrived  7.27,  departed  7.30.  After  starting  from 
Eglinton  Street  one  minute  late  I  saw  that  the  ad* 
yance  signal  at  the  east  end  of  the  platform  was  off, 
but  owing  to  the  length  of  the  train  and  the  curve  I 
'Could  not  see  the  home  signals  at  Oorbals  Junction 
until  the  train  stopped.  When  the  driver  applied 
the  brake  I  looked  out,  and  then  saw  the  goods 
train,  and  realised  what  was  likely  to  happen.  I 
felt  no  shock  in  the  van,  and  on  going  forward 
I  met  the  guard  of  the  goods  train.  None  of  the 
passengers  complained  of  being  shaken  or  in- 
jured. I  then  went  back  to  the  Eglinton  Street 
platform,  and  asked  the  foreman  to  send  a  man 
back  to  the  Port  Eglinton  Junction  cabin  to  tell 
the  signalman  what  had  happened,  and  some  of 
the  platform  staff  accompanied  me  back  to  the 
traijQ,  when  we  had  the  passengers  conducted 
back  to  the  station.  No  pare  of  my  train  left  the 
rails,  and  none  of  the  carriages  were  damaged. 
Later  on  1  spoke  to  the  driver  about  the  accident, 
and  he  told  me  he  had  taken  the  wrong  signal. 
My  train  was  fitted  with  the  vacuum  brake,  which 
was  in  good  order.  There  was  21  inches  of 
vacuum  when  we  left  Eglinton  Street  Station. 
When  the  driver  applied  the  brake  my  train  was 
travelling  at  about  15  miles  an  hour,  but  it  had 


nearly  come  to  a  stand  before  the  coUtaion  took 
place. 

Statement  made  by  John  Nicol^  driver,  to  the 
locomotive  foreman  :  I  am  41  years  of  age,  have 
been  in  the  Company's  service  23  years,  and  a 
driver  for  the  last  nine  years.  On  the  22nd  iust. 
I  went  off  duty  at  9.30  p.m.,  and  on  the  23rd  came  on 
duty  at  9.30  a.m.,  and  went  off  duty  at  9.20  p.ni. 
I  was  driver  of  the  5.45  p.m.  good)  train,  Oreenock 
to  College,  and  onleavingShields  Junction  my  train 
consisted  of  seven  loaded  waggons  next  the  engine, 
and  ten  empty  waggons,  and  two  brake  vans  in 
rear.  When  passing  through  Eglinton  Street  on 
the  down  main  line,  I  saw  a  passenger  train 
standing  at  the  station  on  the  down  oanal  line. 
On  coming  in  view  of  Gorbals  Junction  home 
signals  one  of  them  was  clear  for  me.  This  was 
the  one  for  leading  off  the  line  on  which  my  train 
was  travelling  through  the  junction  on  to  the  down 
canal  line,  and  consequently  1  allowed  the  train 
to  go  forward.  When  nearing  the  Junction,  I 
heard  some  person  whistling,  and  I  looked  ahead 
very  particularly  to  see  if  it  applied  to  me,  but 
saw  nothing  in  front  of  me.  I  t*ien  looked 
towards  the  signal  cabin,  and  saw  the  signalman 
signalling  to  something  behind  me,  and  on  looking 
round  saw  the  passenger  train  approaching,  and 
realising  that  a  collision  was  likely  to  occur,  and 
with  the  view  of  trying  to  avert  same,  I  gave  my 
engine  more  steam  to  try  to  get  out  of  the  way, 
but  failed.  When  the  collision  occurred  my  train 
became  divided,  leaving  two  waggons  attached  to 
the  engine.  These  were  not  derailed,  neither 
were  any  of  the  five  immediately  behind  them, 
but  the  ten  empty  waggons  in  rear  of  train  were 
all  derailed.  I  cannot  say  at  what  part  of  my 
train  the  passenger  engine  caught,  but  it  must 
have  been  behind  the  seven  loaded  wagons  which 
were  nearest  to  my  engine,  as  neither  of  them 
were  off  the  rails  or  damaged. 

[N.B. — This  man  was  unable  to  attend  my 
enquiry  owing  to  ill-health,  but  the  above 
statement  was  handed  to  me. — H,  A.  Y.] 

Alexander  Wills,  fireman,  states :  I  have  been 
in  the  Company's  service  about  three  years,  and 
I  have  been  fireman  two  years.  On  the  23rd  July 
1  came  on  duty  at  9.45  a.m.  to  work,  and  I  went 
off  duty  at  9.20  p.m.  I  was  firing  for  John  Nicol, 
who  is  not  here  to-day,  as  he  is  unwell.  I  have 
heard  the  engine  driver's  statement  read,  and  I 
agree  with  it. 


Conclusion. 

This  collision  waw  due  tx)  the  mistake  made  by  driver  James  McGovern,  who  had 
been  on  duty  about  2J  hours,  as  to  the  signal  which  was  lowered.  His  statement  on  the 
subject  is  explicit  and  straightforward,  and  the  responsibility  rests  with  him.  There  is, 
however,  this  to  be  said  in  his  favour,  ( 1 )  that  it  is  unusual  to  allow  the  goods  train  to 
cross  the  lines  in  front  of  the  passenger  train,  the  precedence  being  as  a  rule  given  to  the 
passenger  train  ;  and  (2)  that  the  signals  on  the  bridge  are  not  arranged  in  groups 
corresponding  with  the  lines  to  which  they  respectively  refer,  but  are  placed  as  close 
together  as  possible,  eo  that  there  is  nothing  to  assist  a  driver  in  distinguishing  the 
signals  belonging  to  the  down  main  line,  from  those  belonging  to  the  down  canal  line. 
For  these  reasons,  I  do  not  think  that  this  man's  error  should  be  severely  regarded. 
Fortunately,  signalman  Andrew  Millar  detected  the  driver's  mistake  in  good  time,  and 
succeeded  in  attracting  McGovern's  attention  to  it.  As  soon  as  the  latter  realised  what  he 
had  done,  he  did  his  utmost  to  stop  his  train,  in  which  attempt  he  was  nearly  successful, 
the  speed  at  the  time  of  the  collision  being  very  low. 

L  consider  that  fireman  James  Nelson  of  the  passenger  train  is  deserving  of  censure 
for  attending  to  the  injector,  instead  of  assisting  his  driver  in  looking  out  for  signals  at 


59 


such  d  time.  HAd  he  exercised  ordinary  care  and  intelligence,  it  should  not  have  been 
necessary  for  him  to  attend  to  the  injector  at  this  busy  place. 

The  system  of  working  adopted  at  this  place,  whereby  one  train  is  allowed  to  foul 
the  junction,  while  another  train  is  running  up1x>  the  junction  signals  is  not  in  accordance 
with  the  block  rules. 

I  was  informed  by  the  superintendent  of  the  line,  that  owing  to  the  congestion  of 
traffic  outside  St.  Enoch's  Station,  it  is  impossible  to  adhere  strictly  to  the  block  rules  for 
junction  working,  as  to  attempt  to  do  so,  would  result  in  delay  to  the  trains  and 
dislocation  of  tralBc.  Under  these  circumstances,  some  relaxation  of  the  rules  appears  to 
be  unavoidable.  It  should,  however,  be  pointed  out  that  the  Company  have  not  obtamed 
from  the  Board  of  Trade  any  exemption  from  block  working  at  this  place,  which  it  is 
usual  to  grant  in  such  cases,  their  application  for  such  exemption  having  apparently  been 
withdrawn  in  July  1900.  The  attention  of  the  Company  should,  I  submit,  be  durected 
to  the  matter. 

I  also  recommend  that  the  junction  signals  be  arranged  in  groups,  so  that  the  signals 
of  each  line  can  be  readily  distinguished  from  those  of  other  lines.  This  arrangement  is 
specially  to  be  desired  at  a  place  where  the  conditions  are  such  as  described  above. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


I  have,  &c. 

H.  A.   YOEKB, 

Lieut.' Col.^  R.E. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  4th  October. 


GREAT  WESTERN  RAILWAY. 

Railway  Department  (Board  of  Trade), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 

20th  October  1902. 
Sib, 

1  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  20th  September,  the  result  of  my  Inquirv  into  the 
circumstances  under  which  a  collision  occurred  at  about  7.15  p.m.  on  tne  19th  September, 
near  Westboume  Park  Station,  on  the  Great  Western  Railway,  between  a  passeng^^r  train 
and  a  light  engine. 

In  this  case,  when  the  11  a.m.  up  Cornish  Express  from  Penzance  to  London, 
consisting  of  an  engine,  tender,  and  nine  vehicles,  had  just  passed  through  Westbourre 
Park  Station  on  the  up  main  line,  it  came  into  collision  with  a  light  engine  which  w . , 
standing  on  that  line. 

The  train  was  travelling  at  the  time  at  a  speed  of  about  30  miles  an  hour,  so  the 
shock  of  the  collision  was  considerable,  and  the  driver  of  the  light  engine  received  serious 
injuries  to  which  he  succumbed  in  the  course  of  a  few  days.  Both  the  driver  and  fireman 
of  the  passenger  train  were  also  slightly  injured. 

The  two  engines  ran  on  locked  together  for  about  100  yards  before  coming  to  a  stand ; 
they  were  both  severely  damaged. 

The  shock  of  the  collision  caused  the  train  to  part  behind  the  tender,  and  the  rear 
portion  at  once  came  to  rest,  the  front  four  wheels  of  its  leading  vehicle  being  derailed, 
and  seven  of  its  vehicles  being  slightly  damaged. 

It  is  understood  that  none  of  the  passengers  of  the  train  were  seriously  hurt,  though 
a  large  number  of  complaints  have  been  received  by  the  Company  of  slight  personal 
injuries  sustained. 

The  engine  of  the  passenger  train  w^as  a  single  driving  wheel  tender  engine,  fitted 
with  a  steam  automatic  brake  working  blocks  on  four  wheels  of  the  engine  and  on  the 
tender  wheels,  and  with  a  hand  brake  working  the  blocks  on  the  tender  wheels. 
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The  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  the  order 
given  : 


One  2nd-clas8  brake 

Two  composites 

Three  3rd -class  carriages  . . . 

One  brake  third 

One  composite 

One  3rd -class  saloon 


•«•         •••  ••• 

•  •  •  •  •  • 

•  •  •  f  •  • 

•  •  •  •  •  • 


•••         •••         •••         ••• 

•••         •••         ••• 


•• •  •  •  • 

•  •  •  •  •  • 

•  •  •  •  •  • 

•  •  •  •  •  • 

•  •  •  •  •  • 

•  •  •  •  •  • 


Wheels 
8 
8 
8 
8 
8 
6 


The  carriages  were  all  fitted  with  the  vacuum  automatic  brake  working  blocks  on  all 
wheels  of  the  train  except  on  the  centre  pair  of  wheels  of  the  last  vehicle. 

The  light  engine  was  a  similar  one  to  that  of  the  passenger  train  and  was  fitted  with 
the  same  brakes. 

Details  of  the  damage  to  the  rolling  stock  and  permanent  way  are  given  in  the 
appendix. 

Description. 

Westbourne  Park  Station  lies  approximately  east  and  west,  and  has  four  lines  of 
rails  running  through  it.  It  has  up  and  down  platforms  on  its  north  and  south  sides 
respectively,  and  an  island  platform  lying  between  th^m. 

The  four  lines  of  rails  running  through  the  station  are  arranged  in  the  following 
order,  commencing  fi-om  the  north  side  of  the  station. 

Up  Relief  Line. 
Down  Relief  Line. 
Up  Main  Line. 
Down  Main  Line. 

This  accident  is  solely  concerned  with  the  up  main  line,  which  runs  alongside  the 
south  side  of  the  island  platform. 

There  is  a  signal-box,  known  as  the  Green  Lane  box,  at  the  east  end  of  the  station, 
situated  just  to  the  north  of  the  up  ma^in  line.  The  next  signal  box  in  the  up  direction 
is  the  Subway  Junction  signal  box,  distant  462  yards  from  it,  whilst  the  next  box  in  the 
jdown  direction  is  the  Portobello  Junction  signal  box,  distant  374  yards  from  it. 

At  a  point  153  yards  to  the  eastward  of  the  Green  Lane  box  there  is  on  the  up  main 
line  a  trailing  connection  which  crosses  the  up  and  down  relief  lines  and  leads  into  a 
locomotive  yard  lying  to  the  north  of  the  main  line.  A  disc  signal  worked  from  the 
•Green  Lane  box  is  provided  for  backing  from  the  up  main  line  through  this  connection. 
The  light  engine  concerned  in  this  collision  was  standing  just  ahead  of  this  connection, 
waiting  for  the  disc  signal  to  be  given  for  it  to  enter  the  locomotive  yard,  and  it  was  at 
this  point  that  the  collision  occurred. 

The  Green  Lane  box  up  main  line  home  signal  is  situated  at  the  east  end  of  West- 
bourne  Park  Station,  25  yards  to  the  westward  of  the  signal  box,  and  its  distant  signal 
is  under  the  Portobello  Junction  home  signal,  374  yards  distant.  On  account  of  the 
short  distance  between  the  Green  Lane  box  and  the  Subway  Junction  box,  the  former  is 
not  pi-ovided  with  any  up  main  line  starting  signal  ahead  of  its  home  signal ;  when, 
therefore,  trains  pass  the  home  signal,  they  enter  the  next  block  section. 

Owing  to  the  shortness  of  the  block  sections  on  each  side  of  the  Green  Lane  signal 
l:x)x  the  Company  have  a  rule  that  no  up  train  should  be  accepted  ^y  the  signalman  in 
the  Green  Lane  box  until  it  has  been  first  offered  to  and  accepted  by  the  signalman  in 
the  Subway  Junction  box. 

But  amongst  the  Company's  special  rules  for  the  Green  Lane  signal  box  is  the 
following : 

"  Light  engines  signalled  on  the  up  line  with  the  special  code  of  five  beats  (2  pause 
1  pause  2)  must  be  stopped  dead  at  the  up  home  signals*  and  before  allowing  such  engines  to  pass 
the  Green  Lane  signal  box,  the  signalman  must  ascertain  from  the  enginemen  if  the  engines 
are  proceeding  to  the  shed,  in  which  ease  the  '  Is  line  clear '  signal  need  not  be  sent  forward." 

Evidence. 

George  Roivland  Ellis^  fireman,  states  :  1  have  September  at  7.45  a.m.  to  work  till  5.30  p.m-     On 

been  about   eight   years  in  the  service   of   the  this  day,  however,  I  had  to  do  an  extra  trip,  viz.. 

Company,  during  over  six  years  of  which  I  have  to  take  some  empty  carriages  from  Paddington  to 

been  a  fireman.     I   came  on  duty  on   the  19th  West  London  before  leaving  duty.     I  had  come 
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off  duty  the  preyions  day  at  4.45  p.m.  At  the 
time  this  accident  occurred  my  en^zrine  was 
mnning  light.  We  had  left  the  empty  carriages 
at  Wftst  London,  and  we  were  returning  to  shed, 
80  that  if  the  accident  had  not  occurred,  we 
should  haye  come  off  duty  at  about  7.30  p.m. 
Driver  Beames  was  working  the  same  hours  as 
me  on  that  day.  My  engine  got  on  to  the  up 
main  line  at  Ladbrooke  Grove,  and  we  ran  from 
there  on  the  up  main  line  to  Westbourne  Park. 
"We  were  checked  at  Portobello  Junction,  but  we 
did  not  actually  come  to  a  stand  there.  When 
we  passed  Green  Lanes  distant  signal  it  was 
against  us.  The  Green  Lanes  home  signal  was 
however  "  off  "  for  us,  and  we  ran  past  it.  When 
passing  through  Westbourne  Park  Station  the 
speed  was  checked,  so  as  to  allow  a  porter  guard 
to  get  off  the  engine,  and  we  then  ran  on  and 
came  to  a  stand  on  the  up  main  line  just  clear  of 
the  points  leading  to  the  engine  shed.  I  believe 
this  was  about  7.12  or  7.13  p.m.  As  1  passed  the 
Oreen  Lanes  signal-box,  I  shouted  out  to  the 
signalman  **  shed,"  but  I  cannot  say  for  certain 
whether  he  heard  me.  After  I  had  shouted  out 
to  him  I  saw  him  go  to  the  front  of  his  box  and 
communicate  with  somebody  on  that  side.  I  saw 
there  were  some  engines  standing  on  the  road 
leadinir  to  the  engine  shed,  so  that  I  knew  he 
oould  not  admit  us  while  they  were  there.  When 
we  came  to  a  stand  there  was  an  empty  train  of 
coaches  standing  at  the  Green  Lane  home  signal 
on  the  down  relief  line,  and  I  think  that  the 
signalman  was  waiting  until  that  train  had 
passed  on.  The  first  thing  that  took  place  after 
I  came  to  a  stand  on  the  up  main  line  was,  that 
this  train  of  empty  coaches  passed  along  the 
down  relief  line  clear  of  the  connection  to  the 
locomotive  shed.  At  the  same  time  a  light 
engine  came  out  of  the  locomotive  yard  and 
went  along  the  up  relief  line.  When  these  two 
operations  had  taken  place,  I  thought  that  the 
line  would  be  set  for  us  to  go  into  the  locomotive 
yard,  and  I  was  watching  to  see  the  points  move. 
At  that  time  I  think  we  had  been  at  rest  between 
three  and  a  half  and  four  minutes.  I  was 
standing  on  tho  left-hand  side  of  the  engine. 
I  was  looking  at  the  points  myself,  and  my  mate 
was  lookinsr  out  the  other  side  to  see  his  signal. 
While  I  was  looking  out  I  saw  the  head  light  of 
the  engine  of  a  train  running  through  West- 
bourne Park  Station  on  our  line.  I  at  once 
shouted  out  to  my  mate  ^'look  out  he  has 
loosened  the  Comi^man  into  us,"  and  at  the 
same  time  I  put  the  reversing  lever  into  forward 
gear,  and  opened  the  regulator.  I  did  it  myself 
in  order  to  save  time,  as  I  saw  that  I  could  do  it 
quicker  than  my  matp.  I  cannot  say  what  my 
driver  did.  Almost  simultaneously  with  my 
turning  on  steam  the  collision  occurred,  but 
my  engine  was  already  moving  before  the  col- 
lision occurred.  We  we  forced  forward  and 
eventually  came  to  rest  near  the  subway  junction 
box.  1  myself  was  not  injured,  I  was  only 
shaken.  I  then  searched  for  my  mate,  and  found 
him  lying  face  downwards  in  the  tender.  As 
soon  as  I  recovered  from  the  knock,  I  turned  off 
steam  and  applied  the  brake.  I  think  it  was 
between  three  and  a  half  and  four  minutes 
between  the  time  we  came  to  rest  and  the  time 
the  collision  occurred.  I  have  several  times 
before  been  on  an  engine  entering  the  locomotive 
yard  from  the  up  main  line,  in  the  same  way  as 
we  did  on  this  occasion.  I  have  often  been 
brought  to  a  stand  at  this  point  to  let  trains  pass, 
I  cannot  say  whether  1  have  ever  been  kept  so 
long  before.  I  am  aware  of  the  rule  that  when  a 
train  is  waiting  to  be  let  into  a  siding,  the  fireman 
should  go  back  to  the  signal-box  and  remind  the 
signalman  of  the  position  of  the  train,  but  I  did 


not  go  back  on  this  occasion.  My  reason  for  not 
doing  so  was,  that  I  saw  that  the  signalman  could 
not  let  us  back  along  the  connection  leading  to 
the  locomotive  yard,  and  also  because  the  time 
was  so  short.  I  have  never  on  any  previous 
occasion  when  stopped  at  this  point  gone  back 
to  warn  the  signalman.  I  am  sure  that  the  Green 
Lane  home  signal  was  off  for  us  when  we  entered 
Westbourne  Park  platform.  My  engine  was  a 
7-foot  single  driving  wheel  tender  engine.  We 
were  running  chimney  first.  It  was  fitted  with 
steam  brake  working  blocks  on  the  driving  and 
the  trailing  wheels  of  the  engine,  and  on  the  six 
tender  wheels,  and  with  a  hand  brake  working 
blocks  on  the  tender  wheels^  My  brakes  were  in 
good  order.  Before  leaving  the  carriage  sidings 
I  had  fixed  a  red  light  at  the  end  of  my  tender, 
and  as  far  as  I  know  it  was  there  at  the  time  the 
collision  occurred.  It  appeared  to  me  to  be 
burning  properly. 

Edwin  Glarke  LanSj  driver,  states :  I  have 
been  in  the  service  of  the  Company  40  years, 
during  30  of  which  I  have  been  driver.  I  came 
on  duty  on  the  19th  September  at  9.32  a.m.  to 
work  till  7.30  p.m.  I  came  off  duty  on  the 
18th  September  at  9  p.m.  On  the  19th  September 
I  was  driving  the  engine  of  the  Cornish  express, 
having  joined  the  train  at  Bristol.  My  engine 
was  a  7  foot  8  inch  single  driving-wheel  tendor 
engine,  running  chimney  first.  It  was  fitted  with 
an  automatic  steam  brake,  working  blocks  on  the 
driving  and  on  the  trailing  wheels  and  on  the 
tender  wheels,  and  with  a  hand  brake  working 
blocks  on  the  tender  wheels.  My  brakes  were  all 
in  perfect  order.  We  were  about  18  minutes  late 
in  leaving  Bristol,  and  we  were  still  about  18 
minutes  late  when  I  reached  Westbourne  Park. 
At  Ladbrooke  Grove  I  had  checked  speed,  and  we 
ran  through  Westbourne  Park  at  a  speed  which  I 
estimate  at  slightly  under  30  miles  an  hour.  At 
Portobello  Junction  all  the  signals  were  off  for 
me,  including  the  distant  for  Green  Lane  Junction. 
At  Westbourne  Park  Station  the  home  signal  was 
off  for  me,  so  ihat  I  still  ran  on,  though  I  was 
still  slightly  checking  the  speed.  I  received  no. 
warning  whatever  of  there  being  any  obstruction 
on  the  line  in  front  of  me.  I  think  that  I  did  see 
a  light  in  front  of  me,  but  I  had  no  idea  that  it 
was  on  the  line  on  which  I  was  running.  The 
reason  why  I  did  not  see  the  light  before  we 
actually  hit  the  light  engine,  was  that  I  was 
looking  at  the  signals.  I  did  not,  however,  see 
anything  in  front  of  me  in  time  to  take  any  steps 
to  stop  the  train,  and  we  were  still  going  between 
25  and  30  miles  an  hour  when  the  collision 
occurred.  My  arm  was  sprained  by  the  collision, 
and  my  fireman  was  slightly  injured  also.  At 
the  time  of  the  collision  the  steam  was  entirely 
turned  off,  it  having  been  turned  off  at  West 
London  Junction.  At  the  time  of  the  collision 
I  was  just  pulling  the  brake  off,  but  after  the 
collision  I  found  that  the  lever  was  fully  over,  so 
that  I  must  have  pulled  it  over,  though  I  do  not 
remember  doing  so.  My  engine  came  to  rest  close 
to  the  subway  box.  At  that  time  my  engine  had 
parted  from  the  train  some  distunce  back,  and  the 
rear  poition  of  the  train  had  come  to  rest.  I  have 
been  in  the  habit  of  running  along  the  up  main 
line  for  a  great  many  years.  It  is  not  unusual  to 
be  stopped  at  Westbourne  Park  by  signs^ls. 

John  BrookeSy  fireman,  states :  I  have  been  in 
the  service  of  the  Company  10^  years,  during  six 
of  which  I  have  been  been  a  fireman.  On  the 
18th  and  19th  of  September  I  was  working  the 
same  hours  as  driver  Lane,  and  I  was  with  him 
on  the  Cornish  express  on  the  19th  September. 
I  remember  in  passing  Portobello  Junction  all  the 
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BlgnalB  were  off  for  us  includiag  the  diatant  for 
3reen  Laii«.  As  soon  as  I  came  In  sight  of  Green 
Lane  home  signal,  I  saw  that  it  was  off  for  ns. 
We  had  checked  speed  at  Ladbrook  Groye  to 
about  tHO  miles  an  honr,  and  it  was  at  that  speed 
that  we  ran  through  Westbourne  Park  Station  or 
possible  a  little  less.  I  knew  nothing  about  there 
hking  anything  on  the  line  in  front  of  us  until  the 
collision  actually  occurred.  I  did  not  see  any  lights 
in  front  of  us.  I  was  looking  out  at  the  time,  but 
my  attention  was  chiefly  on  the  signals.  Steam 
was  turned  off  at  the  time,  it  having  been  turned 
off  at  West  London  Junction.  My  mate  was  just 
blowing  the  brake  off  at  the  time  the  collision 
occurred.  My  right  thumb  was  sprained  by  the 
collision.  As  soon  as  I  had  seen  that  the  signals 
were  right  for  me  I  was  applying  the  hand  brake 
to  steady  the  train,  and  I  was  holding  on  to  the 
handle  at  the  time  the  collision  occurred. 

William  Hocking^  head  guard,  states :  I  have 
been  in  the  service  of  the  Company  30  years, 
dnring  20  of  which  I  have  been  a  guard.  I  came 
on  duty  on  September  19th  at  lO.IX)  a.m.  to  work 
till  7.80  p.m.  I  had  come  off  duty  on  the  18th  at 
9.30  p.m.  I  was  guard  of  the  up  Gornishman  on 
the  19th  September,  having  joined  the  train  at 
Pensance.  My  train  consisted  of  the  following 
vehicles  attached  to  the  engine  in  the  order 
given  : — 

Wheels. 

1  second-class  brake    8 

2  composites     8 

3  third-class  carriages 8 

1  brake  third    ...        ...         •••  8 

1  composite       ...        ...        ..•  8 

1  third-class  saloon      6 

These  carriages  were  all  fitted  with  the  automatic 
vacuum  brake,  working  blocks  on  all  the  wheels 
of  the  carriages  except  the  centre  wheels  of  the 
one  6-wheeled  vehicle.  The  brakes  were  all  in 
good  order.  At  the  time  of  the  collision  we  were 
running  at  about  18  minutes  late.  Our  speed  at 
the  time  ol  the  coUison  was,  I  should  say,  between 
20  and  30  miles  an  hour.  As  we  passed  through 
West  London  I  had  slightly  applied  my  hand 
brake,  and  our  speed  had  been  checked,  and  I 
noticed  as  I  put  my  brake  on  that  the  driver  had 
applied  his  also.  I  was  watching  the  signals  as 
we  passed  through  Portobello  Junction,  and  they 
were  all  off  for  us.  I  did  not,  however,  notice 
the  signal  at  Westbourne  Park  Station.  The  first 
I  knew  of  the  collision  was  feeling  the  shock  of 
it.  We  were  then  slackening  up  speed.  The 
front  four  wheels  of  the  leading  vehicle  of  my 
train  were  derailed,  but  otherwise  the  rest  of  my 
train  was  standing  on  the  rails.  The  train  had 
parted  between  the  tender  and  the  leading 
vehicle,  and  my  train  came  to  rest  with  the 
leading  vehicle  about  100  yards  west  of  the 
Subway  Junction  box.  I  was  riding  in  the  rear 
composite  of  the  train.  The  tail  of  my  van  came 
to  rest  under  the  gantry  carrying  the  signals  of 
the  Green  Lane  box.  Two  or  three  passengers 
complained  to  me  of  having  been  slightly  injured. 

Fredfirick  Oadabi/^  signalman,  states :  I  have 
been  in  the  service  of  the  Company  about  11  years, 
between  six  and  seven  of  which  I  have  been  a 
signalman.  I  am  employed  in  the  Green  Lane 
signal-box,  where  I  have  been  for  the  last  six  or 
seven  weeks.  I  came  on  duty  on  September  19th 
at  2  p.m.  to  work  till  10  p.m.  1  had  come  off 
duty  at  10  p.m.  the  previous  day.  On  the  evening 
of  the  19th  I  remember  a  light  engine  being 
offered  to  me  from  Portobello  Junction.  It  was 
offered  to  me  ai  about  7.10  p.m.  The  signal  told 
me  that  it  was  a  light  engine  for  the  shed.    I 


aeceptd  1  it  at  oncb  with  *^  line  clear,'*  and  soon 
after  I   lowered  my  signals  for  it     I  did  not 
lower  the  distant  signal  for  it,  but  I  did  lower  the 
home  signal.     I  did  not  offer  this  light  engine  at 
all  to  Subway  Junction.     When  a  light  engine  i» 
running  to  shed  we  have  no  instructions  to  offer 
it  to  Subway  Junction  box.    There  is  a  local  rule 
to  the  Green  Lane  signal-box,  that  if  engines  are 
proceeding  to  shed,  the  '^is  line  clear  signal*^ 
need  not  be  sent  forward.    It  was  in  accoMance 
with  this  rule  that  I  did  not  offer  the  ^'  is  line 
clear"  signal  to  Subway  Junction  box  for  this 
light  engine.    The  same   rule   states  that  light 
engines  are  to  stop  dead  at  the  up  home  signal. 
That  was  not  done  tin  this  case.    The  reason  for 
not  doing  so  was  that  I  wished  the  engine  to  go 
to  shed  as  quickly  as  posuble.    The  light  engine 
ran  through'  the   station  without  stopping  and 
passed  my  box.    It  came  to  a  stand  just  over  the 
points  leading  to  the  locomotive  yard.     I  saw  it 
come  to  rest  there.    I  could  not  cross  the  light 
engine  into  the  locomotive  yard  at  once,  because 
there  were  three  engines  waiting  to  go  up  to 
Paddington.    I  knew  that  the  first  engine  was 
for  the  7.30  p.m  train.     I  asked  the  second  one 
what  he  was  for,  and  he  said  he  was  for  the 
7.40.    I  knew   that  there  was  a  7.35  excursion 
train,  and  I  at  once  whistled  to  the  yard  foreman- 
to  ask  him  where  the  engine  of  that  train  was.    I 
could  not  get  any  explanation   from  the  yard 
foreman  about  the  engine  of  the  7.35  excursion, 
so   I  had  the  7.30  engine  uncoupled  from  the 
other  two,  and  sent  it  forward  along  the  up  relief 
line.    At  the  same  time  I  accepted  the  coaches 
on  the  down  relief  line,  and  I  then  allowed  the 
empty  train  to  run  down  the  down  relief  line. 
We  do  not  take  the  times  in  the  Green  Lane  box, 
so  that  I  cannot  say  exactly  what  the '  time  was 
when  the  light  engine  came  to  rest.     About  the 
time  the  empty  train   was  running  down  the 
down  relief  line,  I  was  offered  the  Gornishman 
by  Portobello  Junction.     I  at  once  offered  it  to 
Subway  Junction,  and  he  accepted  it  at  once. 
I  then  accepted  it  from  Portobello  Junction.    I 
did  this  in  forgetf ulness  that  the  light  engine  was 
standing  on  the  up  main  line,  and  I  explain  my 
forgetfulness  by  the  fact  of  my  having  had  this 
conversation  with  the  locomotive  foreman  about 
the  7.35  engine.    I  admit  that  my  mistake  was 
the  cause  of  the  accident.    It  is  not  unusual  for 
engines  to  enter  the  locomotive  shed  in  the  same 
way  that  this  light  engine  was  doing,  viz.,  from 
the  up  main  line.    Every  night  some  engines  do 
the  same  thing.     I  am  acquainted  with  the  rule» 
which  says  that  when  trains  are  kept  waiting  to 
be  let  into  a  siding,  the  fireman  should  return  to 
the  signal-box  to  remind  the  signalman  of  the 
position  of  the  train.    This  was  not  done  on  this 
occasion.    Since  I  have  been  employed  at  this 
box  no  fireman    has    ever  been    sent    back  in 
accordance  with  this  rule.     I  had  not  recognised 
that  the  rule  had  been  neglected,  I  had  really 
forgotten    about   the    rule.      Immediately  after 
giving    ^^Line    clear '^    for    the    Gornishman    I 
lowered   my  signals   for   it.     I   remember  that 
there  was  a  light  at  the  rear  of  the  tender  of  the 
light  engine,  it  was  a  red  light.     As  far  as  I 
remember,  the  light  engine  was  standing  on  the 
up  main  line  between  three  and  four  minutes 
before  the  collision  occurred.     I  had  a  clear  view 
of  it  from  my  signal-box.     I  did  not  look  up  the 
line  before  accepting  the  Gornishman,  though  I 
admit  that  I  ought  to  have  done  so.    The  bulk  of 
the  engines  for  the  locomotive  shed  go  either 
along  the  goods  loop,  or  come  up  the  up  relief 
line,  but  there  are  always  a  few  every  day  that 
run   up  the   up  main  line.     As  a  rule,  when 
engines  are  entering  the  locomotive  yard  from 


63 


tiie  up  main  line,  they  are  backed  at  oaoe  across 
the  connection  leading  to  the  locomotive  yard 
without  any  delay  at  all,  and  it  is  unusual  for  an 
engine  to  be  delayed  as  long  as  this  light  engine 
was  delayed. 

Giiatles  Cooky  Pignalman,  Portobello  Junction, 
states  :  I  have  been  in  the  service  of  the  Company 
19  years,  during  18  of  which  I  have  been  a  signal- 
man. I  came  on  duty  at  2  p.m.  on  the  19th 
September  to  work  till  10  p.m.,  and  I  had  come 
off  duty  at  10  p.m.  the  previous  day.  At  7.8  p.m. 
I  offered  a  light  engine  to  Green  Lane  box,  and  it 
was  accepted  at  once.  It  ran  past  my  box  at 
7.9  p.m.,  and  at  7.10  I  received  the  "  Train  out  of 
section"  signal  for  it  from  Green  Lan-j  box.  At 
7.11  p.m.  I  offered  the  Cornishman  to  Green  Lane 
Junction,  and  at  7.12  he  accepted  it.  At  7.15  p.m. 
it  ran  past  my  box.  At  7.15^  I  received  the 
**  Train  out  of  section  "  signal  for  it  from  Green 
Lane  box. 

George  Davies,  signalman,  states  :  I  have  been 


in  the  service  of  the  Company  nearly  SO- years' 
and  I  have  been  a  signalman  at  Subway  Junction 
for  24  yeara.  I  came  on  duty  on  September  19th 
at  2  p.m.  to  work  till  10  p.m.,  and  had  come  off 
duty  on  the  previous  night  at  10  p.m.  I  knoSV 
nothing  about  a  light  engine  entering  the  section: 
between  Green  Lane  box  and  my  box  oixthe 
evening  of  that  day.  No  light  engine  was  offered 
to  me.  It  is  not  customary  for  engines,  which 
run  past  Green  Lane  box  with  a  view  of  getting 
into  the  locomotive  yard,  to  be  offered  to  me; 
I  do  not  know  of  any  rule  on  the  subject,  but  it 
is  never  done.  At  7.13  p.m.  the  Green  Lane  box^ 
offered  me  the  Cornishman,  I  accepted  it  at  once, 
and  at  7.15^  p.m.  I  received  the  **  Train  entering^ 
section"  signal  for  it.  It  was  very  shortly  after 
I  had  received  the  "Train  entering  section" 
signal  tliat  \  heard  the  collision  occur.  I  had 
received  at  7.13  p.m.  the  "  Train  out  of  section  " 
signal  from  Green  Lane  box  for  a  train  of  empty 
coaches  on  the  down  relief  line.  A  light  engine 
also  arrived  at  my  home  signal  oil  the  up  relieC 
line  at  7.14  p.m. 


Conclusion. 

From  tiie  above  evidence  it  is  clear  that  this  accident  was  mainly  due  to  the  fact  thut 
signalman  Gadsby,  who  was  on  duty  in  the  Green  Lane  signal  box,  allowed  the  express 
passenger  train  to  pass  his  box  on  the  up  main  line  in  forgetfulness  that  there  was  already 
a  light  engine  standing  on  that  line  in  the  section  between  his  box  and  the  Subway 
Junction  signal-box. 

This  light  engine,  which  was  running  to  the  locomotive  yaH,  had  been  admitted  by 
signalman  Gadsby  into  the  above-named  section  on  the  up  main  line  at  about  7.10  p.m., 
and  it  had  been  brought  to  a  standjuat  ahead  of  the  connection  leading  from  that  line  to 
the  locomotive  yard,  with  the  view  of  its  being  backed  through  that  connection  into  the 
yard.  In  this  position  it  was,  it  should  be  remarked,  well  within  Gadsby's  view  from 
his  box. 

Owing  to  the  rule  quoted  above,  viz.,  that  light  engines  for  the  locomotive  yard  may 
be  allowed  to  pass  the  Green  Lane  box  without  being  offered  to  the  signalman  in  the 
Subway  Junction  box,  Gadsby  had  not  offered  this  engine  to  signalman  Davies,  who  was 
on  duty  in  the  last-named  box,  and  Davies  consequently  knew  nothing  of  its  having  been 
admitted  into  the  section. 

Gadsby  was  unable  to  at  once  set  the  road  for  the  light  engine  to  run  into  the  loco- 
motive yard  ;  he  had  first  to  deal  with  a  train  which  was  passing  on  the  down  relief  line, 
and  then  with  some  engines  which  were  running  from  the  locomotive  yard  up  :to 
Paddington,  and  he  was  further  occupied  in  makin^enquiries  about  another  engine  which 
he  knew  was  also  due  to  ran  up  to  Paddington.  The  result  was,  as  he  himself  honestly 
admits,  that  he  entirely  forgot  that  the  light  engine  was  standing  in  the  section,  and,  when 
at  7.12  p.m.  he  was  offered  the  express  passenger  train  from  the  Portobello  Junction  box 
he  at  once  passed  it  on  to  the  Subway  Junction  box  ;  it  was  forthwith  accepted  by  the 
ftignalman  at  the  latter  box,  who,  as  pointed  out  above,  knew  nothing  of  the  presence,  of 
tiie  light  engine  in  the  sectioa,  and  it  was  then  accepted  by  Gadsby,  who  at  once  also 
lowered  his  signals  for  it. 

The  express  train  consequently,  on  approaching  Westbourne  Park,. found  both  the 
distant  and  home  signals  for  the  Green  Lane  signal  box  lowered  for  it,  and  it  accordingly 
ran  through  Westbourne  Park  Station  at  a  speed  of  about  30  miles  an  hour. 

The  signals  at  this  point  of  the  line  are  very  close  together,  and  the  driver  and 
fireman  of  the  express  train  both  state  that,  though  they  were  keeping  a  good  look-out, 
their  attention  was  almost  entirely  devoted  to  looking  for  their  Mgnals,  ^nd  consequently 
neither  of  them  saw  the  light  engine  in  front  of  them  until  the  collision  actually  ocpurried. 

The  driver  of  the  light  engine  was  watching  his  disc  signal,  and  he  does  not  appear 
to  have  seen  the  express  train  approaching  at  all,  but  fireman  Ellis  did  see  it,  and  he  acted 
with  great  promptitude,  putting  the  reversing  lever*  into  forward  gear  and  opening  the 
regulator.  The  light  engine  was  consequently  just  moving  forward  at  the  time  that  the 
accident  occurred,  and  the  effect  of  the  collision  was  undoubtedly  lessened  theieby. 

Signalman  Gadsby  candidly  admits  that  his  forgetfulness  was  the  cause  of  this 
accident,  for  which  therefore  he  must  be  helH  mainly  responsible. 
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GREAT  WESTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 

October  22nd,  1902. 

SlE, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  1st  October,  the  result  of  my  enquiry  into  the  circum- 
stances under  which  an  accident  occurred  to  the  engine  of  a  passenger  train  at  about  6  p.m. 
on  the  25th  of  September,  near  Templeton  Station  on  the  Great  Western  Railway. 

In  this  case,  when  tiie  5.21  p.m.  down  passenger  train  from  Whitland  to  rembroke 
Dock,  consisting  of  an  engine  and  eight  vehicles,  had  just  passed  through  Templeton 
Station,  the  axle  of  the  leading  pair  of  engine  wheels  broke. 

The  driver  of  the  engine  judged  from  the  noise  which  he  heard  that  something  had 
gone  wrong,  so  he  at  once  applied  his  brakes  and  brought  his  train  to  a  stand.  All  the 
wheels  of  tiie  engine  were  found  to  be  still  on  the  line,  and  it  was  not  until  more  than 
half  an  hour  after  the  accident  occurred  that  the  breakage  of  the  axle  was  discovered. 

None  of  the  vehicles  of  the  train  were  damaged  nor  were  any  of  the  passengers 
injured,  but,  owing  to  the  line  being  a  single  one,  considerable  delay  was  caused  to  traffic. 

The  engine  of  the  train  was  a  six-wheels-coupled  tank  engine,  running  chimney 
first ;  it  was  fitted  with  a  steam  and  hand  brake  working  blocks  on  the  six  coupled  wheels. 
The  engine  weighed  43  tons  12  cwt.,  the  weight  being  distributed  as  follows  :  15  tons 
4  cwt.  on  both  the  leading  and  driving  wheels,  and  13  tons  4  cwt.  on  the  trailing  wheels. 

The  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  the  order  given : 

Wheels 
8 
8 
8 
6 
8 
8 
8 


•  •  • 


1  brake  third 

1  tri-composite  ... 

1  third-class  brake 

2  third-class  carriages 
1  third-class  carriage 
1  composite 
1  second  and  third  brake 


.  • 


• . 


. . 


•  • 


•  • 


•  • 


.  • 


• . 


•  • 


•  • 


• . 


•  • 


• . 


. . 


... 


... 


. .  • 


•  *  • 


All  these  vehicles  were  fitted  with  the  vacuum  automatic  brake  working  blocks  oii^ 
56  wheels  of  the  train. 

The  brakes  are  all  reported  to  have  been  in  good  order. 

The  damage  to  the  permanent  way  was  nil ;  that  to  the  engine  consisted  of  the 
following : — 

1  axle  broken. 
1  coupling  rod  broken. 
1         „         „    bent. 
1  hanger  bent. 


Description. 

Templeton  Station,  near  which  this  accident  occurred,  is  a  station  on  the  Great 
Western  Kailway  branch  line  between  Whitland  and  Pembroke  Dock.  This  branch  line, 
was  formerly  the  property  of  the  Pembroke  and  Tenby  Railway  Company,  but  was 
taken  over  by  the  Great  Western  Railway  Company  in  1896. 

The  line  is  a  single  one,  and  down  trains  run  through  Templeton  Station  in  iv 
direction  which  is  almost  exactly  from  North  to  South.  The  station  has  only  one 
platform,  which  is  on  the  west  side  of  the  line  ;  the  only  connection  to  the  main  line  near 
this  station  is  a  siding  connection,  situated  about  130  yards  to  the  south  of  the  south  end 
of  the  station  platform  ;  this  connection,  which  is  trailing  to  down  trains,  is  worked  from 
a  small  ground  frame  locked  by  a  key  on  the  electric  staff  of  the  section.  It  was  close  to 
this  point  that  the  breakage  of  the  axle  appears  to  have  occurred. 

1  am  informed  by  the  Company  that  this  branch  line  has  been  almost  entirely  relaid 
since  it  was  acquired  by  them  in  1896,  new  rails,  chairs  and  sleepers  having  been  provided 
since  that  date.  It  bears  marks  of  having  had  much  work  recently  bestowed  on  it,  and 
after  a  personal  inspection  of  the  line  I  have  no  hesitation  in  saying  that  it  is  at  the 
present  time  in  excellent  order. 
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The  gradient  for  a  down  train  approaching  Templeton  Station  is  a  rising  one  up  to  a 
point  just  over  a  mile  and  a  half  distant  from  it ;  at  that  point  the  gradient  changes,  and 
it  is  then  a  falling  one  of  about  1  in  50  till  close  to  the  station  ;  through  the  station  itself 
the  gradient  is  a  falling  one  of  1  in  265,  and  immediately  to  the  south  of  the  station  it 
again  falls  at  1  in  52.  It  was  near  the  commencement  of  this  latter  gradient  that  the 
break  appears  to  have  occurred. 

The  line  when  approaching  Templeton  Station  from  the  north  is  on  a  left  hand  curve 
of  20  chains  radius,  but  it  runs  quite  straight  through  the  station  itself ;  immediately 
itffter  passing  the  station  there  is  a  short  length — 6  chams — of  gentle  right-handed  curve 
of- 52  chains  radius,  and  the  line  is  then  straight  for  rather  over  a  quarter  of  a  mile.  The 
.fereak  appears  therefore  to  have  occurred  either  on  the  straight  or  on  the  gentle  curve  to 
the  right. 


'I 


Evidence. 


t  ! 


.^,  TJiamas  Jones^  engine  driver,  states:  I  have 
been  39  years  in  the  service  of  the   Company 

'Hiirtng  about  28  of  which  I  have  been  an  engine 
driver.     I  came  on  duty  on  the  25th  September 

; at  11. 30  a. m.  to  work  till  8.15  p.m.  I  came  off 
*      <l,uty  on  the  previous  day  between  6.0  p.m.  and 

.7.0  p.m.  I  was  the  driver  of  the  5.21  p.m.  pas- 
setiger  train  from  Whitland  to  Pembroke  Dock. 

•  My  engine  was  a  six- wheels-couple  saddle  tank- 
.^engine,  running  chimney  first.    The  engine  was 

fitted  with  the  automatic  steam  brake  working 
blocks  on  all  six  wheels,  and  the  handle  of  the 
iteam  brake  applied  the  automatic  vacuum  brake 
to  the  train.  My  brakes  w^ere  in  very  good  order. 
I  had  previously  worked  a  goods  train  from 
Pembroke  Dock  to  Whitland  on  that  day  with 
^his  same  engine.  I  had  had  no  trouble  at  all 
with  the  engine  and  as  far  as  I  knew  the  engine 
was  in  first  rate  order.  1  had  arrived  at  Whitland 
with  the  goods  train  at  about  5.20  p.m. :  I  then 
put  the  goods  train  away.  I  was  ordered  to  turn 
my  engine  which  I  did,  and  then  took  water  and 
•oiled  my  engine  and  then  coupled  on  to  the  5.21 
passenger    train.     We  left   Whitland    at    about 

•  5.'35  p.m.  The  only  station  which  we  stopped  at 
before  the  accident  occurred  was  Narberth,  and 
up  to  that  point  I  had  noticed  nothing  wrong  with 

,  the  engine.    We  left  Narberth  at  about  5.50  p.m. 
rihink  tbat  we  ran  through  Templeton  Station 
at  a  speed  of  about  20  miles  an  hour.    The  first 
time  tbat  I  noticed  anything   wrong  with    the 
•engine  was  when  we  were  running  through  the 
trailing  connection  on  the  down  side  of  Tem- 
pleton Station.    At  this  point  I  heard  the  engine 
give  a  sort  of  a  knock.    At  first  I  did  not  think 
anything  of    this  as  I  thought  it  was    simply 
caused  by  running  through  points.     I  then  heard 
a  second   knock  and    thinking  that  something 
.    might  be  wrong   I  at   once  applied  the   brake 
I  ^iiightly.     I  then  heard  a  third  knock  and  I  saw 
^  stones  flying  about,  so  I  then  at  once  applied  my 
'brake  fully  and  brought  the  train  to  a  stand  as 
'quickly  as  I  could.     I  had  turned  off  steam  at 
about  one-and-a-half  miles  before  reaching  Tem- 
pleton Station  and  had  not  turned  it  on  again 
'  before,  the  time  of  the  accident.    My  brake  acted 
very  well  and  my  engine  was  brought  up  I  should 

•  say  in  between  200  and  250  yards.  I  at  once  got 
.down  and  went  along  the  right  hand  side  of  my 

,  engine.  I  saw  that  the  right  hand  outside  coup- 
ling rod  was  bent.     I  then  went  round  to  the 

"dther  side  of  the  engine  and  saw  that  the  left 
hand  coupling  rod  was  also  broken.  It  was 
broken  close  to  the  crank  of  the  leadin}?:  wheel, 
and  the  portion  attached  to  the  driving  wheel 
was  bent  and  the  end  of  this  portion  was  bearing 

'  oil  the  rail.  At  this  time  I  did  not  notice  that 
the  leading  axle  was  broken.    I  at  once  tried  to 


remove  the  outside  coppling  rods  and  I  did  so. 
In  removing  the  short  piece  connected  to  the 
leading  wheel  I  discovered  that  the  axle  of  the 
leading  wheel  was  broken.  This  was  about  6.40 
p.m.  The  axle  was  broken  close  to  the  left  wheel. 
Both  wheels  on  the  leading  axle  were  on  their 
proper  place  on  the  rail  and  the  axle  was  still 
held  up  horizontally,  but  I  could  see  daylight 
between  the  end  of  the  axle  and  the  boss.  They 
were  not  a  long  distance  apaift,  I  should  say  not 
more  than  from  a  quarter  to  half  an  inch.  I  at 
once  wired  to  Tenby  to  report  what  had  happened. 
I  knew  the  engine  very  well  indeed  and  I  had 
been  working  with  it  about  two  yeare.  I  never 
had  any  trouble  before  with  it  and  I  was 
thoroughly  satisfied  with  the  condition  of  the 
engine.  The  engine  had  been  washed  out  on  the 
previous  Sunday,  but  no  examination  of  the  axles 
takes  place  when  the  engine  is  washed  out.  I 
believe  that  the  engine  was  lifted  and  the  axle 
examined  about  twelve  months  ago  but  of  this  I 
am  not  sure.  No  damage  was  done  to  the  train 
with  the  exception  of  that  suffered  by  the  engine 
and  none  of  the  train  was  off  the  rails.  I  always 
examine  my  engine  before  starting  on  :a  journey 
and  if  I  found  anything  wrong  in  it  I  should  at 
once  report  it. 

Phillip  James  Ounter,  fireman,  states  :  I  have 
been  about  three-and-a  half  years  in  the  service 
of  the  Company,  during  a  little  more  than  two 
of  which  I  have  bet^n  a  fireman.  On  the  24th 
and  25th  of  September  I  worked  the  same  hours 
as  driver  Jones  and  on  the  25th  I  was  with  him 
on  the  engine  of  the  5.21  p.m.  train  from  Whit- 
land to  Pembroke  Dock.  We  had  previously 
come  on  the  same  engine  from  Pembroke  Dock 
ard  I  had  noticed  nothing  wrong  or  unusual 
with  the  engine.  When  we  were  passing  through 
the  connection  at  Templeton  Station  I  hei^ 
three  knocks  and  I  thought  that  something  must 
have  gone  wrong.  When  we  heard  the  second 
knock  I  saw  the  driver  apply  the  brake  but  after 
we  heard  the  third  knock  the  driver  applied  it 
fully  and  brought  us  to  a  stand.  I  myself  applied 
the  hand*brake.  Steam  had  been  turned  off  at  a 
distance  of  more  than  a  quarter  mile  from  Tem- 
pleton Station  and  it  had  not  been  turned  on 
again  before  th6  time  the  accident  occurred.  Our 
engine  was  brought  to  a  stand  in  about  200  yards. 
I  got  down,  examined  the  engine  and  found  that 
the  left  hand  coupling  rod  was  broken.  I  went 
off  to  fetch  an  assistant  engine  and  during  my 
absence  the  breakage  of  the  axle  was,  I  believe, 
discovered.  My  driver  and  I  had  both  looked 
round  the  engine  that  day  and  neither  of  us  found 
anything  wrong  with  it.  I  had  often  been  on 
that  engine  before,  it  was  our  regular  engine  and 
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I  knew  it  well.  As  far  as  I  was  aware  it  was  all 
in  very  good  order  and  I  wae  quite  satisfied  with 
its  condition. 

William  Francis^  gu&i^9  states :  I  have  been 
HI  years  in  the  service  of  the  Company,  during 
27  of  which  I  have  been  a  gnard.  I  came  on 
duty  on  the  25th  September  at  10  a.m.  to  work 
till  9.10  p.m.  1  came  off  duty  on  the  previous 
day  at  9.15  p.m.  I  was  guard  of  the  5.21  p.m^ 
passenger  train  from  Whitland  to  Pembroke 
Dock.  My  train  consisted  of  the  following 
vehicles,  attached  to  the  engine  in  the  order 
given : — 

Wheels. 

1  brake  third        8 

1  tri-composite     8 

1  third-class  brake  8 

2  third-class  carriages     6 

1  third-class  8 

1  composite  ...         ...         ...     8 

1  second  and  third-class  brake  ...     8 

I  myself  was  riding  in  the  rear  brake  van.  My 
train  was  fitted  with  the  automatic  vacuum  brake 
working  blocks  on  all  the  wheels  of  the  eight- 
wheeled  stock,  and  on  four  wheels  of  the  six- 
wheeled  stock.  The  automatic  brake  was  in 
perfect  order.  We  left  Whitland  at  5.35  p.m.  and 
stopped  at  Nar berth  Station.  Up  to  that  point 
nothing  unusual  occurred  with  the  train.  The 
first  I  knew  of  anything  having  gone  wrong  was 
hearing  the  driver  whistle  for  the  brake.  This 
was  when  the  brake  van  in  which  I  was  riding 
was  passing  through  Templeton  Station.  Our 
speed  at  that  lime  was  I  think  about  20  or  25 
miles  an  hour.  Previous  to  the  driver's  whistle 
I  noticed  that  the  brake  had  been  slightly  applied. 
When  the  driver  whistled  I  noticed  that  his  brake 
was  applied  more  fully.  The  moment  that  I 
heard  the  whistle  I  at  once  applied  the  hand 
brake  fully.  I  noticed  by  the  gauge  that  by  that 
time  the  driver  had  applied  the  vacuum  brake 
fully,  and  the  train  very  soon  came  to  a  stand. 
At  that  time  1  did  not  know  why  the  train  had 
been  brought  to  a  stand.  I  got  out  of  my  van 
and  walked  up  the  train  examining  the  carriages. 
When  I  got  to  the  engine  I  walked  round  it  and 
saw  that  the  left  hand  coupling  rod  was  broken. 
As  soon  as  I  found  out  what  had  happened  I  took 
steps  to  protect  my  train,  and  it  was  only  sub- 
sequently 1  was  told  that  the  axle  was  broken. 
None  of  the  vehicles  of  my  train  were  derailed, 
and  no  damage  was  done  to  any  of  them  except 
the  engine.  As  far  as  I  could  see  the  permanent 
way  was  not  damaged  at  all.  No  passensrers 
complained  to  me  of  b^ing  injured  in  any  way. 

Josejjh  Metcalfe^  district  foreman,  states  :  I  am 
district  locomotive  foreman,  and  am  stationed  at 
Tenby.  I  have  held  this  appointment  of  district 
foreman  for  about  five  years  under  the  Great 
Western  Railway  Company,  but  previous  to  that  I 
had  been  district  foreman  under  the  Pembroke 
and  Tenby  Company  for  about  15  years.  I  was  at 
Tenby  at  the  time  of  the  accident,  and  I  at  once 
went  down  with  the  break -down  gang  to  clear  the 
line,  arriving  on  the  spot  at  midnight.  I  examined 
the  engine  and  found  that  the  leading  axle  had 
broken.  It  had  broken  on  the  left-hand  side 
close  to  the  boss  of  the  wheel.  The  coupling  rod 
of  the  left-hand  side  was  also  broken  between  the 
leadiug  and  driving  wheels.  The  coupling  rods 
on  the  right-hand  side  were  also  bent.  I  arranged 
to  remove  the  leading  axle  and  its  wheels  from 
the  engine,  and  to  substitute  another  axle  and 
wheels  for  them,  and  then  the  engine  was 
removed  to  Tenby.  The  brake  hanger  on  the 
left-hand   side   was  also   broken.      The    engine 
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1858  is  in  my  charge.    I  cannot  say  how  old  the  " 
engine  is.     It  came  into  my  charge  in  1898,  and' 
everything  was  in  good  condition  when  it  caiHe 
into  my  charge.    The  first  time  that  this  engihe' 
underwent  general  repair,  after  coming  \nt6  my 
charge,  was  in  April  1901.    At  this  time  the  tyr^s 
were  turned  up,  and  whenever  tyres  are  turned' 
up  the  axle  is  carefully  examined,  and  nothing'- 
was  found  wrong  with  it  on  that  occasion.    Oil.' 
these  occasions  we  clean  the  axle  and  examine  it  ' 
thoroughly,  and  then  bump  it  up  against  anothet' 
wheel,  and  if  there  is  any  flaw  the  oil  makes  it^  ; 
appearance  on  the  surface,  and  the  flaw  is  thereby' 
detected.    If  there  had  been  a  flaw  in  this  axle' 
at  the  place  where  this  break  took  place  it  wouM' 
have  been  detected   on   this  occasion,  but   the, 
position  of  the  break  was  such  that  it  could  only' 
be  detected  when  the  engine  was  lifted.    Since 
April,  1901,  the  engine  has  not  been  lifted,  so' 
subsequent  to  that  date  there  would  have  been  no' 
opportunity  to  discover  a  flaw  at  the  point  wherd.  • 
the  axle  broke.    I  do  not  look  upon  this  engine 
as  an  old    one,  in  fact  I  consider  that  it  was 
practically  a  new  engine  when  I  took  it  over 
in  1898,  and  I  consider  that  at  the  time  of  the 
accident  it  was  in  good  order.     I  did  not  consider  | 
that  this  engine  was  at  all  one  which  as  yet  had' 
by  any  means  finished  its  life.    It  had  a  good  ^ 
many  more    years  work  in    it.      I   had    never" 
received  any  complaints  from  any  drivers  about 
this  engine.    After  we  had  removed  the  axle 
from    under  the  engine  I  examined  the  break. 
The  opinion  I  formed  was  that  the  axle  had  been 
fractured  for  some  time  previous  to  the   final 
break,  and    that  recently  it  was  only  a  small 
portion  of  it  which  had  been  holding  it  together, 
but  I  could  not  form  any  opinion  as  to  how  long* 
the  original  fracture  had  taken  place  before  the 
final  one. 

•  r 

Mr.    W.  H.    Waister  states:    I   am  runnings 
superintendent  of  the  Great  Western  Railway,'* 
and  have  held  that  appointment  for  five  years." 
I  am   acquainted  with  the  engine  No.  1858,  to 
which  this  accident  occurred.     This  engine  was' 
originally  built  in   1890,  and   in   1898  she  was' 
brought  into  Swindon  shops  and  was  thoroughly 
repaired  and  fitted  with  a  new  boiler.     She  was ' 
again  repaired  at  Tenby  in  1901,  when  the  tyres 
were   turned  up  and  the  axles  thoroughly  ex- 
amined, and  the  axles  were  found  to  be  quite 
sound.      The    engine  is     a    six-wheels-coupled 
tank-engine,  total  weight  43  tons  12  cwt.    The 
weight  on  the  leading  wheels  is  15  tons  4  cwt.,. 
on  the  driving  wheels  15  tons  4  cwt.,  and  on  the 
trailing  wheels  13  tons  4  cwt.    The  mileage  run 
by  this  engine  since  she  was  first  constructed  i». 
234,265   miles,  and  the  mileage  since  she  was* 
repaired  in  1898,  66,683,  and  the  mileage  since^ 
the  examination  of  the  engine  in  1901  is  26,491..* 
Oenerallyspeaking«  from  the  history  of  this  engine,' 
it  should  at  the  time  of  the  accident  have  been 
in  good  working  order.    The  axle  which  broke 
is  of  steel.     It  was  manufactured  by  the  Bolton;. 
Iron  and  Steel  Company  and  delivered  by  them 
to  the  Great  Western  Company  in  18S9.    It  was 
put  into  the  engine  in  1890.    The  diameter  of  the 
body  of  the  axle  is  7^  inches ;  the  diameter  at. 
the  journal  7  inches,  but  worn  at  the  time  of  the 
accident  to  6|g  inches,  showing  a  wear  of  3^^  of 
an  inch  all  round  ;  and  the  diameter  at  the  wheel'' 
seat  is  8  inches.    These  dimensions  are  those  of 
a  type  of  axle  which  we  still  employ.    Our  custom 
as  regards  the  testing  of  axles  which  are  in  use  Ip 
as  follows  : — Whenever  the  engine  is  lifted   the ; 
axles  are  scraped  and  thoroughly  examined  by  a 
man  specially  appointed  for  the  purpose,  and  a 
careful  record  kept  of  it.    We  have  no  speci«d.« 
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rule  as  to  how  often  an  engine  is  lifted,  but  as  a 
matter  of  fact  an  engine  of  this  type  would  never 
run  40,0(X)  miles  without  being  lifted.  Before  it 
had  run  that  distance  the  tyres  would  require 
turning  up,  and  this  would  entail  lifting.  As  a 
general  rule  we  find  that  they  do  lift  engines 
before  they  run  the  40,000  miles.  Every  driver 
is  allowed  an  hour  a  day  for  examining  and  pre- 
paring his  engine,  and  he  is  supposed  to  examine 
the  visible  parts  of  the  axle,  but  of  course  would 
not  be  able  to  detect  a  flaw  at  the  point  at  which 
this  break  occurred.  A  flaw  occurring  at  the 
place  where  this  break  took  place  could  only  have 
been  detected  when  the  engine  was  lifted.  I 
h^ve  seen  the  broken  axle.  I  am  of  opinion  that 
there  was  a  flaw  existing  in  the  axle  previous  to 
the  accident,  but  I  can  give  no  opinion  as  to  how 
Iqng  it  had  been  in  existence  previous  to  the  final 
break.  The  final  break  consisted  of  a  portion 
nearly  circular  in  shape  and  about  3  inches  by  3^ 
in  diameter.  I  am  of  opinion  that  the  break  of 
this  latter  portion  went  off  at  once  at  the  time  of 
the  accident.  I  know  of  no  method  of  testing 
by  which  a  flaw  in  an  axle  similar  to  what 
occurred  in  this  case  can  be  detected  without  lift- 
ing the  engine.  A  good  many  flaws  are  detected 
in  axles  by  our  men  in  examining  engines,  and 
however  small  the  flaw  is  the  engine  is  not 
allowed  to  run  again  until  fitted  with  a  new  axle. 
I  do  not  think  there  is  anybody  on  my  staff  under 
me  whom  I  could  hold  responsible  for  not  having 
detected  this  flaw. 

Mr,  Henry  Charles  King  states :  I  am  the 
locomotive  works  manager  at  Swindon.  As 
re^gards  the  testing  of  locomotive  axles,  the  Com- 
pany's inspector  has  free  access  to  the  manufac- 
turing works.  The  blooms  from  which  these 
axles  are  forged  are  examined  and  the  final  forging 
very  carefully  examined  at  the  manufacturing 
^orks.  This  is  all  that  at  the  time  at  which  this 
tixle  was  supplied  was  done  with  reference  to  the 
ftxles  supplied  by  the  Bolton  Iron  and  Steel  Com- 
pany. Now,  however,  it  is  our  custom  to  test  to 
destruction  2  per  cent,  of  all  axles  ordered.  At 
ttie  time  these  axles  were  supplied  it  was  not 
considered  necessary  to  test  any  axles  to  destruc- 
tion because  at  that  time  orders  were  only  placed 
with  well  known  firms,  but  now  that  the  supply 
of  these  axles  is  open  to  the  whole  market  it  is 
considered  desirable  to  carry  out  further  tests. 


The  axles  would,  however,  have  been  farther 
carefully  inspected  at  Swindon  works  when  they 
went  through  the  process  of  machinery.  It  is 
not  unusual  for  us,  after  inspecting  new  axles,  to 
return  some  which  are  found  to  be  faulty.  I  can- 
not produce  any  actual  records  of  teste  made  of 
this  axle.  From  my  knowledge  of  the  routine 
of  the  shops  at  Swindon  I  feel  confident  that 
there  is  no  doubt  that  when  the  engine  was  over- 
hauled in  1898  the  engine  was  thoroughly  ex- 
amined, and  I  produce  a  record  showing  that  this 
actual  axle  was  inspected  and  certified  as  sound 
on  the  2nd  November,  1898.  I  produce  a  table 
giving  a  history  of  this  axle  and  showing  the 
inspections  which  have  been  made  of  it  from  1890 
up  to  the  present  date.  I  examined  this  axle  as 
soon  as  it  arrived  at  Swindon.  I  formed  the 
opinion  that  the  failure  had  been  a  gradual  one, 
but  there  is  nothing  to  show  how  long  this  failure 
had  started  previous  to  the  final  rupture.  Our 
practice  is  to  remove  an  axle  as  soon  as  any  flaw 
of  any  sort  is  detected  in  it.  I  hand  in  our 
modern  specificiition  for  axles,  and  I  submit  that 
the  tests  therein  enumerated  include  every  pos- 
sible precaution  that  can  be  taken. 

Daniel  Evans^  ganger,  states  :  I  have  been 
employed  by  the  Company  for  the  past  28  years. 
I  have  been  ganger  for  seven  years,  and  am  in 
charge  of  the  section  of  the  line  where  the 
accident  occurred.  I  walked  over  the  line  on  the 
morning  of  the  accident  at  about  seven  o'clock 
and  found  it  to  be  in  good  condition.  I  was  on 
the  spot  about  15  minutes  after  the  accident 
occurred — it  was  then  too  dark  to  make  a  thorough 
examination  of  the  line,  but  I  did  so  at  5.30  a.m. 
on  the  next  day.  I  then  found  there  was  nothing 
wrong  with  the  permanent  w^ay,  but  there  were 
some  marks  on  some  of  the  sleepers  on  the  left 
side  of  the  line.  I  examined  the  points  outside 
Templeton  Station  and  found  all  in  good  order. 
No  alteration  whatever  has  been  made  in  the 
permanent  way  since  the  accident.  I  tried  the 
gaus^e  of  the  line  and  found  all  correct.  I  could 
find  nothing  connected  with  the  permanent  way 
which  could  in  any  way  have  been  the  cause  of 
the  accident.  No  complaint  has  ever  been  made 
to  me  of  any  defects  in  the  permanent  way  at  the 
point  the  accident  occurred.  I  consider  the  line 
generally  at  the  point  to  be  in  good  condition. 


Conclusion. 

The  only  direct  evidence  which  can  be  obtained  with  regard  to  this  breakage  is  that 
of  the  driver  and  fireman.  They  both  concur  in  stating  that  just  about  the  time  that  their 
engine  was  passing  the  trailing  connection  on  the  south  side  of  Templeton  Station,  at  a 
speed  which  appears  to  have  been  between  20  and  30  miles  an  hour  with  steam  turned 
off,  they  heard  some  noises  which  appeared  to  be  the  result  of  knocks.  Fearing  that 
something  was  wrong  they  at  once  applied  the  brakes ;  the  train  at  this  time  was  travelling 
on  a  descending  gradient  of  1  in  52,  and  it  appears  to  have  been  brought  to  a  stand  in 
Alx)ut  300  yards. 

On  examining  his  engine  the  driver  at  once  found  that  the  coupling  ix>d  on  the 
right  hand  side  of  the  engine  was  bent,  and  on  going  round  to  the  left  hand  side  he  found 
that  the  coupling  rod  on  that  side  was  broken  oflf  close  to  the  crank  of  the  leading  axle. 
At  that  time  he  was  not  aware  that  any  ftirther  damage  had  occurred,  and  it  was  only 
subsequently,  when  endeavouring  to  remove  the  broken  portions  of  this  coupling  rod, 
that  he  discovered  that  the  axle  of  the  leading  wheel  was  broken. 

The  break  occurred  on  the  left  hand  side  of  the  axle,  between  the  boss  and  the 
journal,  ^.^.,  just  inside  the  left  wheel.  The  broken  end  of  the  axle  was  resting  on  the 
axle-box,  so  the  axle  remained  in  a  horizontal  position.  The  left  wheel  still  kept  to  the 
rail,  being  kept  in  position  by  the  frame  of  the  engine  on  its  inside,  and  by  the  splasher 
and  the  brake- block  rod  on  its  outside. 


69 

The  only  marks  on  the  permanent  way  connected  with  this  accident  were  marks  of 
blows  on  the  sleepers  and  ballast  outside  the  left  hand  rail.  These  marks  commenced  at  a 
point  25  yards  beyond  the  siding  connection,  and  they  continued  close  up  to  the  point 
where  the  engine  came  to  rest.  The  marks  are  not  continuous  but  appear  at  intervals, 
about  50  sleepers  in  the  300  yards  length  being  so  marked.  The  marks  are  precisely 
«uch  as  might  be  caused  by  blows  from  the  end  of  the  broken  connecting  rod  on  the  left 
hand  side  of  the  engine,  one  end  of  which  was  found  to  be  still  connected  to  the  crank  of 
the  driving  wheel. 

When  the  engine  was  brought  to  rest  this  coupling  rod  was  found  to  be  very  much 
bent,  and  there  can  be  no  doubt  that  the  marks  on  the  sleepers  and  the  bending  of  this 
connecting  rod  were  caused  by  the  latter  striking  the  sleepers  as  it  was  driven  forwards  by 
the  driving  wheel.  The  portion  of  the  connecting  rod  which  caused  these  marks  was  not 
at  that  time  connected  with  the  leading  wheel,  so  these  blows  could  not  have  caused  the 
breakage  of  that  axle  ;  the  latter  must  have  broken  first,  and  then  it  was  probably  the 
uneven  movements  of  the  left  leading  wheel  which  caused  the  coupling  rod  to  break  off 
close  to  the  crank  of  that  wheel. 

No  other  marks  of  any  sort  appear  on  this  line  either  at  the  point  at  which  the 
breakage  is  supposed  to  have  occurred  or  previous  to  tlie  train  reaching  that  point.  The 
road  was  in  excellent  condition,  the  rail  a  comparatively  new  one,  and  the  line  well 
ballasted.  The  points  at  the  siding  connection  were  in  good  order  and  right  to  gauge  ; 
they  were  securely  locked  at  the  time  the  train  ran  through  them,  and  they  were  not 
damaged  by  it  in  any  way. 

Whilst  therefore  it  may  be  possible  that  a  slight  jolt  when  passing  through  this 
siding  connection  may  have  been  the  last  straw  which  finally  caused  the  break  of  the 
axle,  I  certainly  do  not  consider  that  the  breakage  could  have  been  actually  caused  by  any 
defect  in  the  permanent  way. 

The  ends  of  the  broken  axle  showed  clearly  that  there  had  been  a  large  flaw  in 
existence  for  some  time  previous  to  the  accident,  and  that  latterly  there  had  only  been  a 
small  nearly  circular  portion,  three  inches  by  three  and  a  half  inches  in  diameter,  which 
was  holding,  and  it  was  this  portion  which  finally  separated  when  the  accident  occurred. 
It  is  impossible  to  say  how  long  the  flaw  had  been  in  existence,  but  it  had  probably  been 
so  for  some  time  previous  to  the  final  break. 

This  axle  was  of  steel ;  it  had  been  made  by  the  Bolton  Iron  and  Steel  Company, 
and  had  been  supplied  by  them  to  the  Great  Western  Railway  Company  in  1889.  Wheels 
were  fixed  on  to  it  in  January,  1890,  and  it  was  then  put  under  the  leading  end  of  engine 
No.  lj8o8,  where  it  was  at  the  time  of  its  fracture. 

The  diameter  of  the  body  of  the  axle  was  7^  inches,  and  that  of  the  wheel  seat  was 
8  inches  ;  the  diameter  of  the  journal  was  originally  7  inches,  but  at  the  time  of  the 
accident  it  was  worn  to  6^4  ^  ^^ches,  showing  a  wear  of  /^  of  an  inch  all  round. 

At  the  time  that  this  axle  was  supplied  the  Company's  customary  examination  of 
new  axles  was  as  follows  : — The  Company's  Inspector  had  access  to  the  manu&cturer's 
works,  and  he  carefully  examined  both  the  blooms  from  »vhich  the  axles  were  forged  and 
the  final  forging  ;  on  receipt  of  the  axles  at  the  Company's  works  at  Swindon  they  were 
again  carefully  examined  when  they  went  through  the  process  of  machining.  It  was  not 
at  that  time  customary,  as  it  is  now,  tx)  test  to  destruction  a  certain  percentage  of  new 
axles  {vide  Specification  given  in  the  Appendix)  ;  and  the  Company  explain  that  that 
course  was  not  considered  necessary  at  that  time  as  orders  were  then  only  placed  with 
well  known  firms,  and  the  supply  was  not  open  to  the  whole  market  as  is  now  the  case. 

The  Company's  custom  as  regards  the  periodical  testing  of  axles  is  as  follows  : — 
Every  driver  is  allowed  an  hour  a  day  for  the  preparation  and  examination  of  his  engine, 
and  during  this  time  he  should  examine  by  inspection  the  visible  parts  of  the  axle  ; 
further,  whenever  an  engine  is  lifted,  which  usually  takes  place  before  it  has  run 
40,000  miles,  the  axle  is  scraped  and  thoroughly  examined  by  a  man  specially  appointed 
for  the  purpose,  and  should  any  flaw  of  any  sort  be  detected  in  it  the  axle  is  at  once 
removed  ;  the  Company  state  that  a  good  many  defects  in  axles  are  detected  by  this 
examination.  The  position  at  which  the  breakage  in  this  instance  occurred  was  such 
that  the  flaw  could  not  possibly  have  been  detected  except  when  the  engine  was  lifted. 

A  history  of  this  axle,  extracted  firom  the  Company's  books,  is  given  in  the  Appendix ; 
from  this  it  will  be  seen  that  the  total  mileage  run  by  this  axle  since  it  was  put  under  the 
engine  in  1890  is  234,265  miles,  and  that  during  that  period  the  engine  has  been  lifted 
and  the  axle  thoroughly  examined  eight  times,  that  is  to  say,  once  for  every  30,000  miles 
run  ;  the  last  examination  previous  to  the  breakage  had  taKen  place  in  April,  1901,  since 
which  date  the  axle  had  run  26,491  miles. 
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The^engine  No.  1;858,  tt)  which  this  accident  occurred^  was  originally  built  in  r890; 
in  189'8  it  was  brought  into  the  Swindon  shops  and  thoroughly  repaired,  being  then  fitted ' 
with  a  new  boiler.     It  was  then  sent  to  the  South  Wales  JDistrict,  and  Mr.  Metcalfe,  intoi 
whose  charge  it  then  came,  states  that  he  considered  that  it  was  at  that  time  a  practically 
new  engine.     Since  that  date  it  underwent  general  repairs  in  1901,  and  at  the  time  of  the 
accident  he  considered  that  it  had  still  many  more  years  life  in  it. 

-      Judging  from  the  evidence  and  from  an  inspection  of  the  engine,  I  am  of  opinion . 
that,  with  the  exception  of  the  flaw  in  the  axle,  the  engine  was  in  thoroughly  good  • 
working  •  order  at  the  time  of  the  accident,  and  that  the  feet  of  the  flaw  in  the  axle  not 
having  been  detected  previous  to  the  final  break  was  not  due  to  any  want  of  care  on  the 
part  of  the  Company's  servants. 

It  ie,  as  has  been  previously  pointed  out  in  Board  of  Trade  reports,  a  matter  of  regret 
that  no  method  of  testing  has  yet  been  devised  by  which  the  presence  of  an  internal  fla\v 
in  an  axle  can  be  detected. 
*  I  have,  &c., 

The  Assistant  Secretary,  P.  Gr.  von  Donop, 

Railway  Department,  Board  of  Trade.  Lt-CoL^  R.E, 


APPENDIX. 


History  of  axle  No.  8,634. — Date  put  in 
wheels,  January  30th,  18^0 ;  maker,  Bolton  Iron 
and  Steel  Company ;  material,  steel ;  mileage, 
234,265. 

January  30, 1890.  New  wheels,  axle,  and  tyres 
put  ^nder  leading  end  of  1,858,  (fifth  engine  of 
79th  lot). 

January  31, 1891.  Axle  examined  at  Glouces- 
ter—axle sound,  tyres  good. 

.    .  Mileage  26,426. 

February  22, 1892.  Axle  examined  at  Swindon 
Works — axle  sound,  tyres  returned. 

Mileage  28,904  =  55,330. 
June  24,   J  893.    Axle  examined  at  Swindon 
Works — ^axle  sound,  new  set  of  tyres. 

Mileage  21,982. 
November  3,  1894.    Axle  examined  at  New 
Milford — axle  sound. 

Mileage  23,897  =  101 ,209. 
.  November  10,  1894.    Axle  examined  at  New* 
port — axle  sound,  tyres  good. 

Mileage . 

November  14,  1896.  Axle  examined  at  Swin- 
don Works — axle  sound,  tyres  turned  up. 

Mileage  33,700  =  134,909. 
November  5, 1898.    Axle  examined  at  Swindon 
Works — axle  sound,  new  tyres. 

Mileage  32,673. 
April  27,  1901.    Axle  examined  at  New  Mil- 
ford — axle  sound,  tyres  re-turned. 

Mileage  40,192  =  207,774. 
April  27,  1901,  to  September  25th,  1902. 

Mileage  26,491. 


234,265 


(Note. — This  axle  has  always  been  under  the 
leading  end  of  engine  1,858.) 

Spbcipioation  for  Stbbl  Straight  Axles 
(Locomotive,  Carriage,  and  Waggon), 

TO  BE  supplied  TO  THE  GREAT  WESTERN 

Railway  Company. 

1.  The  axles  to  be  of  British  manufacture, 
made  from  mild  steel  (acid)  ingots  rolled  into 
bars  and  hammered  to  the  form  and  dimensions 
8|K>wn  on  the  drawing  to  be  supplied.  The 
finished  dimensions  will  be  given  on  the 
drawings,  also  the  maximum  weight.  No  in- 
vbice  will  be  accepted  for  axles  charged  in  excess 
of  the  maximum  weight  specified. 


2.  The  Great  Western  Railway  Company's 
Inspector  to  have  free  access  to  the  manu- 
facturer's works  at  all  reasonable  times  during 
the  course  of  manufacture,  and  to  be  at  liberty  to 
inspect  any  axles,  blooms,  or  ingots,  whether 
finished  or  in  course  of  manufacture. 

3.  Each  axle  to  be  guaranteed  to  stand  the 
following  tests : — 

(a)  Drop   Test.— Five     blows    without 

fracture  from  a  weight  of  2,0(K)  lbs. 
fallinfi:  from  a  height'  (as  specified 
below)  upon  the  axle  placed  upon 
bearings  3  ft.  6  in.  apart.  The  axle 
to  be  turned  after  the  first  and  third 
blows.  After  being  tested  the  axle 
to  be  broken. 

For  axles  6  inohes  diameter  at  middle 
or  more      30  f  t^  f alL 

For  axles  less  than  6  inches  diameter  at 
middle       20  ft.  fall. 

(b)  Tensile  Test.— A  test  piece  cut  from 

any  part  of  the  axles  tested,  or  from 
the  ends  left  on  the  f orgings,  to  give 
an  ultimate  strength  of  not  leas  than 
30  tons  nor  more  than  35  tons  per 
square  inch,  with  25  per  cent,  elon- 
gation measured  over  a  parallel 
length  of  3  inches  having  an  area 
of  half  a  square  inch. 

{c)  Cold  Bend  Test.— A  bar  9  inches 
long  and  1+  inches  square,  ^  inch 
radius  at  the  comers,  to  be  bent 
through  90°  round  a  bar  21  inches 
diameter  and  the  ends  brought 
together  without  fracture. 

4.  The  contractor  to  furnish  at  his  own  expense 
extra  axles  for  drop  testing  in  the  manner 
described  in  Clause  3,  at  the  rate  of  2  per  cent,  of 
the  axles  ordered  under  the  contract,  and  the 
Oreat  Western  Railway  Company's  Inspector 
shall  select  and  test  such  of  the  axles  as  he  may 
think  proper.  The  axles  tested  to  be  held  to 
represent  correctly  the  quality  of  the  casts  from 
which  they  are  made.  Where,  practicable,  the 
axles  represented  by  each  axle  tested  to  be  made 
from  the  same  cast  of  metal. 

In  the  case  of  a  less  number  than  50  being 
ordered  or  made  from  one  cast,  an  end  to  be  left 
on  one  axle  from  each  ingot  of  the  same  diameter 
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ae  the  forged  end  of  axle,  to  enable  the  Inspector 
to  stamp  one  from  which  test  pieces  may  be  cut 
for  the  tensile  test  and  cold  bend  test  as  specified 
in  Clause  3. 

If  the  Great  Western  Railway  Company  desire 
to  make  tensile  or  other  tests  of  the  material,  the 
broken  pieces  of  any  of  the  axles  tested  shall  be 
placed  at  their  disposal,  free  of  chkrge,  for  the 
purpose. 

5.  In  the  event  of  the  representative  axle  (see 
Clause  4)  not  satisfying  the  requirements  of 
Clause  3,  the  Great  Western  Railway  Company's 
Inspector  to  be  permitted  to  make  further  tests 
of  axles,  provided  by  the  contractor  at  his  own 
expense,  before  finally  accepting  or  refusing  the 
axles  represented : — 

(a)  Should  the  axle  fail  in  the  drop  test, 
two  more  axles  will  be  taken  from 
the  same  cast  for  testing. 
(h)  Should  the  axle  fail  in  the  tensile  or 
bend  test,  and  the  fractured  test 
piece  indicate  that  the  result  does 
not  fairly  represent  th6  bulk  of  the 
axles,  then  a  second  test  piece  will 
be  taken  from  the  same  axle  together 
with  a  test  piece  to  be  prepared 
from  another  axle  selected  by  the 
Inspector, 
(c)  The  axles  represented  will  be  accepted 
if  two  of  the  three  test  results  are 
satisfactory. 


6.  All  axles  rejected  for  failure  in  test  to  be 
destroyed  in  the  presence  of  the  Great  Wesljerp 
Railway  Company's  Inspector ;  any  rejected  for 
8urfeu;e  or  other  defects  shall  have  the  letters 
G.W.R.  obliterated  in  the  presence  of  the'Ixi- 
spector. 

7.  All  axles  to  be  annealed  by  being  slowly 
re-heated  and  left  in  the  furnace  to  cool ;  or,  if 
removed  while  hot,  to  be  stacked  in  ashes  to  cool. 

8.  The  manufacturer  to  prepare  samples  and 
supply  labour  and  appliances  for  testing  at  his 
own  cost,  and  to  supply  full  analysis  of  each  cast. 

9.  Each  axle  to  be  well  stamped  while  hot  on 
the  body  near  to  the  wheel-seat  with  the  maker's 
name  and  brand,  the  month  and  year  of  manu- 
facture, number  of  cast,  and  the  letters  G.W.R. 
Any  axle  failing  before  it  has  run  12  months  to 
be  returned  to  the  contractor. 

10.  The  Great  Western  Railway  Company's 
Inspector  will  give  certificates  for  all  axles  which 
he  has  pas«ied  as  complying  with  the  terms  of  this 
Specification,  and  no  axles  must  be  forwarded 
until  this  certificate  has  been  obtained.  The 
certificates  given  by  the  Inspector  to  be  forwarded 
to  Swindon,  attached  to  the  invoices. 


G.W.R.  Loco.  &  Carr.  Dept., 
Engineer's  Ofi&ce, 

Swindon,  May,  1899. 


W.  Dean. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  10th  November. 


GREAT  WESTERN  AND  MIDLAND  RAILWAY  COMPANIES. 

Raitway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 

4th  November,  1902. 
Sir, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  compli^a^qe 
with  the  Order  of  the  16th  September,  the  result  of  my  inquiry  into  the  circumstnuQes 
under  which  two  collisions  between  trains  took  place  at  about  8.50  p.m,  on  the  l^th  of 
September  at  the  Bristol  Joint  Station  of  the  Great  Western  and  Midland  Railway 
Companies.  .  ;   ^    .  .. 

In  this  case  as  the  8.40  p.m.  up  passenger  train  from  Bristol  to  Salisbury,  consisting 
of  an  engine,  tender,  and  seven  vehicles,  was  starting  from  Bristol  Station  and  was  running 
from  one  of  the  platform  lines  on  to  the  up  main  line  it  was  brought  to  a  stand  just 
outside  the  station,  and  whilst  standing  in  that  position  it  was  run  into  by  an .  empty 

?i3senger  train  wjiich  was  bejng  backed  out  of  another  platform  line  on  to  the  up  main  line, 
he  rear  vehicle  of  the  empty  passenger  train  struck  the  engine  of  the  Salisbury '*^fam 
ju3t.  opposite  its  trailing  wheels  and  derailed  it  on  the  up  side  of  the  line,  whilst  three  <?f 
the  coaches  of  the  empty  train  were  derailed  on  the  down  side  of  the  line  foul  of  the  down 
main  line.  i 

Almost  immediately  after  the  first  collision  had  taken  place  the  6.25  p.n^.  down  train 
from  London,  consisting  of  an  engine,  tender,  and  n^ne  vehicles,  arrived  at  the  spot,  and 
came  into  collision  with  the  coaches  of  the  empty  train  which  were  derailed  oh  the  down 
main  line.  Fortunately,  owing  to  the  fact  that  the  down  train  was  about  to  stop  at 
Bristol  Station,  its  speed  at  tne  time  was  not  *  very  great.  Its  engine  was,  however, 
derailed,  though  none  of  its  other  vehicles  left  the  line. 

The  fireman  of  the  down  train  and  a  shunter,  who  was  superintending  the  Backing 
qf  the  empty  train,  out  of  the  station,  were  botjh  seriously  injured,  and  thje  submission'  of 
this  report  has  been  delayed  until  the  latter  had  sufficiently  recovered  to  be  able  to  give 
evidence. 
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Six  complaints  have  also  been  received  from  passengers  in  the  down  train  of  personal 
injuries  received.     None  of  the  passengers  in  the  Salisbury  train  were  injured. 

The  engine  of  the  Salisbury  train  was  a  four- wheels-coupled  tender  engine,  and  its 
train  consisted  of  the  following  vehicles  : — 

Wheels. 


1  brake  van 

2  third-class  carriages 
1  composite 
1  composite 
1  brake  van 
1  horse-box 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  • 


•  •  • 


•  •  • 


•  •  • 


•  • 


•  • 


•  • 


•  • 


8 
8 
8 
6 
8 
6 


The  engine  of  the  empty  passenger  train  was  similar  to  the  above,  and  the  traia 
consisted  of  the  following  vehicles  : — 


•  •  • 


•  •  • 


•  •  • 


1  brake  van 

1  third-class  carriage. . . 

1  composite 

I  van ... 

1  third-class  saloon 

1  brake  composite 

1  brake  composite 

1  brake,  2nd  and  3rd 

I  composite 


. .  • 


•  »• 


. . . 


•  •  * 


•  •  • 


•  •  * 


•  •  • 


.  • 


« . 


• . 


. . 


.  • 


. . 


. . 


. . 


•  • 


•  • 


.  • 


•  * 


.  • 


•  • 


•  • 


•  • 


•  • 


The  engine  of  the  6.25  down  train  was  a  single  driving 
the  train  was  composed  as  follows  : — 


Wheels. 

8 
8 
8 
6 
6 
6 
8 
8 
8 


wheel  tender  engine,  and 


... 


.  •  • 


•  •  • 


•  *  • 


.  •  • 


•  • 


... 


•  •  . 


.  •  • 


*  •  • 


•  •  • 


.  • 


•  • 


.  • 


•  . 


•  * 


.  * 


.  • 


•  . 


•  • 


•  . 


•  • 


•  • 


.  • 


•  • 


•  * 


*  . 


•  * 


•  • 


•  • 


•  • 


•  • 


.  * 


Wheels. 

8 
8 
8 
8 
8 
8 
8 
8 
8 


1  brake  third  •• . 
1  composite 
1  brake  third 
1  composite 
1  dining  saloon 
1  brake  third 
1  composite    ... 
1  brake  third... 
1  dining  saloon 

All  the  above  engines  were  fitted  with  steam  biukes  working  blocks  on  four  wheels 
of  the  engines  and  on  the  six  tender  wheels,  and  with  hand  brakes  working  the  blocks  on 
the  tender  wheels.  The  trains  were  all  fitted  with  the  automatic  vacuum  brake  working 
blocks  on  all  the  wheels  of  the  eight- wheeled  vehicles  and  on  four  of  the  wheels  of  the 
six -wheeled  ones. 

The  details  of  the  damage  done  to  the  rolling  stock  and  to  the  permanent  way  are 
given  in  the  Appendix. 

Description. 

There  are  four  platforms  in  Bristol  Station,  which  are  known  as  Nos.  1,  2,  3,  and  4 
respectively,  and  each  of  these  has  a  platform  line  running  alongside  of  it.  No.  1,  which 
is  the  down  main  line  platform,  is  on  the  south  side  of  the  station,  and  No.  4,  which  is 
the  up  main  line  platform,  is  on  the  north  side  of  the  station.  Nos.  2  and  3  are  island 
platforms  situated  between  Nos.  1  and  4. 

There  is  a  signal-box  at  the  east  end  of  the  station,  which  is  known  as  the  East 
signal-box  ;  it  is  situated  on  No.  4  platform  close  to  the  north  end  of  it,  and  all  the  points 
and  signals  at  the  east  end  of  the  station  are  worked  fi*om  this  box. 

The  up  and  down  main  Unes  run  into  the  station  from  the  eastward  In  a  direction 
which  is  approximately  east  and  west,  the  down  main  line  being  on  the  south  side  of  the 
up  main  line. 

The  down  main  line  has  connections  leading  to  platform  lines  Nos.  1  and  2,  while 
the  up  main  line  has  connections  leading  firom  platforms  Nos.  2,  3,  and  4. 

The  first  collision  which  occurred  on  this  occasion  is  concerned  with  the  connections 
leading  from  platform  lines  Nos.  2  and  4  respectively  on  to  the  up  main  line.  The 
Salisbury  train  was  leaving  No.  4  platform  line  to  run  on  to  the  up  main  line,  while  the 
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empty  carriages  were  backed  fipom  No.  2  platform  line  on  to  the  same  line  ;  the  collision 
occurred  at  the  fouling  point  between  these  two  connections,  which  was  at  a  point 
1 20  yards  to  the  eastward  of  the  signal-box. 

The  second  collision  occurred  on  the  down  main  line  just  opposite  this  point. 

No.  4  platform  line  is  provided  with  an  up  starting  signal,  situated  25  yards  to 
the  east  of  the  signal-box,  and  265  yards  eastward  again  is  the  up  main  line  advanced 
starting  signal. 

No.  2  platform  line  is  provided  with  a  backing  signal  for  backing  trains  from  that 
line  on  the  up  main  line. 

The  down  main  line  is  provided  with  a  distant  and  home  signal,  the  latter  being 
120  yards  to  the  east  of  the  signal-box  and  almost  opposite  the  point  at  which  theee 
collisions  occurred. 

The  night  on  which  these  collisions  occurred  is  reported  as  having  been  dark  but 
clear. 


Evidence. 


William  John  Willis^  driver,  states :  I  have 
been  in  tbe  service  of  the  Company  34  years, 
during  26  of  which  I  have  been  a  driver.  I  came 
on  duty  on  the  12th  September  at  1.40  pan.  to 
work  till  11  p.m.  I  had  previously  come  off 
duty  at  1  p.m.  on  the  11th.  1  was  in  charge  of 
the  engine  of  the  8.4Q  p.m.  np  passenger  train 
from  Bristol  to  Salisbiiry.  My  engine  was 
a  fonr-wheels-coupled  tender  engine  running 
chimney  first.  It  was  fitted  with  a  steam  brake 
working  blocks  on  the  four  coupled  wheels  and 
on  the  six  tender  wheels,  and  with  a  hand  brake 
working  blocks  on  the  tender  wheels.  The 
handle  which  applies  the  steam  brake  to  the 
engine  and  tender  also  applies  the  automatic 
brake  to  the  train,  and  the  application  of  the 
automatic  brake  to  the  train  applies  the  steam 
brake  on  the  engine  and  tender.  My  brake  was 
in  good  order.  About  8.r^5  p.m.  I  attached  my 
engine  to  the  Salisbury  train  in  the  West  sidings, 
and  I  brought  that  train  up  to  No.  4  platform. 
Before  leaving  the  siding  1  tested  the  vacuum 
brake  and  found  it  satisfactory.  It  was  about 
8.37  p.m.  when  we  drew  up  to  No.  4  platform, 
line.  I  first  used  the  ejector  to  create  a  vacuum 
when  we  were  at  the  West  sidings,  the  gauge 
showing  25  inches.  When  I  reached  No.  4  plat- 
form line  I  stopped  the  train  by  means  of 
the  automatic  brake,  and  my  gauge  accordingly 
went  down  to  about  10  or  12  inches.  I  did  not 
use  the  ejector  again  until  after  I  had  received 
the  signal  from  the  guard  to  start.  Before  I 
worked  the  ejector,  just  before  starting  from  the 
station,  I  saw  that  my  vacuum  gauge  was  at  zero. 
I  know  that  my  fireman  had  worked  the  ejector 
a  few  minutes  previously.  I  thought  that  the 
fact  of  the  gauge  having  gone  down  to  zero  must 
have  been  due  to  some  vehicle  having  been 
attached  or  detached,  but  1  took  no  steps  to  again 
test  it  because  I  had  not  time.  After  the  train 
left  the  sidings  there  were  to  my  knowledge  no 
additional  carriages  attached  to  the  train.  At 
8.46  p.m.  the  platform  starting  signal  was  lowered 
for  me,  and  immediately  after  that  I  received  an 
order  from  tlie  guard  to  start.  At  the  time  that  I 
started,  the  advanced  starting  signal  also  was  off 
for  me,  and  also  the  distant  signal  for  South 
Wales  Junction,  which  is  under  the  platform 
starting  signal.  As  soon  as  I  had  got  about  two 
coaches,  length  from  the  platform  I  noticed  that 
my  steam  brake  was  applied  on  both  the  engine 
and  tender,  and  the  train  came  to  a  stand  of 
its  own  accord.  At  that  time  my  engine  was 
standing  foul  of  the  connection  leading  from 
No.  2  platform  line.  The  guard  of  the  train 
came  up  and  I  asked  him  why  he  had  stopped 
the  train,  and  he  said  he  had  done  nothing  of  the 
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sort.  I  then  asked  him  if  we  were  right  away, 
and  he  said  "  Yes,  when  I  get  back  to  my  van." 
I  was  just  going  again  to  create  a  vacuum  in  the 
tube  when  my  engine  was  run  into  by  some 
empty  coaches  which  were  propelled  along  tbfe 
connection  leading  from  No.  2  platform  line. 
The  coaches  struck  my  engine  just  opposite  its 
trailing  wheels,  and  my  engine  was  partially 
derailed.  My  tender  was  not  derailed,  nor  wais- 
any  other  vehicle  of  my  train.  The  coupliisg- 
between  the  tender  and  the  train  was  broken.. 
I  wa«^  not  at  all  hurt  myself,  nor  was  my  fireman. 
As  soon  as  I  saw  that  the  brakes  were-  applied  to- 
the  train  I  had  turned  off  steam. 

John  Hecnan^  head  guard,  states :  I  have  been 
twelve    years  in   the  service  of   the  Company,, 
during  four  of  which  I  have  been  a  guard.     I 
came  on  duty  on  September  12th  at  12.40  p.m.  to 
work  till  11  p.m.    I  had  come  off  duty  on  11th 
September  at  11  p.m.     I  was  head  guard  of  the. 
8.40  p.m.  passenger  train  from  Bristol  to  Salis- 
bury.    I  joined  the  train  about  8.37  p.m.,  it  was . 
then  standing  on  No.  4  platform  line.    The  train 
whpn   I    joined    it    consisted  of    the  following 
vehicles    attached  to  the    engine  in  the    order- 
given  : — 

One  8-whe6led  brake  van. 
One  8-wheeled  third. 
One  8-wheeled  third. 
One  8-wheeled  compositor 
One  6-wheeled  compositor 
One  8-wheeled  brake  van. 

The  carriages  were  fitted  with  the  automatic 
vacuum  brake  working  blocks  on  all  the  wheels 
of  the  eight- wheeled  vehicles,  and  on  four  wheels 
of  the  six-wheeled  vehicle.  After  joining  the 
train  I  did  not  test  the  automatic  brake  in  any 
way.  I  am  aware  that  there  is  a  rule  that  I 
should  test  the  automatic  brake  before  the  train 
starts.  I  made  no  special  trial  of  the  brake,, 
because  I  saw  from  the  gauge  in  my  van  that 
there  was  25  inches  of  vacuum.  I  had  seen  this" 
before  I  gave  the  signal  to  start.  Jtist  before  the 
train  started,  before  I  gave  the  signal  to  starts 
I  saw  that  an  additional  horse-box  had  bee^ 
attached  to  the  rear  of  my  train.  It  was  sub- 
sequent to  the  horse-box  being  attached  that  I 
saw  that  there  was  a  pressure  of  25  inches  in  the 
vacuum  brake  tube.  I  am  aware  of  the  role 
which  states  that  when  any  vehicle  is  attached  to 
a  train  the  brake  valve  in  the  rear  van  should  be 
momentarily  opened  with  a  view  of  testing  the 
brake.  This  was  not  done  on  this  occasion  after 
the  horse 'box  was  added  to  the  train.  I  did  not 
do  so,  because  seeing  that  there  was  25  inches  of 
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p^^ure  shown  in  my  gauge,  I  did  not  think  that 
it  was  necessary  to  do  so.  The  train  started  at 
H'.^fi^.m.,  and  it  came  to  a  standstill  with  the 
trailing  end  of  my  van  just  over  the  level 
crossing.  I  looked  at  once  art  my  gauge  and  saw 
that  there  was  20  inches  of  vacuum,  which  was 
gradually  decreasing.  I  got  out  of  my  van  and 
exaiiitned  the  pipe  behind  my  van,  which 
appeared  to  me  to  be  all  right.  I  then  walked 
tkptofthe  driver  and  asked  him  why  he  was 
stopped,  and  he  said  that  he  was  pulled  up.  I 
s^id  "  I  have  not  pulled  you  up,"  and  his  mate 
theii  looked  out  and  said  that  he  had  not  pulled 
hifiof  tip.  I  said  to  the  driver  "  It  is  all  right,  when 
I  get  back  to  my  van."  When  I  got  to  the 
l^^ding  coach  of  the  train  the  collision  occurred. 
Some  of  the  coaches  which  had  run  into  my  train 
were  derailed,  but  I  cannot  say  whether  they 
were  fouling  the  down  main  line  as  I  was  on  the 
other  side  of  my  train.  I  first  looked  after  the 
passengers,  and  I  then  communicated  with  the 
sigjMtlman  in  the  signal-box,  but  before  I  had 
time  to  warn  the  signalman  the  second  collision 
OiQvthe  down  line  had  occurred.  After  the 
acciclent  the  train  went  as  far  as  Bath.  I  ex- 
p&|!ieiiced  no  trouble  with  it.  At  Bath  the  horse- 
bikk.was  taken  off  as  it  was  only  intended  to  go 
iQ,that  station.  I  remember  telling  the  driver  at 
B^jlbh  that  he  had  not  got  to  stop  at  Freshford  or 
HVishferd,  but  I  am  quite  sure  that  he  said 
iM^thing  to  me  about  having  had  trouble  with  the 
vacuum  brake. 

'Henry  Lock,  fireman,  states:  I  have  been  in 
the  service  of  the  Company  nearly  six-and-a-half 
years,  daring  nearly  five  of  which  I  have  been 
fireman.  On  the  12th  September  I  was  doing 
duty  with  driver  Willis,  and  on  both  the  11th 
and  12fch  worked  the  same  hours  that  he  did. .  I 
was  with  him  on  the  8.40  p.m.  train  from  Bristol 
to  Siilifibury,  and  I  was  with  him  when  the  engine 
was  coupled  up  to  the  train  in  the  West  sidings. 
Before  we  left  the  sidings  I  remember  seeing 
-driVer  Willis  test  the  automatic  brake  of  the  train, 
:and  I  saw  that  the  test  was  satisfactory.  VVe  then 
too)c  the  train  up  to  No.  4  platform  line.  1  did 
not  k;no  w^  when  in  the  station  that  any  additional 
vehicle  was  added  to  the  train,  but  as  the  train 
ivas  starting  I  looked  back  and  saw  thai  a 
horse-box  had  been  added.  About  four  or 
five  minutes  before  the  train  started  I  had 
myself  blown  up  the  vacuum  brake,  the  pressure 
was  still  25  inches,  and  the  pressure  seemed  to 
remain  constant.  Soon  after  we  started  the  engine 
was  working  heavily,  and  we  were  brought  to  a 
stop.  I  then  looked  up  to  the  vacuum  brake 
gauge  and  saw  that  there  was  only  10  inches. 
THe  guard  came  up  and  the  driver  had  some 
conversation  with  him.  We  were  then  waiting  to 
get  the  ^^  Right  away  "  signal  from  the  guard,  when 
my  engine  was  run  into  by  some  empty  coaches. 
I  was  not  injured  myself.  I  did  not  see  the 
co'iches  coming  towards  us  until  the  collision 
actually  occurred.  The  coaches  were  derailed 
a^d  were  lying  over  towards  the  down  main  line. 

William  Walter  Woodward,  shunter,  states : 
I  am  a  shunter  employed  at  Bristol  Joint  Station. 
I  have  been  about  18  years  in  the  service  of  the 
Company,  during  about  12  of  which  I  have  been 
employed  as  a  shunter  at  Bristol.  I  myself  on 
t]ie  12th  September  connected  the  horse  box  on 
j^  the  rear  of  the  8.40  train  to  Salisbury.  1  think 
that  Uiis  box  was  connected  on  between  8  35  and 
^.40  p.m.  Immediately  after  coupling  on  the 
Jiorse-box  I  went  off  duty,  and  I  did  not  see  the 
jbi^ain  start.  I  think  it  was  about  ^AO  when  I 
cpmpleted  the  connection.    I  connected  the  auto- 


matic brake  pipe  between  the  horae-bax  and  th§i 
rear  vehicle,  and  the  connection  appeared  to  be  in 
good  order.  I  went  round  to  the  back  of  the 
horse-box  and  saw  that  the  pipe  ^as  plugg^  all 
right.  The  plug  appeared  to  me  to  be  fitting  quite 
properly.  I  do  not  think  that  I  really  touched 
the  plug  at  the  rear  of  the  horse-box,  [  simply 
looked  to  see  that  it  was  all  right.  I  am  in  the 
habit  of  examining  brake  pipes.  After  connecting 
the  horse-box,  and  before  I  went  away,  1  looked 
into  the  guard's  van  to  see  what  the  vacuum  gauge 
was  registering  and  saw  that  it  was  registering 
25  inches. 

George  Pope,  inspector,  states :  I  have  been 
employed  about  tkree*and-a-half  years  as  inspector 
at  Bristol  Station.  I  remember  on  the  12th  Sep- 
tember attaching  a  horse-box  to  the  rear  of 
the  8.40  p.m.  train  to  Salisbury.  The  box  was 
attached  under  my  superintendanoe,  and  1  should 
say  it  was  attjiched  at  as  near  as  possible 
8.40  p.m.  I  do  not  think  that  the  guard  of 
the  train  was  warned  that  this  box  had  been 
attached  to  his  train.  I  myself  should  have  told 
him  of  it,  but  I  do  not  remember  seeing  him,  ;and 
I  did  not  make  any  special  effort  to  sea  him. 

James  Conyheare,  driver,  states :  I  have  been 
in  the  service  of  the  Company  about  36  years,  and 
have  been  a  driver  for  about  26  years.  I  came  on 
duty  on  the  12th  September  at  11.50  a.m.  to  work 
till  9  p.m.  I  cam,e  off  duty  the  previous  day  at 
8.35  p.m.  I  was  in  charge  of  the  engine  of 
the  4.30  p.m.  train  from  Crewe,  and  I  took  charge 
of  that  train  from  Shrewsbury.  We  arrived  at 
Bristol  at  8.40  p.m.  and  ran  into  No.  2  platform 
line.  After  we  had  completed  the  work  at  the 
platform  I  received  a  hand  signal  from  a  shunter 
to  back  my  train ;  I  did  so.  There  was  8  backing 
signal  for  this  operation,  but  I  could  not  see  it 
from  where  I  was  standing,  but  when  I  came  in 
sight  of  it  I  saw  thai  it  was  lowered  for  me.  My 
train  was  brought  to  a  sudden  stop,  but  I  did  not 
know  at  the  time  what  had  happened.  I  sub- 
sequently learned  that  the  rear  end  of  my  train 
had  been  in  collision.  I  think  we  were  movimr 
at  about  four  miles  an  hour  at  the  time  of  the 
collision.  Immediately  after  the  collision  I  saw 
that  the  backing  signal  was  restored  to  danger. 
From  where  I  was  I  could  not  see  that  anything 
was  foul  of  my  line.  My  engine  was  a  four- 
wheels-coupled  tender  engine  fitted  with  the 
automatic  steam  brake,  which  was  in  good  order. 
The  time  of  the  collision  was  8.52  p.m. 

Edward  Wilkins,  driver,  states  :  I  have  been 
32  years  in  the  service  of  the  Company,  during  14 
or  15  of  which  I  have  been  a  driver.  I  was  in 
ciiarge  of  tho  6.25  p.m.  train  from  Paddington  on 
12th  September.  I  came  on  duty  on  that  da^  at 
8.17  a.m.  to  work  till  8.52  p.m.  1  have  an  interval 
of  rest  from  2.20  p.m.  to  6.25  p.m.  at  Paddington, 
and  during  that  time  I  can  leave  my  work.  I 
came  off  duty  the  previous  day  at  about  8.52  p.m. 
My  engine  was  a  single  driving-wheel  tender 
engine,  fitted  with  steam  brake  working  blocks 
on  the  four  wheels  of  the  engine  and  on  the  six 
tender  wheels.  The  train  was  fitted  with  the 
automatic  vacuum  brake^  applied  by  the  same 
handle  as  the  steam  brake.  I  remember  ap- 
proaching Bristol  Station — ^the  signals  were  all  off 
for  me.  The  first  I  knew  of  the  collision  was 
feeling  my  engine  strike  something.  I  had  not 
sei^n  anything  on  the  line  in  front  of  me.  I  was 
watching  the  signals  carefully  at  the  time.  The 
collision  occurred  when  we  were  very  nearly 
under  the  Briptod  home  signal,  and  .that  signsd 
Y(o»  off  for  me.    I  account  for  my  not  hav^^  «een 
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anything  on  the  line  in  front  of  ihe  to  the  fact 
that  1  "O^as  looking  at  the  Bignate,  and  that  it  was 
dark  at  the  time.  I  cannot  say  whether  there 
were  any  lights  on  the  Tehicle  which  we  ran  into. 
I  do  not  think  there  were.  T  think  the  time  of 
the  ^coUfeion  was  8.51  p.m.  '  After  the  collision  I 
saw  what  had  happened,  and  found  that  we  had 
hin  ititb  some  carriages  which  were  foaling  my 
line.  I  think  that  my  speed  at  the  time  of  the 
collii^ibn'  wa^  abont  eight  miles  an  hour. '  My 
engine  and  tender  were  both  derailed,  lind  I  think 
that  the  coach  next  the  engine  was  derailed.  I 
was  myself  slightly  injured,  but  I  had  not  to 
leavi  work.  My  fireman  was  badly  injured,  his 
leg  being  broken. 
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William  Moles^  guard,  states :  I  have  been  in 
the  service  of  the  Company  38  years,  during  32 
6f  Which  I  have  been  guard.  I  was  in  charge  on 
the  12th  September  of  the  6.25  p.m.  express  from 
Paddington.  I  came  on  duty  at  6  p.m.  to  work 
till  midnight.  I  came  off  duty  on  the  Uth  Sep- 
tember at  10.10  p.m.  My  train  consisted  of  the 
following  vehicles,  attached  to  the  engine  in  the 
order  named  : — 

Wheels. 

One  brake  third 8 

One  composite     8 

One  brake  third 8 

One  tri-composite  ...        8 

Empty  dining  saloon         8 

One  brake  third 8 

One  composite     8 

One  brake  third 8 

One  dining  saloon  ...        8 


'I  was  riding  in  the  third  vehicle  from  the 
engine.  My  train  was  fitted  with  the  automatic 
vaeaum  brake  working  blocks  on  all  the  wheels 
of  the  train.  My  brs^es  were  in  good  order. 
The  first  I  knew  of  the  collision  was  feeling  the 
shock  of  it.  I  estimate  our  speed  at  that  time  at 
from  8  to  10  miles  an  hour.  The  shock  of  the 
collision  was  very  severe.  I  was  not  hurt,  though 
I  wBs  slightly  dazed  for  a  time.  After  the 
accident  I  got  out  to  see  what  was  the  cause  of 
it^  and  I  found  that  my  train  had  come  in  collision 
with  some  carriages  which  were  fouling  the  line 
ouE  the  off  side,  and  the  engine  of  my  train  was 
ofE  the  road.  None  of  the  vehicles  of  my  train 
were  derailed.  No  passengers  complained  to  me 
of  having  been  injured,  but  one  lady  appeared  to 
be  affected.  The  signals  were  all  off  for  my 
train.  The  collision  occurred  at  8.51  p.m.  We 
were  due  at  Bristol  at  8.52  p.m.,  so  that  we  were 
running  punctual. 

John  Lloydy  signalman,  states  :  I  have  been  21 
years  in  the  service  of  the  Company,  and  14  of 
which  I  have  been  a  signalman.  I  have  been 
employed  about  one-and-a-half  years  in  the  Bristol 
East  signal-box,  and  was  on  duty  there  on  the 
12th  September.  I  came  on  duty  at  2  p.m.  to 
work  till  10  p.m.  I  came  off  duty  at  10  p.m.  the 
previous  day.  I  remember  lowering  the  signals 
for  the  8,40  p.m.  Salisbury  train  to  leave  platform 
No.  4.  1  lowered  these  signals  at  8.46  p.m.,  and 
about  one  minute  after  that  the  train  started.  I 
had  to  lower  both  the  i^  platform  starting  and 
advanced  startiog  signals  for  this  train.  When 
the  train  started  from  the  platform  I  was  at  the 
west  end  of  the  cabin,  and  I  saw  the  train  start 
and  leave  the  platform.  I  went  back  into  the 
cabin  to  put  the  platform  starting  signal  to 
**  danger,"  and  give  the  "  Out  of  section"  signal  to 
the  West  box.  I  then  returned  to  the  lever  work- 
ing the  advanced  starting  signal.  I  waited  there 
for  a  minute,  and  1  then  called  out  to  my  assistant 

18078 


who  was  at  the  east  eiid'  of  the  cabin,  to  kiiicrw 
whether  the  Salisbury  train  had'  gone.  He  lootted 
up  the  line  and  answered  me  -^  Yes,  all  rightc^^^* "  I 
then  said  *' We  will  now  let  the  empty  ooac^es 
go."  I  th^n  put  back  the^  advanced  stariihg 
signal  lever,  slnd  Wllkey,  the  toiistant  signaltftSM^ 
pulled  over  No.  48  points,  and  I  pulled  Not  && 
signal,  which  is  the  backing  signal  from  Nif):;'^ 
platform  line  i&  the  up  main  litte.  I  then  walked 
up  to  the  east  end  of  lifae  cabin,  accepting  ttie 
6.25  p.m.  express  from  Sotrth  Wales*  JunctiiDik 
box,  and  walked  to  the  window  at  the  east  elaA\ 
and  found  that  the  Salisbury  train  was  stancHttg 
just  beneath  me.  1  shouted  out  to  Wilb^'Do 
put  94  signal  to  danger  at  onee,^  whilst  I  thre^  up 
the  sij^al  against  the  down  e^i^press.  Tmmedi^i^ly 
after  I  had  told  my  assistant  to  put  94  to  ^Mget 
the  first  collision  occurred.  The  second  ooHlsibn 
occurred  immediately  after  I  had  puttheittfilh 
line  signals  to  danger.  The  two  colTisiiMiB 
occurred  almost  immediately  one  after  the  other. 
When  I  asked  vaj  assistant  about  the  Salii^bury 
train  he  was  standing  about  half  way  betv^een 
the  centre  of  the  cabin  and  the'  east  end  (ft'  it 
He  just  moved  a  stop  backwards  so  as  to "get'a 
good  view  out  of  the  window  before  answering 
me,  but  he  did  not  move  at  all  towards  the  eafist 
end  of  the  cabin.  From  the  position  in  which  he 
stood  1  thought  that  he  had  been  able  to  see  the 
tail  and  side  lamps  of  the  train  passing  the 
advanced  starting  signal,  and'  from  the  way  he 
spoke  to  me  I  was  convinced  he  could  see' the 
train  pass  that  signal.  I  had  no  difficulty  when 
I  got  to  the  window  in  seeing  the  Salisbury  trtkin. 
standing  beneath  me.  The  tail  of  the  train  wlis^ 
very  close  to  me,  and  1  could  see  the  tail  lamp- 
and  the  two  side  lamps.  The  only  explanation 
my  assistant  gave  me  of  his  mistake  was  that  he- 
thought  that  the  Salisbury  train  had  gone.  "The 
night  was  dark,  but  clear,  and  there  was  no  fttg.. 
I  am  not  quitc^  sure  whether  I  saw  both  side 
lights  on  the  Salisbury  train,  but  T  certainly  te'W 
one. 

Oeorge  Olding  Wilkey  states  :   I  have  been  in 
the  service    of    the  Company    seven-and-a-half 
years,  oneand-a-half  of  which  I   have  been  a 
signalman.    1   have  been  employed  about  four 
months  in  the  Bristol  East  signal-box  as  assistant 
signalman.    I  came  on  duty  on  the  12th  September 
at  3  p.m.  to  work  till  1  a.m.  on  the  13th.    I  haSi 
previously  come  off  duty  at  1  a.m.  on  the  12th. 
I  remember  the  8.40  p.m.  Salisbury  train  staiH;iiig 
from   No.  4  platform.    Lloyd  had  lowered  the 
signals  for  this  train  to  start.    He  had  lowered 
both  the  platform  starting  and  advanced  stcurting 
signals  for  it.     I  saw  the  traih  start  from  the 
platform,  and  I  sent  the  "  Train  entering  section  " 
signal  for  it  to  the  South  Wales  Junction  boi. 
This  was  at  8.48  p.m.    At  8.50  the  South  Wales. 
Junction  box  offered  me  the  6.25  express,  and  I 
accepted  it  at  once.    Signalman  Lloyd  offered  the- 
express  train  to  the  West  box,  and  I  pulled  off 
the  down  main  line  signals.    I  then  came  back  tO' 
the  middle  of  the  box,  and  my  mate,  who  was. 
standing  at  the  farther  end  of  the  cabin,  called  out 
to    me,  '*  Is   that    train    gone  ? "    meaning    tlie 
Salisbury  train.     I  did  not  go  to  the  window,but 
looked  up  along  the  line  from    where   I    was 
standing,  which  was  at  the  centre  of  the  box,  an^, 
seeing  no  tail  or  side  lights,  I  said  "  Yes,  it  is 
gone."    Lloyd,  my  mate,  then  said  "We  will  Ifet 
the  coaches  go  from  Na  2  next,"  and  I  set  the 
road  for  them,  pulling  over  No.  48  lever,  and  my 
mate  then  pulled  off  No.  94,  which  is  the  backing 
signal  for  it.     I  then  stood  opposite  the  block 
instrument  waiting  for  South  Wales  Junction 'to 
clear  the  Salisbury  train,  and  thinking  he  was 
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rather  a  long  time  about  it,  I  rang  him  np  on  the 
bell.  My  mate  then  walked  to  the  top  end  of  the 
cabin  and  looked  out  of  the  window,  and  saw 
that  the  Salisbury  train  had  not  gone,  and  he 
called  out  to  me  to  put  back  No.  94  lever.  I  at 
once  put  back  No.  94  leyer,  but  immediately  after 
doing  so  the  first  collision  occurred.  About  the 
same  time  my  mate  put  the  down  main  line 
signals  to  danger,  and  the  second  collision 
occurred  about  fifteen  seconds  after  the  first  one. 
I  admit  that  it  was  my  mistake  in  thinking  that 
the  Salisbury  train  had  gone,  but  I  felt  pei^ectly 
convinced  that  it  had  done  so,  and  it  was  on  that 
account  that  I  rang  up  South  Wales  Junction  box. 
I  was  standing  close  to  the  centre  of  the  box 
when  my  mate  asked  me  whether  the  Salisbury 
train  had  gone.  I  may  have  moved  a  step  or  two 
forward  towards  the  front  of  the  box  before  I 
answered  him,  but  I  did  not  move  up  towards  the 
east  end  of  the  box  at  all. 

Frederick  John  Burridge,  driver,  states :  I 
have  been  about  16  years  in  the  service  of  the 
Company,  during  five  of  which  I  have  been  a 
driver.  On  the  evening  of  the  12th  September 
I  was  relief  man  in  the  sheds,  and  1  was  ordered 
to  take  my  engine  and  take  the  Salisbury  train  tp 
Sftlisbury  from  Pyle  Hill  Junction.  This  was 
after  the  accident  occurred.  The  train  consisted 
of  the  same  vehicles  as  had  previously  started 
from  Bristol.  I  had  no  difficulty  in  creating  a 
vacuum  with  the  ejector,  but  the  pump  would 
not  maintain  the  vacuum.  I  noticed  before  I 
started  that  there  was  a  slight  leak  somewhere  in 
the  brake.  I  stopped  at  every  station  before 
reaching  Bath,  but  I  had  to  keep  the  ejector 
going  to  get  the  brake  off.  At  Bath  a  horse-box 
was  taken  off  my  train,  and  as  soon  as  that  was 
done  the  brake  became  all  right.  I  had  no 
further  trouble  between  Bath  and  Trowbridge, 
which  is  where  I  left  the  train.  I  did  not  myself 
examine  the  horse-box,  as  I  had  not  time  to  do 
so.  At  Bath  I  reported  to  the  head  guard  that 
I  had  had  much  trouble  with  the  brake  all  the 
way  from  Pyle  Hill  Junction,  but  I  told  him  that 
it  was  now  all  right.  The  guard  appeared  to 
understand  what  I  said  to  him. 

George  Griffin^  carriage  examiner,  spates :  I 
have  been  42  years  in  the  service  of  the  Company, 
during  37  of  which  I  have  been  a  carriage 
examiner,  and  am  stationed  at  Chippenham. 
About  11  a.m.  on  the  13th  September  my  attention 
was  drawn  by  driver  Harper  to  the  condition  of 
horse-box  No.  121.  He  told  me  that  the  brake 
would  not  exactly  act.  I  examined  the  horse-box, 
and  found  that  at  the  rear  end  of  it  the  coupling: 
was  not  down  fiush  on  to  the  plug.  This  caused 
a  leak  in  the  vacuum  pipe,  which  would  account 


for  the  bad  working.  I  rearranged  it  so  that  it 
was  flush  with  the  plug.  I  did  not  hear  whether 
the  brake  acted  well  after  this  as  the  train  left 
almost  immediately. 

Frank  Bundy^  shunter,  states :  I  have  been 
five  years  at  the  Bristol  Joint  Station,  and 
am  employed  there  as  a  shunter.  I  came  on 
duty  at  7  p.m.  on  the  12th  September.  It  is 
my  regular  duty  of  an  evening  to  superintend 
the  backing  of  the  Crewe  train  out  of  No.  2 
platform  line.  It  is  sometimes  backed  on  to 
the  up  Oreat  Western  main  line,  and  sometimes 
on  to  the  up  Midland  line,  and  I  know  from  the 
signals  which  line  it  is  going  to.  On  this  occasion 
I  waited  until  the  platform  work  of  the  train  was 
completed,  and  then  I  went  and  informed  the 
signalman  in  the  East  box  that  the  train  was 
ready  to  be  backed  out.  He  acknowledged  my 
communication,  and  about  a  minute  afterwards 
the  signal  was  lowered  for  the  train  to  be  backed 
on  to  the  up  Oreat  Western  line.  I  then  altered 
the  back  light  of  the  train  so  as  to  show  a  white 
light ;  this  light  was  in  good  orier  and  was 
burning  well.  I  then  gave  the  driver  a  hand- 
lamp  signal  to  back  his  train.  I  then  got  into  the 
rear  brake  composite  and  the  train  started  to  back. 
I  was  standing  on  the  right-hand  side  of  the 
brake,  and  was  looking  out  of  the  window  to  see 
the  main  line  signals.  When  we  had  moved  back 
about  20  or  30  yards  I  heard  what  I  thought  was 
a  danger  whistle,  so  I  moved  back  to  the  brake  to 
apply  it,  but  before  I  could  do  so  my  van  came 
into  collision  with  something  and  I  was  thrown 
back.  I  was  only  slightly  injured,  so  I  at  once 
looked  out  and  found  that  we  had  come  into 
collision  with  the  engine  of  a  train.  I  had 
previously  seen  this  train,  but  I  thought  that  it 
was  standing  on  the  up  Midland  line.  I  found 
that  my  brake  composite  was  derailed  and  was 
standing  foul  of  the  down  main  line,  so  I  intended 
to  at  once  go  up  the  line  to  try  and  stop  the  down 
express  train  which  I  knew  was  signalled.  I  had 
got  one  foot  on  the  line  and  one  foot  on  the 
carriage  step  when  I  saw  the  engine  of  the  down 
train  close  to  me.  I  do  not  quite  know  what 
happened  to  me,  but  after  the  collision  I  found 
myself  standing  up  with  my  hip  bruised.  I  could 
not  do  anything  more,  so  I  went  and  lay  down. 
I  was  not  able  to  resume  duty  for  five  weeks. 
I  think  that  at  the  time  of  the  first  collision  the 
speed  of  my  train  was  about  six  or  seven  miles 
an  hour.  I  think  that  the  second  collision 
occurred  about  a  minute  and  a  half  after  the  first 
one.  I  did  not  notice  whether  the  down  main 
line  signal  was  put  to  danger  before  the  second 
collision  occurred.  The  express  did  not  appear 
to  me  to  be  running  very  fast,  and  it  was  checking 
speed. 


Conclusion. 


The  first  occurrence  which  contributed  to  cause  these  collisions  was  the  feet  of  the 
Salisbury  train  coming  unexpectedly  to  a  stand  just  after  it  had  started  from  Bristol 
Station.  Almost  immediately  that  this  train  had  left  the  station  the  vacuum  brake  was 
automatically  applied,  and  the  train  consequently  came  to  rest  with  its  en^ne  standing  at 
a  point  about  130  yards  ahead  of  the  signal-box  and  with  its  rear  end  just  clear  of  that 
box.  In  this  position  the  engine  was  standing  foul  of  the  connection  leading  from  No.  2 
platform  line  to  the  up  main  line. 

The  cause  of  this  automatic  application  of  the  vacuum  brake  was  not  ascertained  at 
the  time,  but  trom  the  above  evidence  there  can,  I  consider,  be  no  doubt  that  it  was  due 
to  a  leak,  which  was  subsequently  found  in  the  pipe  connection  at  the  rear  end  of  a 
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horse-box,  which  vehicle  had  been  attached  to  the  rear  of  the  train  just  before  it  left 
Bristol. 

This  leak  should  undoubtedly  have  been  discovered  before  the  train  started  had  the 
vacuum  brake  been  tested  after  the  horse-box  had  been  attached  to  the  train.  The  driver 
states  that  he  had  tested  the  vacuum  brake  when  he  first  brought  the  train  to  the  platform 
and  that  he  found  it  to  be  in  good  order,  so,  not  knowing  that  any  other  vehicle  had  been 
attached  to  the  train,  he  did  not  test  it  again  before  starting.  The  guard  admits  that  he 
noticed  that  a  horse-box  had  been  attached  to  the  train,  but  he  states  that  on  doin^  so  he 
looked  at  the  gauge  in  his  van  and,  seeing  that  it  was  registering  25  inches,  he  was 
satisfied  with  it. 

Considering  how  promptly  the  brake  was  applied  when  the  train  started,  the  leak 
must  have  been  quite  evident  on  the  gauge  as  soon  as  the  horse-box  was  attached,  and  it 
should  certainly  have  been  detected  by  guard  Heenan  if  he  had  exercised  due  care  in  the 
matter. 

This  stoppage  of  the  train  should  not,  however,  of  itself  have  led  to  any  farther 
mishap  had  it  not  been  for  a  mistake  which  was  subsequently  made  in  the  East  signal-box. 

Si^alman  Lloyd  was  in  charge  of  that  box  and  signalman  Wilkey  was  assisting 
him.  Both  these  men  state  that  they  saw  the  Salisbury  train  start  from  No.  4  platform 
line,  but  neither  of  them  noticed  that  it  had  been  brought  to  a  standstill,  and  they  were 
quite  in  ignorance  of  that  fact,  though  its  tail  end  was  standing  close  to  their  box. 

There  was  at  that  time  standing  on  No.  2  platform  line  a  train  ot  empty  camflsres, 
which  had  to  be  backed  on  to  the  up  main  line. 

About  a  minute  after  the  Salisbury  train  had  started,  Lloyd,  who  was  then  at  the 
west  end  of  the  box,  asked  Wilkey,  who  was  standing  about  haH  way  between  the  centre 
and  the  east  end  of  the  box,  whether  the  Salisbury  train  had  gone,  and  Wilkey,  after 
looking  up  the  line,  said  "  yes,  all  right."  Lloyd  accordingly  put  back  the  up  main  line 
starting  signal  and,  after  setting  the  points,  lowered  the  backing  signal  for  the  empty 
train  to  be  backed  along  the  connection  leading  to  the  up  main  line.  In  response  to  this 
signal  the  empty  train  was  backed,  and  its  rear  vehicle  consequently  came  into  collision 
with  the  engine  of  the  Sahsbury  train  which  was  standing  at  the  fouling  point. 

Shunter  Bundy,  who  was  superintending  the  shunting  operation,  and  who  was 
riding  in  the  rear  vehicle  of  the  empty  train,  states  that  before  the  collision  occurred  he 
had  seen  the  lights  of  the  Salisbury  train,  but  that  he  thought  that  they  were  the  lightiB 
of  a  train  standing  on  the  up  Midland  line,  which  is  situated  to  the  north  of  the  up  Ureat 
Western  line.  Bundy  appears  to  have  been  keeping  a  good  look  out,  and  I  do  not 
consider  that  any  blame  attaches  to  him  in  the  matter. 

This  collision  must  therefore  be  regarded  as  entirely  due  to  the  mistake  made  by 
signalman  Wilkey  in  stating  that  the  Salisbury  train  was  gone  when  it  was  at  that  time 
standing  on  the  line  close  to  his  box. 

Wilkey's  explanation  is  that  he  knew  that  he  should  have  a  good  view  of  the  tail 
lights  of  the  Salisbury  train  when  it  passed  the  advanced  starting  signal — 290  yards 
distant  from  his  box.  When  therefore  he  was  asked  whether  the  train  had  gone,  it  was 
in  that  direction  that  he  looked,  and  after  pausing  and  seeing  no  signs  whatsoever  of  the 
lights  of  the  Salisbury  train,  he  concluded  that  it  must  have  already  passed  that  signal, 
so  he  informed  Lloyd  uiat  the  train  was  gone. 

As  the  train  was  at  that  moment  standing  with  its  rear  end  only  a^few  yards  beyond 
the  box,  Wilkey  should,  if  he  had  been  duly  careful,  have  seen  that  it  was  standing 
there,  and  it  is  to  his  want  of  care  that  this  accident  must  be  regarded  as  having  been 
mainly  due. 

Immediately  that  the  first  collision  occurred  the  signalmen  put  all  their  signals  to 
danger,  including  those  of  the  down  main  line,  which  line,  as  above  stated,  had  been 
fouled  by  some  of  the  derailed  carriages  of  the  empty  train.  The  6.25  p.m.  down  express 
fi^m  London  was  however  already  due  on  that  line,  and  the  signals  had  been  lowered  for 
it ;  it  arrived  at  the  point  where  the  derailed  carriages  were  standing  a  few  seconds  after 
the  first  collision  had  occurred,  and  consequently  came  into  collision  with  them.  This 
second  collision  occurred  so  soon  after  the  first  that  it  is  uncertain  whether  the  down 
signals  had  been  put  to  danger  before  it  actually  took  place. 

There  seems  to  be  no  doubt  that  the  signalmen  took  all  the  possible  steps  which  they 
could  after  the  first  collision  occurred.  Neither  they  nor  the  driver  of  the  down  express 
train  can  be  blamed  in  any  way  for  the  second  collision,  which  was  solely  due  to  the 
arrival  of  that  train  so  immediately  after  the  line  on  which  it  was  running  had  been  fouled 
by  the  vehicles  concerned  in  the  first  collision. 
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No  blame  appears  therefore  to  attach  'to  anyone  In  •'conneSctioh  with  tlie  Becon^ 

COllisiQI),  .,  ,         ,      ..  ^  11        . 

'     '  I  have,  &c., .      .     , 

U  ^  f  P.  G.  VON  DONOP,      .  ' 

The  Assistant  Secretary,      -    .\l,.  ,'  Lt-Cot.^  R.E. 

,j      Railway  Department,  Board  of  Trad^. 


J . • ♦ t     .♦ ' 


APPENDIX. 
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1       .^    I     .,   ..  Damage. TO  Rolling  Stock.,        «  ., 

Empt\/  Passenger  Train.   '    :  ;  puffer  nid,  drawUr  h<K»k  aiid  stepboards  bro7p9Q(; 


1 1 


Great  Western  Passenger  Brake  Van,  No.  885.-  ^^^^'  T^^^^*''  *^-  damaged. 

Look  Imfferrtd}  two  buffer  gtiides  broken  r  iron'  Gipat,;y\rQSt<^rn&alw,T?iTComj^^ 

beadstook bent.                                                    ,  Off  line,    all. wheels;  body  frame   and    bogie 

•  London  andvNorthW^stemrThird,  No.  2,321.—  t>adly  ^^^l^ed.  .               ,           . 

Two  buffer  guides  broken,  6,25  p.m.  Passenger  ex  Paddington. 

MLfiHidon  itifd  J^ortb.  Westef'n  .Cpmposite,  No^  Engine,  No,  SfOS^.^Eogine  and  tender  off  lin^^ 

1 ,091. — One  quarter  light  brpken.  all  wheels  ;  engine  damaged. 

Grqat  Western,  Saloon,  No.  2,524— One  buffer  Great  Western,  Brake,  Third,  No.  3421.— End 

pad  crushed  ;  lamp  iron  bent.  panels  smashed  ;    vacuum    pipe,    buffer   guide, 

London  and  North  Western,  Brake,  Tri-Com-  ^^^^  ^^^  Mghts^  three  quarter  lights  broken'; 

pbsite^,  No.  648.— Off  line,  one  pair  of  wheels;  gnardfs -^ojection  and  step  boards  damaged, 

one   end  smashed;  roof  damaged;  two 'buffer  Great  Western,  CompoBite,  1,434. — Offline,  on/» 

guides,,  one  lamp  iron,  one  side  chaih}  one  quarter  pair  of  wheels  ;  six  door  lights,  four  lamp  tope> 

light  and  top  stepboard  broken.  broken  ;  side  of  body,  roof  and  step  boards  grazed.. 

Great  Western,  Brake,  Tri-Composit/s,  No.  1,L33,  Great  Western,  Brake,  Third,.  J^o.  3,303.— Bogie 

-^Frame  buckled ;  bogie  damaged ;  top  and  bottom  step  board  broken  ;  mouldings  slightly  damaged, 

stepboard,  step  iron,  side  and  door  panels  and  ^  ^                                 r>   •  *  , 

side  sill  badly  damaged  ;  two  buffer  guides  Ac.  ^-^^  ^•^-  P<*^»^^^  ^  Bristol. 

broken.                                                                     ,  Engine,  No.  72. — Leading  wheels  off  line;' eid/^ 

^-'Londdn  &  North  Western,  Brake^  Composite,  '^^  "^^^^  (^-  ^'  ^^?)r  /. 

No.  59d.*^Off  line;,  two  pairs  of  wheels:  one  end  Great  Western,  Passenger  Brake  Van,  No.  689» 

smashed ;  guard's  projection  and  roof  damaged  ;  eight  wheels. — Roo{  slightly  damaged.              , 

Particulars  of  Permanent  Wat  Damaged.  •* 

« 

Fittings  damaged,  one  elbow  point  rail  broken.  Crossing  chairs,  or  check  chairs  broken,  12. 
Bail  broken,  one.  Rails  damaged  and  bent,  nine.  Chairs,  ordinary,  broken,  66.  .  Fang  bolts  dam- 
Sleepers  broken,  one.  Sleepers  damaged,  22.  aged,  122.  Crossing  bolts  (to  brackets)  broken^ 
Chairs  to  fittings  under  crossings  broken,  two.  10.    Fish  bolts  broken,  20.    Keys  damaged,  66.  - 


Printed  copies  of  the  above  Report  were  sent  to  the  Companies eonoerned  on  the  28th  November*. ;i 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

9 

^  Board  of  Trade  (Railway  Department), 

1  .8,  Richmond  Terrace,  Whitehall,  London,  S.W.,    . 

Sir,  May  2l8t,  1902. 

I  have  the  honour, to  report  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  15th  of  April,  the  r^ult  of  my  iaquiry  into  tb^ 
eircumstanceB  under  which  a  collision  occurred  at  about  9.37  p.m.  on  the  12th  April  near 
"Sutton  Coldfield  Station  on  the  London  and  North-Westam  Railway  ^between  tw4> 
passenger  trains. 

In  this  case,  as  the  9.35  p.m.  up  train  from  Sutton  Coldfield  to  Birmingham^^ 
consisting  of:  an  engine  and  eight  vehicles,  was  crossing  j&om  the  Bay  line  at  outtoQ 
Coldfield  Station  on  to  the  main  up  line,  it  came  into  collision  with  the  9.15  p.m.  down  train 
from  Birmingham  to  Four  Oaks,  consisting  likewise  of  an  engine  and  eight  vehicles, 
which  was  approaching  the  station  on  the  main  down  line. 

At  the  moment  of  i:h^  collision  the  engines  were  both  oa  the  doi^n  main  .line  ai^i 
ifchey  consequently  met  bufiw  to  buffer,  the  collision  being  a  very  serious  one. 

The  rear  end  of  the  leading  vehicle  of  the  down  train  was  telescoped  into  the  next 
vehicle  behind  it,  completely  demolishing  four  second-class  compartments  and  instantly 
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li^ling  a  woman  w}io  was  riding  in  one  of  them.     Several  other  of  the  vehicles  of.;e(i«ch{ 
train  were  seriously  damaged.  »  ^    . 

The  two  engines  ^nd  the  leading  vehicles  of  each  train  were  found  locked  tog<9ther, 
i)eing  badly  damaged,  and  one  of  the  engines  left  the  rails;  with  two  pair  of  wheels.   '•   •    .1, 

In  addition  to  .the  one  passenger  who  was  killed  complaixiits  have  been  received. from,- 
£fty-two  passengers  of  personal  injuries  sustained,  though  it  is  believed  that  none  of  theser 
arp  of  a  serious  nature. 

The  driver,  fireman  and  guard  of  each  train  were  more  or  less,  injured,  .the  ifiremau 
of  the  up  train  very  severely  so,  his  thigh  being  fractured.  '  •     ! 

The  engines  of  both  trains  were  eight- wheels'Coxipled  side  ■  tank  engines;  fitted'  with 
the  vacuum  and  hand  brakes,  each  brake  working  blocks  on  six  wheels.  ! 

The  up  train  consisted  of  the  following  vehicles  i —     / . 


. » . 


1  third-class  brake 

2  third-class  carriages 
1  composite  carriage 

1  first-class  carriage 
1  composite  carrkge 
1  second-class  carriage 
1  second-class  brake... 


.  «  . 


•  .1. 


•  «  • 


•  •  • 


•  .  . 


•  «  • 


«  .  • 


•  •  • 


... 


.  •  « 


... 


... 


«  .  • 


The  down  train  consisted  of  the  following  vehicles 


1  second-class  brake 

1  second-class  carriage 

1  composite  carriage 

1  first-class  carriage 

1  composite  carriage 

1  first-class  carriage 

1  third-class  carriage 

1  third-class  brake  . . . 


.  •  • 


•  •  • 


• .  • 


... 


... 


•  •  • 


... 


•  •  * 


•  •  • 


• . . 


•  • . 


... 


• .  • 


• .  • 


• « . 


•  • 


•  • 


* « 


. . 


• . 


• « 


• . 


Wheels. 

8. 

8 

8 

.8 

8 

8 
,    8 

Wheels, 
8 

8 
8 
8 
8 
8 
S 
8 


All  these  vehicles  were  fitted  with  the  vacuum  automatic  brake  working  blocks  on 
all  their  wheels.     All  the  brakes  are  reported  as  having  been  in  good  order. 

The  damage  done  to  the  rolling  stock  is  given  in.  the  appendix  ;  that  to  permanent, 
way  was  very  slight. 

Description. 

Sutton  Coldfield  Station,  near  which  this  collision  occurred,  is  a  station  on  thei 
Birmingham- Lichfield  branch  of  the  London  and  North-Westerii  Railway.  ^ 

The  station  is  provided  with  up  and  down  platforms,  and  the  main  lines  run  through' 
them  in  a  direction  which  is  approximately  nordi  and  Eouth,  the  down  line  being  on  the 
western  side.  The  signal-box  is  at  the  south  end  of  the  station  40  yards  to  the  south  of* 
the  south  end  of  the  down  platform. 

At  the  back  of  the  down  platform  there  is  a  bay  platform  with  a  line  running 
alongside  of  it.  This  bay  line  has  a  connection  with  the  down  main  line  at  a  point 
105  yards  to  the  south  of  the  signal-box,  and  just  to  the  south  of  this  connection  again 
there  is  a  cross-over  road  between  the  up  f^nd  down  main  lines.  These  connections^ 
enable  the  bay  line  to  be  used  both  for  the  arrival  of  trains  on  the  down  main  line  and 
for  the  departure  of  trains  on  to  the  up  main  line,  and  signals  are  duly  provided  for  those 
operations.  . 

The  down  train  concerned  in  this  collision  was  running  into  the  station  on  the  down 
main  line  ;  the  up  train  was  starting  from  the  bay  platform  and  was  running  on  to  the 
down  main  line  and  thence  througn  the  cross-over  road  on  to  the  up  main  line.  The 
two  engines  came  into  collision  on  the  down  main  line  just  as  the  engine*  of  the  up  train 
was  entering  the  ci*oss -over  road.  . 

The  next  block  box  to  Sutton  Coldfield  in  the  Birmmgham  direction,  which  was 
qpen  at  the  time  of  <  the  accident,  was  Erdington,  distant  2f  miles  fi:om  it  Between 
Erdington  and  Sutton. Coldfield  are  two  intermediate  stations,  vi/.,  Chester  Boad.iand 
Wylde  Green  ;  the  former  of  these  is  never  a  block  station,  and  the  latter  only  at  timeeu' 
The  down  train,  K6.yvever,  stopped  at  both  of  .these  .station^,  and  it  is  noted  that  th* 
distance  firom  Wyld^  Grreen  to  outton  Coldfield  is  only  4  J  pailesi-  , 
.('  .  The  down  mainline  is  provided  with  thei'ttwal  home  taBd^  distant  signals  at  ^S^ttpn^ 
Coldfield,  the  fotl^n^rbeibg  situated  •  1 70  yards  to  the  south  of 'the  '>aignal'  box^  4n  "Whicbi 
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position  it  protects  the  cross-over  road  described  above,  and  the  distant  signal  being 
1,000  yards  to  the  south  again  of  the  home  signal. 

The  line  from  the  south  runs  for  about  nalf-a-mile  straight  into  the  station,  but  a 
driver's  view  of  his  home  signal  is  interfered  with  by  an  overbridge  which  crosses  the  line 
at  a  point  380  yards  from  tnat  signal ;  he  obtains,  however,  a  good  view  of  that  signal 
when  he  is  at  a  point  500  yards  from  it. 

'I'he  gradient  for  a  down  train  approaching  the  station  is  a  gently  &lling  one  of  1  in 
625  up  to  the  distant  signal  ;  from  that  point  up  to  the  home  signal  it  is  a  felling  one  of 
1  in  125. 

The  night  on  which  this  accident  occurred  is  described  as  having  been  dark 
but  clear. 

The  Sutton  Coldfield  down  distant  signal  post  has  two  arms  on  it,  one  at  the  top  of 
the  post,  and  a  second  one  lower  down  to  pive  a  driver  a  view  of  his  signal  in  foggy 
weatiier.  The  back-light  of  the  lamp  connected  with  the  top  arm  is  visible  from  me 
Sutton  Coldfield  signal-box,  while  that  of  the  lower  one  is  not  so.  On  the  night  on 
which  this  accident  occurred  it  was  only  the  lower  lamp  which  was  lighted. 

Paragraph  (rf).  Rule  V.,  of  the  Block  Regulations  is  as  follows  : 

^'  Except  when  special  instraclions  are  issued  to  the  contrary,  when  a  train  has  passed  tht^ 
signal  box  and  is  brought  to  a  stand  at  the  starting  signal  or  the  advanced  starting  signal,  the 
engine  driver  mnst  understand  that  the  lowering  of  the  starting  or  the  advanced  starting  signal 
is  an  indication  that  the  line  is  only  clear  to  the  home  signal  at  the  signal-box  in  advance,  and 
that  he  must  regulate  the  speed  of  the  train  in  the  same  way  as  if  he  had  been  verbally  instructed 
to  proceed  under  the  section  clear  but  station  or  junction  blocked  signal.^' 

Evidence. 


George  Taylor y  signalman,  states :  I  have  been 
19  years  in  the  service  of  the  Company,  during 
13  years  of  which  I  have  been  a  signalman.  I 
was  on  duty  at  Sutton  Coldfield  on  Saturday 
night  April  12, 1902,  when  the  collision  occurred. 
I  came  on  duty  at  3,10  p.m.  to  finish  at  about 
1  a.m.  I  had  been  off  duty  since  1.30  a.m.  the 
previous  morning.  I  received  the  ^'  Is  line  clear  " 
for  the  9.15  p.m.  train  from  Birmingham  (New 
Street),  from  Erdington  at  9.20  p.m.,  and  accepted 
it  under  the  *^  warning  *'  at  that  time,  but  Erding- 
ton did  not  repeat  my  signal ;  he  offered  it  to  me 
again  at  9.27,  when  I  again  accepted  it  under  the 
^  warning,^*  and  that  signal  was  repeated  to  me  by 
the  signalman  at  Erdington  ;  I  accepted  it  under 
the  "  warning  "  in  order  to  allow  the  9.35  p.m. 
train  from  Sutton  Coldfield  to  Birmingham  to 
leave  the  bay  while  the  9.15  p.m.  train  was  run- 
ning to  Sutton  Coldfield  if  necessary.  I  received 
the  section  signal  at  the  same  time  that  the  train 
was  accepted  by  me,  viz.,  9.27  p.m.,  and  the 
collision  occurred  at  9.38  p.m.  The  train  from 
Birmingham  was  coming,  I  should  say,  at  about 
10  miles  an  hour  at  the  time  of  the  collision,  and 
appeared  to  be  travelling  at  about  the  usual  speed 
of  trains  going  to  stop  at  the  home  signal.  The 
train  leaving  tho  bay  would  be  travelling,  I  should 
say,  at  about  four  or  five  miles  an  hour.  I  sent 
the  *^  Is  line  clear "  signal  to  Erdington  for  the 
9.35  p.m.  at  9.32  p.m.,  and  it  was  accepted  at  the 
same  time,  and  at  9.37  p.m.  the  driver  whistled 
out  of  the  bay  and  I  set  my  road  and  lowered 
my  signals  for  him  to  proceed.  Previous  to  this 
I  had  kept  the  road  ready  for  the  9.15  p.m.,  train, 
in  case  I  saw  it  approaching.  All  my  signals  were 
against  the  incoming  train  from  Birmingham.  I 
cannot  see  the  back  light  of  the  down  distant 
from  my  box,  but  I  can  see  the  top  arm  in  day- 
light. I  cannot  say  whether  the  lamp  at  the 
distant  signal  was  burning  clearly  or  not  I  have 
no  instructions  that  I  may  not  accept  a  down 
train  under  the  '^  warning  '^  arrangement  when  I 
am  about  to  cross  a  train  from  the  bay  line  to  the 
up  main  line.  I  have  only  been  a  fortnight  in 
this  box,  but  on  every  turn  of  duty  I  have  done 
so.    There  is  no  repeater  in  the  signal  box  to  show 


whether  the  light  in  the  distant  signal  is  in  or 
out.  At  9.27  p.m.,  I  received  the  "  train  entering 
section ''  signsd  from  Erdington.  My  statement 
that  the  back  light  of  the  down  distant  signal 
cannot  be  seen  from  my  box  is  correct,  if  only  the 
lower  arm  is  lighted,  but,  if  the  lamp  in  connec- 
tion with  the  top  arm  is  lighted,  I  can  see  the 
back  light  of  that  lamp. 


Charles  Smithy  signalman,  states :  I  have  been 
42  years  in  the  service  of  the  Company,  during 
37  of  which  I  have  been  a  signalman.  I  w.^  on 
duty  in  Erdington  Box  on  Saturday  nighty 
April  12th,  1902.  I  came  on  duty  at  5  p.nu,  and 
should  have  remained  on  duty  until  about  3  a.nu 
on  the  13th.  I  had  previously  come  off  duty  at 
3  a.m.  on  the  12th.  I  received  the  ^^  Is  line  clear  ^ 
signal  for  the  9.15  p.m.  from  Birmingham,  from 
Aston  No.  2  at  9.14  p.m.,  and  received  the  section 
signal  at  9.19  pjn. ;  I  offered  the  train  to  Sutton 
at  about  9.21  p.m.,  as  soon  as  I  got  warning  that 
the  preceding  train  was  under  cover,  and  it  was 
accepted  under  the  '^warning"  arrangement  by 
Sutton  at  the  same  time,  t.^.,  9.21  p.m. ;  I  did  not 
acknowledge  the  "warning"  signal,  but  offered 
it  again  to  Sutton  at  9.26,  when  the  train  was  in 
my  station,  and  Sutton  again  accepted  it  under 
Rule  5  at  9.26  ;  I  then  aclmowledged  this  signal ; 
I  then  waited  about  three-quarters  of  a  minute 
and  then  lowered  my  starter  for  the  train  to  pro- 
ceed. It  had  been  standing  at  the  platform  about 
a  minute  when  he  started.  My  home  and  dis- 
tant signal  had  remained  at  danger  until  the 
driver  whistled,  when  I  lowered  the  home  for 
him  to  run  into  the  platform*  I  am  aware  of  the 
Rule  that  when  trains  are  accepted  under  the 
warning  arrangement  the  signalman  should  bring 
them  to  a  stand  at  the  home  signal  and  verbally 
warn  the  driver.  My  reasons  for  not  doing  so  on 
this  occasion  were  to  save  delay  to  the  train  and 
to  allow  him  to  go  and  do  his  work  at  the  station^ 
and  to  go  under  the  warning  from  the  starting 
signal.  I  have  never  been  in  the  habit  of  stopping 
at  my  box  trains  which  stop  at  the  station. 
Another  reason  for  not  stopping  the  train  at  my 
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box,  was  that  I  thought  that  passengers  might 
possibly  attempt  to  alight  and  sustain  injuries. 

T,  Harbidgsy  driver,  states  : — I  have  been  in 
the  service  of  the  Company  39  years — 31  years  as 
driver.  I  have  been  accustomed  to  work  to 
Sutton  during  t^e  whole  of  that  time.  On  the 
12th  April,  11K)2, 1  booked  on  duty  at  7.40  p.m.  to 
work  till  12.45  a.m.,  a  period  of  five  hours.  I  had 
booked  off  duty  previously  at  2.10  a.m.  on  that 
morning.  In  the  course  of  my  work  I  was  appointed 
to  work  the  9.35  p.m.  from  Sutton  Coldfield  to 
Birmingham.  I  backed  on  to  the  train  with  my 
engine,  No.  32,  which  was  a  side  tank  engine 
with  the  chinmey  towards  Birmingham  at  about 
9.20  p.m. ;  after  attaching  to  my  train  I  stood 
waiting  for  the  signal  to  be  lowered.  The  guard 
gave  me  the  signal  to  start  at  9.35  p.m.,  according 
to  my  watch  ;  just  before  this  time  I  opened  my 
whistle  and  the  signal  was  at  once  lowered  and 
I  started.  I  travelled  from  the  l)ay  line  out  on  to 
the  down  main  line  and  the  front  of  my  engine 
was  just  on  the  crossing  points  when  I  saw  the 
white  head  light  of  a  train  approaching  me ;  the 
engines  were  then  only  about  six  yards  apart.  I 
just  had  time  to  shut  the'  regulator,  and  was  in 
the  act  of  reversing  my  engine  when  the  collision 
occurred.  I  had  not  time  to  apply  the  brake. 
I  should  say  I  was  not  going  more  than  four 
miles  an  hour  at  the  time  of  the  collision.  I  did 
not  notice  anything  connected  with  the  down 
signals.  When  I  ran  into  Sutton  Coldfield  with 
the  8.40  p.m.  from  Birmingham  I  had  noticed 
that  the  distant  signal  for  Sutton  Coldfield  was 
shewing  a  poor  light,  but  not  bad  enough  for  me 
to  report  it.  It  was  a  dark  night,  but  fine.  My 
engine  was  fitted  with  the  vacuum  brake  and 
hand  brake  ;  they  were  both  in  good  order.  I 
can  give  no  estimate  of  the  speed  of  the  down 
tram. 

William  Dale  brakesman,  states  :  I  have  been 

14  years  in  the  service  of  the  Company,  during  the 

whole  of  which  time  I  have  been  a  brakesman. 

I  was  guard  on  the  9.35  from  Sutton  Coldfield  to 

Birmingham  on  Saturday  the  12th  inst.,  consisting 

of  an  eight  coach  train.    I  received  a  signal  to  go 

right  away  from  the  platform  staff  and  passed  it 

to  the  driver.     At  this  time  the  starting  signal 

was  off.    I  had  just  got  into  my  van  and  was 

taking  the  time  away  in  my  book  when  the 

collision  occurred,  and  I  was  knocked  down  in 

my  van.     My  train  consisted  of  the  following 

vehicles  attached    to  the   engine   in  the  order 

given:  — 

Wheels. 

1  third-class  brake  ...  8 

2  third-class  carriages  ...  8 
1  composite            ...  ...  8 

1  first-class  carriage  ...  8 

1  composite  8 

1  second-class  carriage  ...  8 

1  second-class  brake  ...  8 

All  the  vehicles  were  fitted  with  the  vacuum 
brake,  which  was  in  good  order.  I  estimate  our 
speed  at  the  time  of  the  collision  at  four  or  five 
miles  an  hour,    I  booked  away  at  9.37  p.m. 

O.  Simister^  driver,  states  :  I  have  been  in  the 
service  of  ttie  Company  27  years,  during  10  of 
which  I  have  been  a  regular  driver.  I  have  been 
accustomed  during  that  time  to  work  over  the 
Sutton  Coldfield  branch.  On  the  12th  inst.,  I 
booked  on  duty  at  6.55  p.m.,  having  been  off 
duty  for  8  hours  40  minutes,  for  a  regular  period 
of  diagrammed  duty  of  5  hours  and  29  minutes, 
after  which  I  was  to  work  the  2.50  a.m.  Excursion 
Wolverhampton  to  Dudley — which  would  make 


me  due  to  book  off  about  5.0  a.m.  In  my  regular 
duty  1  was  appointed  to  work  the  9.15  p.m.  train 
Birmingham  to  Sutton  Coldfield,  which  consisted 
of  eight  50-feet  vehicles.  On  running  by  the 
signal-box  at  Erdington  I  was  not  stopped  nor 
was  I  warned  by  the  signalman ;  we  stopped 
there  in  due  course,  and  also  at  Chester  Road  and 
Wylde  Qreoii.  While  travelling  between  Wylde 
Green  and  Sutton  Coldfield  I  was  on  the  look  out 
on  my  side  for  the  distant  signal,  but  I  saw  no 
signal ;  the  first  signal  I  saw  at  Sutton  Coldfield 
was  the  home  signal  at  danger  which  I  sighted 
when  I  came  under  the  over  bridge.  I  think 
that  the  distant  signal  cannot  have  been  alight  or 
I  should  have  seen  it.  When  I  saw  the  home 
signal  was  at  danger  I  at  once  did  all  I  could  to 
stop,  applying  the  vacuum  brake,  opening  the 
sand  valves,  and  reversing  my  engine.  My  speed 
when  I  sighted  my  home  signal  was  about 
20  miles  an  hour.  I  was  unable  to  pull  up  at  the 
home  signal,  which  I  ran  past  at  about  10  miles 
an  hour.  I  saw  the  train  coming  out  of  the 
station  just  as  I  ran  by  the  home  signal,  but 
could  do  nothing  to  avert  the  collision.  I  was 
thrown  up  against  the  reversing  wheel  and 
injured  my  right  side,  and  was  badly  shaken.  I 
had  been  on  duty  2  hours  and  40  minutes  at  the 
time  of  the  accident.  My  engine  was  a  side  tank 
eight-wheeled  engine,  fitted  with  the  vacuum  and 
and  hand  brake,  with  blocks  on  the  wheels  ; 
they  were  in  gor^d  working  order.  When  leaving 
Erdington  I  received  no  warning  of  any  sort  that 
the  Sutton  Coldfield  Station  was  blocked.  I 
think  that  my  train  ran  punctually  the  whole 
way.  I  attribute  my  not  being  able  to  bring  my 
train  to  a  stand  at  the  home  signal  to  the 
slipperiness  of  the  rail.  I  bad  left  Birmingham 
punctually  and  was  arriving  punctually  at  Sutton 
Coldfield.  I  have  frequently  been  allowed  to 
proceed  forward  under  the  warning  arrangement, 
but  in  those  cases  I  have  always  been  stopped 
and  warned  verbally,  but  I  do  not  know  that  I 
have  ever  received  the  warning  signal  at  Erding- 
ton. The  starting  signal  at  Erdington  v/as  lowered 
just  as  we  came  to  a  stand  at  the  platform.  I 
had  shut  off  steam  before  I  sighted  the  home 
signal  ;  I  shut  it  off  when  I  realized  that  I  had 
missed  the  distant  signal. 

Fred  Johnson,  fireman,  states :  I  have  been  in 
the  service  of  the  Company  12^  years,  during 
8  years  3  months  of  which  I  have  acted  as 
fireman.  On  April  12th  I  was  firing  for  George 
Simister,  having  the  same  pre-arranged  hours  of 
duty.  When  running  into  Erdington  we  were 
not  brought  to  a  stand  at  the  signal-box,  and  the 
signalman  did  not  speak  to  us.  The  startii 
signal  and  distant  en  the  same  post  came  off  ab. 
we  came  to  a  stand.  When  travelling  between 
Wylde  Green  and  Sutton  Coldfield  I  was  on  the 
look-out  on  my  side ;  after  going  some  distance 
I  said  to  my  mate,  ^'  We  must  be  getting  some- 
where near  Sutton,  but  I  have  seen  no  distant 
signal."  He  replied,  "  Nor  have  I,"  and  directly 
he  exclaimed  that  the  home  signal  was  at  danger ; 
1  then  assisted  him  to  stop  the  train,  but  we  were 
unable  to  do  so,  and  we  came  into  collision  with 
a  train  coming  out  of  the  station.  I  do  not  know 
the  line  particularly  well.  I  estimate  our  speed 
at  the  time  the  driver  sighted  the  home  signal  at 
10  to  12  miles  an  hour.  The  driver  immediately 
applied  his  brake ;  steam  had  previously  been 
shut  off.  Our  train  did  not  seem  to  slacken 
speed  before  the  collision  occurred. 

John  Smallman,  guard,  states :  I  have  been 
13  years  in  the  service  of  the  Company,  during 
2^  of  which  I  have  been  a  guard.    I  signed  on 
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duty  at  3  p.m.  on  12th  April  to  work  to  12  mid- 
night. I  was  rear  guard  of  the  9.15  p.m.  train 
from  Birmingham  on  April  12th.  We  left 
Erdington  at  right  time  ;  on  approaching  Erding- 
ton  the  distant  and  home  signals  were  at  danger ; 
the  driver  whistled  on  approaching,  and  the 
home  signal  was  lowered  and  we  ran  into  the 
platform.  The  Erdington  starting  signal  was  on 
when  the  train  ran  into  the  platform,  and  when 
I  turned  round  to  give  the  signal  for  the  train  to 
leave  the  platform  I  noticed  that  the  starter  was 
off.  I  did  not  actually  see  it  lowered.  I  stopped 
at  Chester  Road  and  Wylde  Green  in  the  usual 
course,  and  approaching  Sutton  I  was  booking 
my  train,  and  was  just  going  to  look  how  the 
signals  stood  when  the  collision  occurred.  I  did 
not  see  the  signals  at  Sutton  at  all  prior  to  the 
mishap.  I  had  no  conversation  with  the  driver 
afterwards,  nor  did  I  see  him.  When  we  ran  by 
the  home  signal  I  should  estimate  that  we  were 
going  at  the  usual  speed  for  a  train  that  was 
going  to  stop  at  the  main  line  platform  at  Sutton 
Coldfield,  i.e.y  about  10  miles  an  hour.  My  train 
consisted  of  the  following  vehicles  attached  to 
the  engine  in  the  following  order  : — 

Wheels. 

second-class  brake 

second-class  carriage 

composite  „ 

first-class  carriage 

composite      „ 
2  third-class  carriages 
1  third-class  brake 


1 
1 
I 
1 
1 


... 


••• 


8 
8 
8 
8 
8 
8 
8 


All  the  vehicles  were  fitted  with  the  vacuum 
brake  working  blocks  on  all  wheels  of  each 
vehicle.  They  were  in  good  order.  I  did  not 
notice  that  the  train  checked  speed  before  the 
collision  occurred,  nor  was  the  vacuum  <brake 
applied  ;  had  it  been  applied  I  must  have  noticed 
it.  I  did  not  apply  my  brake,  as  I  thought,  that 
the  train  was  running  into  the  station,  and  that  it 
was  not  going  too  fast. 


J.  E.  Poole^  porter,  states :  I  was  on  duty  on 
Saturday  night,  April  12th,  1902.  The  Sutton 
distant  signal  lamp  was  lighted  and  carried  to  the 
signal  by  brakesman  H.  Wright  at  about  3  p.m., 
I  saw  him  do  so.  Guard  Westwood  stopped  at 
Wylde  Green  Station  with  the  special  from 
Sutton  about  11  p.m.,  and  told  me  that  the  Sutton 
down  distant  signal  light  was  out.  I  went  up  to 
the  signal  and  found  the  light  was  not  actually 
out,  but  it  was  burning  the  wick  ;  there  was  no 
oil  in  the  cistern,  and  no  light  could  be  seen  from 
the  line.  I  trimmed  the  lamp  and  put  some  oil 
in  and  lighted  the  lamp. 

George  Hind,  porter  signalman,  states:  It  is 
part  of  my  duty  to  trim  and  light  the  lamps  for 
the  down  distant  for  Sutton  Coldfield,  and  the 
up  distant  for  Wylde  Green.  I  trimmed  the 
lamps  in  question  on  the  12th  April,  and  filled 
the  cisterns  as  usual,  and  they  should  have 
burned  all  night.  I  had  filled  the  cisterns  about 
12  o'clock ;  the  lamps  were  lit  about  2.40  pan. 
I  cannot  account  for  the  lamp  having  failed  in 
the  Sutton  Coldfield  distant.  The  up  distant  for 
Wylde  Green  burnt  well.  I  also  filled  the 
cisterns  of  several  other  lamps  and  they  all  burnt 
well. 

Henry  Wright^  brakesman,  states  :  I  left  New 
Street  on  the  12th  April  at  12.30,  and  assisted  in 
collecting  the  tickets  at  Wylde  Green  until  about 
a  quarter  to  three.  I  then  took  out  the  lamps  of 
the  down  distant  signal  for  Sutton,  and  up  distant 
for  Wylde  Green ;  I  then  walked  on  to  Sutton 
Coldfield  to  perform  my  usual  duties.  The 
lamps  were  trimmed  by  the  porter- signal  man  and 
lighted  by  me  before  I  left  Wylde  Green.  The 
lamps  were  burning  clear  and  bright  when  I  put 
them  in  the  posts,  and  they  appeared  to  me  to  be 
in  an  efi&cient  condition.  I  am  certain  I  did  not 
spill  any  of  the  oil. 


Conclusion. 

The  circumstances  under  which  this  accident  occurred  were  as  follows  : — 
There  is  an  up  train  to  Birmingham  which  starts  from  the  bay  platform  at  Sutton 
Coldfield  at  9.35  p.m.,  while  there  is  a  down  train  firom  Birmingham,  due  to  arrive  there 
on  the  down  main  line,  three  minutes  later,  viz.,  at  9.38  p.m.  As  pointed  out  above, 
the  up  train,  in  travelling  from  the  bay  platform  line  to  the  main  up  line,  has  to  cross 
the  main  down  line  a  short  distance  outeide  the  station. 

On  the  evening  in  question,  signalman  Taylor,  who  was  on  duty  in  the  Sutton 
Coldfield  box,  was  ofiTered  the  down  train  by  the  signalman  in  the  Erdington  box  a 
9.27  p.m.,   and  he  accepted  it  forthwith,  under  the  "  Line  clear  but  station  blocked  " 
signal. 

Taylor  explains  that  his  reason  for  accepting  the  train  under  this  signal  was  that 
he  wished  to  be  at  liberty,  if  necessary,  to  start  the  9.35  p.m.  up  train  from  Sutton 
Coldfield  whilst  the  down  train  was  running  fix)m  Erdington. 

Signalman  Smith,  who  was  on  duty  in  the  Erdington  signal-box,  fully  admits 
that  the  down  train  was  accepted  under  the  "  Line  clear  but  station  blocked  "  signal. 
He  also  admits  that  he  did  not  carry  out  the  rule  instructing  him  that  when  a  train 
is  accepted  under  this  signal  it  should  be  stopped  at  the  box  and  the  driver  verbally 
warned  that  the  station  anead  was  blocked.  In  lieu  of  doing  so  he  allowed  the  train  to 
'  un  past  his  box  into  the  station  without  stopping  it  or  warning  the  driver,  though  he 
kept  the  station  starting  signal  at  danger  until  the  train  had  come  to  a  stand.  When, 
therefore,  the  station  work  was  completed,  and  the  starting  signal  had  been  lowered,  the 
train  star*;ed  on  its  journey  without  the  driver  having  receive^  any  warning  that  the  line 
was  only  clear  up  to  the  Erdington  home  signal. 

At  9.37  p.m.  the  driver  of  the  up  train  at  Sutton  Coldfield,  seeing  that  his  train 
was  ready  to  start,  whistled  to  the  signalman  in  the  Sutton  Coldfield  dox  to  lower  the 
signal  for  him  to  do  so. 
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At  this  time  the  road  was  set  for  the  down  train  to  run  into  Sutton  Coldfield 
Station,  but  the  home  and  distant  signals  for  it  were  both  at  danger.  Signalman  Taylor 
states  that  on  hearing  the  whistle  from  the  up  train  he  at  once  looked  up  the  line  to  see 
whether  he  could  see  any  signs  of  the  approach  of  the  down  train.  Seeing  no  signs  of 
it  he  decided  to  allow  the  up  train  to  start,  so  he  at  once  altered  the  road  and  lowered 
the  up  starting  signals  for  it  to  do  so.  The  up  train  accordingly  started,  but  when 
crossing  the  down  line  it  came  into  direct  collision  with  the  down  train  which  arrived 
simultaneously  at  that  point,  having  passed  its  home  signal  at  danger. 

Driver  Slmister,  who  was  in  charge  of  the  engine  of  the  down  train,  states  that  he 
left  Erdington  Station  without  having  received  any  warning  that  the  Sutton  Coldfield 
Station  was  blocked.  He  stopped  at  both  Chester  Koad  and  Wylde  Green  Stations,  and 
left  the  latter  at  just  about  his  booked  time.  He  states  that  he  missed  the  Sutton 
Coldfield  distant  signal  altogether,  but  that  when  passing  under  the  overbridge, 
H80  yards  from  the  home  signal,  he  sighted  that  signal  and  saw  that  it  was  at  danger. 
Simister  states  that  at  this  time  steam  was  turned  off,  as  before  reaching  this  point  he 
had  realized  that  he  had  missed  the  distant  signal,  and  he  had  on  discovering  that  fact 
at  once  turned  off  steam.  He  states  that  on  seeing  the  home  signal  at  danger  he  at  once 
made  every  endeavour  to  stop  his  train,  but  that  owing  to  the  slipperiness  of  the  rails  he 
was  unable  to  do  so  before  passing  the  home  signal,  and  the  collision  consequently 
occurred. 

This  collision  was  clearly  due,  firstly,  to  signalman  Smith  having  neglected  to  carry 
out  his  instructions  with  regard  to  warning  the  driver  that  the  line  was  only  clear  to  the 
Sutton  Coldfield  home  signal,  and,  secondly,  to  driver  Simister's  having  failed  to  bring 
his  train  to  a  stand  before  passing  the  Sutton  Coldfield  home  signal  which  was  ai 
danger. 

Sigpfialman  Smith's  explanation  of  his  having  omitted  to  stop  the  train  at  his  box 
«nd  to^ara  the  driver  v«Llly  U,that  he  ™hed\ot  t»  deby  th?  t«n  by  stoppmg  it 
at  his  box,  and  that  he  feared  that  if  he  did  so  some  of  the  passengers  might  attempt  to  get 
out  and  might  thereby  injure  themselves  ;  he  therefore  allowed  the  train  to  run  past  his 
box  into  the  station,  but  he  kept  the  starting  signal  at  danger,  considering  that  under 
paragraph  (d).  Rule  V.,  Block  Telegraph  Regulations,  the  lowering  of  the  starting 
signal  would  intimate  to  the  driver  that  the  line  was  only  clear  to  the  Sutton  Coldfield 
home  signal. 

Had  there  been  no  station  at  which  the  train  was  due  to  stop  between  the  signal 
box  and  the  starting  signal,  and  had  the  train  been  consequently  brought  to  a  stand 
solely  by  the  fiwjt  of  the  starting  signal  being  at  danger,  the  subsequent  lowering  of  that 
signal  should  certainly  have  been  an  intimation  to  the  driver  that  the  line  was  clear  only 
up  to  the  next  home  signal.  But  in  this  case  the  train  was  brought  to  a  stand  at  the 
station  platform,  not  because  the  starting  signal  ahead  of  that  platform  was  at  danger,  but 
because  the  train  was  due  to  stop  there,  and  the  fact  of  the  starting  signal  being  at  danger 
when  it  stopped  there  gave,  therefore,  no  intimation  to  the  driver  that  when  it  waq 
lowered  the  line  was  only  clear  to  the  home  signal. 

Signalman  Smith  was  not,  therefore,  justified  in  omitting  to  carry  out  his  definite 
instructions  to  stop  the  train  at  his  box  and  to  verbally  warn  the  driver,  and  his  omission 
to  do  so  renders  him  lar^ly  responsible  for  this  accident. 

As  regards  drivei*  Smiister's  responsibility  in  the  matter  it  is  clear  that,  firstly,  he 
was  not  in  any  way  warned  when  leaving  Erdington  that  his  train  had  only  been 
accepted  under  the  "  Section  clear  but  station  blocked "  signal ;  and  secondly,  it  was 
subsequently  found  that  the  light  in  the  Sutton  Coldfield  distant  signal  was  burning  so 
badly  that  it  was  probably  invisible  from  the  line  at  the  time  his  train  ran  past  it. 

On  the  other  hand  Simister  himself  admits  that  he  saw  that  the  Sutton  Coldfield 
home  signal  was  at  danger  when  he  passed  under  the  overbridge  situated  380  yards  from 
it,  BJid  that  previous  to  reaching  that  point  he  had  realized  that  he  had  missed  his  distant 
signal  and  he  had  turned  off  steam  accordingly.  The  speed  of  his  train  when  passing 
under  the  overbridge  was  probably,  therefore,  not  great,  and  Simister  himself  estimates  it 
at  not  more  than  20  miles  an  hour.  Under  these  circumstances  Simister  should  have  had 
no  difficulty  whatever  in  bringing  his  train  to  a  stand  before  it  reached  the  home  signal, 
and  his  explanation  of  his  having  fidled  to  do  so  cannot  be  accepted  in  any  way  as 
satisfactory. 

Guard  Smallman,  who  was  guard  of  the  down  train,  states  that  the  train  did  not 
seem  to  be  checked  in  any  way  whilst  approaching  Sutton  Coldfield,  and  that  he  did  no 
notice  the  vacuum-brake  applied  at  all ;  had  driver  Simister  made  any  real  attempt  to 
stop  the  train  when  running  from  the  overbridge  it  would  have  been  almost  impossible 
for  it  to  have  escaped  the  notice  of  the  guard. 
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T  am  therefore  of  opinion  that  no  real  endeavour  was  made  by  driver  Simister  to  stop 
his  train,  and  it  seems,  therefore,  highly  probable  that  he  was  not  keeping  a  proper 
look-out,  and  that,  consequently,  he  did  not  realize  that  the  home  signal  was  against  him 
as  early  as  he  states  he  did. 

In  spite,  therefore,  of  his  not  having  been  duly  warned  at  Erdington,  and  in  spite  of 
the  distant  signal  lamp  being  invisible,  driver  Simister  must  be  held  largely  to  blame  for 
this  collision,  and  on  him  and  on  signalman  Smith  the  responsibility  for  this  accident 
must  mainly  rest. 

After  the  accident  the  lamp  in  the  Sutton  Coldfield  distant  signal  was  examined,  and 
it  was  found  to  be  nearly  out  owing  to  its  being  short  of  oil.  No  satisfiictory  explanation 
can  be  given  for  this  deficiency,  for  which  porter  Hind,  whose  duty  it  was  to  fill  the 
oil-dstem,  must  be  held  responsible. 

The  fact  of  the  upper  lamp  on  the  distant  signal  post  not  having  been  lighted  on 
this  occasion  may  have  contributed  to  the  accident,  as  the  signalman  in  the  Sutton 
Coldfield  box,  being  unable  to  see  the  back-light  of  the  lower  lamp,  had  consequently  no 
means  of  knowing  that  the  latter  was  buridng  badly. 

It  appears  to  have  been  the  practice  latterly  to  light  only  the  lower  lamp  on  this 
post,  and  not  the  upper  one  ;  this  is  clearly  wrong,  and  the  Company  should  take  steps 
to  ensure  that  the  upper  lamp  is  in  future  always  lighted. 

The  only  other  point  which  calls  for  notice  in  connection  with  this  accident  is  the 
use  of  the  "  Section  clear  but  junction  blocked  "  signal  on  the  section  between  Erdington 
-and  Sutton  Coldfield.  Considering  that  the  Sutton  Coldfield  down  home  signal  only  just 
protects  the  cross-over  road  between  the  up  and  down  lines,  and  considering  that  the 
iipproach  to  that  signal  is  down  a  gradient  of  1  in  125,  I  do  not  think  that  the  situation 
is  one  in  which  this  warning  signal  can  safely  be  made  use  of ;  the  Company  should 
therefore  consider  the  advisability  of  prohibiting  its  use  over  this  section  in  future. 

I  am,  &c., 
The  Assistiint  Secretary,  P.  G.  von  Donop, 

Railway  Department,  Board  of  Trade.  Lieut- Col,  R.E. 


APPENDIX. 


Damage  to  Rolling  Stock. 


Engine  No.  751, — Steel  tubeplate  bent ;  whistle 
Btand  broken  ;  left-hand  cylinder  and  covers 
broken  ;  steam  chest  cover  broken ;  right-hand 
leading  sand-box  broken  ;  frame  stay  broken  ; 
right  and  left-hand  frames  bent  at  leading  end  ; 
footplate  sJightly  bent;  leading  and  trailing 
buffer  planks  broken  ;  buffer  angle  irons  bent ; 
trailing  buffers  broken ;  vacuum  pipe  at  front 
end  broken,  and  lamp  iron  broken. 

Engine,  No,  32. — Steel  tubeplate  bent ;  whistle 
•stand  broken ;  left-hand  cylinder  and  covers 
broken ;  steam  chest  cover  broken  ;  right-hand 
leading  sand-box  broken  ;  frame  stay  broken  ; 
right  and  left-hand  frames  bent  at  leading  end  ; 
footplate  slightly  bent ;  bunker  tank  damaged ; 
leading  and  trailing  buffer  planks  broken  ;  buffer 
angle  irons  bent ;  trailing  buffers  broken ; 
vacuum  pipe  at  front  end  broken,  and  lamp 
irons  broken. 

Second-class  brake,  No.  26.  —  Underframe 
damaged,  including  diagonals,  buffer  castings  and 
buffer  rods ;  two  second-class  compartments, 
accumulator  boxes,  vacuum  brake  cylinder 
underneath,  and  end  of  guard's  compartment 
smashed ;  both  guard's  ogees  and  head-stock 
and  floor  of  guard's  compartment  broken.  Train 
pipe  and  heating  pipes  and  step  boards  damaged. 

Third  brake,  No.  919.  —  Underframe  badly 
broken,  including  diagonals,  buffer  castings  and 
buffer  rods  ;  heating  pipes  and  vacuum  brake 
pipes,  end  and  side  of  guard's  compartment,  and 
(me  ogee  smashed  in ;  and  one  guard's  ogee 
damaged  ;  floor  of  guard's  compartment,  and 
bogie  under  guard's  compartment  and  step 
boards  damaged  ;  also  end  panels  and  passenger 


communication  and  head  stock  at  passenger  end 
damaged. 

Second-class,  No.  234.  —  Underframe  badly 
broken,  including  diagonals,  buffer  castings, 
buffer  rods  and  heating  pipes ;  body  badly 
damaged  ;  three  second-class  compartments  and 
partitions  smashed  ;  also  floor  and  roof  at  one 
end  damaged. 

Composite,  No.  548. — Step  boards,  buffer  rods 
and  knees,  buffer  castings,  quarter  lights  and 
carriage  diagonals  broken ;  and  buffer  rods 
bent. 

Third,  No.  792,  —  Buffer  castings,  carriage 
diagonals,  step  boards,  underframe  and  one  end 
damaged  ;  also  buffer  rods,  buffer  knees,  head- 
stock  bent ;  and  quarter  lights  broken. 

Third,  No.  413. — End  panels,  head-stock,  step 
boards,  quarter  lights,  vacuum  train  pipe  and 
underframe  damaged ;  buffer  castings,  buffer 
rods,  buffer  knees,  and  diagonals  broken. 

Third,  No.  725.  —  One  diagonal  and  quarter 
lights  broken ;  also  buffer  knees  and  rods  bent. 

Third,  No.  897.  —  One  diagonal  and  quarter 
lights  broken  ;  also  buffer  knees  and  buffer  rods 
bent. 

Third,  No.  877.  —  Guard's  ogee  light  and 
quarter  lights  broken  ;  and  buffer  rods  bent. 

First-class,  No.  156. — Diagonals,  buffer  castings 
and  quarter  lights  broken  ;  also  buffer  knees  and 
buffer  rods  bent. 

First-class,  No.  98. — ^Diagonals,  buffer  castings 
and  quarter  lights  broken ;  also  buffer  rods  and 
buffer  knees  bent. 

Composite,  No.  1,000.— Diagonals  and  knees* 
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quarter  lights,  buffer  castings  and  buffer  cones  castings  and  diagonal  broken ;  also  buffer  knees 

broken  ;  tdso  buffer  knees  and  buffer  rods  bent.  and  buffer  rods  bent. 

Composite,  No.  691. — Quarter  lights  broken.  Composite,  No.  215' — Quarter   lights,  buffer 

Second  brake,  No.  86.— Quarter  lights  broken.  castings  and  diagonal  broken  ;  also  buffer  knees 

Second-class,  No.  174. — Quarter  lights,  buffer  and  rods  bent. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  9th  December. 


LONDON  AND  NORTH-WESTERN  RAILWAY, 

Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S,W. 
8iB,  September  8,  1902, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  16th  August,  the  result  of  my  enquiry  into  the 
circumstances  under  which  a  collision  occurred  at  about  9.50  a.m.  on  the  7th  August 
at  Crewe  Station,  on  the  London  and  North- Western  Railway,  between  a  passenger  train 
and  some  empty  coaches. 

In  this  case,  as  the  9.50  a.m.  down  passenger  train  from  Crewe  to  Manchester, 
consisting  of  an  engine,  tender,  and  eight  vehicles,  was  crossing  at  the  north  end  of 
Crewe  Station  from  the  down  platform  line  to  the  down  main  line,  its  rear  vehicles  were 
run  into  by  two  empty  coaches  which  had  been  propelled  along  the  down  main  line  foul 
of  the  crossing.  The  empty  coaches  came  into  collision  with  the  brake-van  of  the 
passenger  train,  and  caused  two  empty  saloon  carriages,  which  were  in  rear  of  it,  to  leave 
the  line.  One  of  these  saloon  carriages  in  its  derailment  struck  against  two  cast  iron 
columns  supporting  the  station  roof,  and,  these  two  columns  breaking,  a  portion  of  the 
roof,  about  25  yards  in  length,  fell  down  on  to  the  permanent  way  and  the  rear  portion 
of  the  train.  One  of  the  roof  girders  in  its  fell  crashed  through  the  roof  of  one  of  the 
saloons,  but,  fortunately,  both  the  saloons  were  empty  and  no  personal  injuries  were 
sustained  by  either  passengers  or  railway  officials. 

The  train  was  travelling  very  slowly  at  the  time  of  the  collision,  and  the  coupling 
between  the  brake-van  and  tne  saloon  carriage  behind  it  parted,  so  that  the  train  quickly 
came  to  a  stand. 

The  engine  of  the  passenger  train  was  a  compound  tender  engine,  fitted  with  a 
steam  brake  working  blocks  on  six  of  its  wheels  and  on  the  six  tender  wheels,  and  with 
a  hand  brake  working  the  same  blocks. 

The  train  consisted  oi  the  following  vehicles,  attached  to  the  engine  in  the  order 

given  : — 

Wheels. 
One  third  class  brake-van         ...         ...         ...         •••.        8 


Two  third  class  carriages 
Two  composite  carriages 
One  second  class  brake-van 
Two  family  saloons 


•  •  • 


•  •  • 
« •  • 

•  •  • 

•  •  • 

•  •  • 


8 
8 
8 
6 


The  train  was  fitted  throughout  with  the  vacuum  automatic  brake,  working  blocks 
on  all  the  wheels  of  the  eight-wheeled  vehicles  and  on  four  wheels  of  each  of  the  six- 
wheeled  ones.     All  the  brakes  are  reported  as  having  been  in  good  order. 

The  damage  to  the  rolling  stock  and  permanent  way  is  given  in  the  Appendix, 

Description. 

Crewe  Station  lies  approifimately  north  and  south,  the  down  platform  and  down 
lines  being  on  its  western  side. 

About  fifty  yards  to  the  south  of  the  station  the  up  and  down  lines  each  bifurcate, 
forming  two  up  and  two  down  lines  of  rails  running  through  the  station.  These  are 
arranged  in  the  following  order  from  the  down  platform  :-— 

Down  platform  line. 
Down  main  line. 
Up  main  line. 
Up  platform  line. 
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in  good  order.  It  seemed  to  act  quite  well  when 
the  accident  occnrred. 

Frederick  James  Plants  guard,  states  :  I  have 
been  in  the  service  of  the  Company  25  years, 
during  22  years  of  which  time  I  have  been  a 
passenger  guard,  f  came  on  duty  on  August  7th 
at  5  a.m.  to  work  until  3.21  p.m.,  having  booked 
off  duty  at  3.21  p.m.  the  previous  day.  I  was 
guard  of  the  9.50  a.m.  passenger  train,  Crewe  to 
Manchester,  and  my  train  consist-ed  of  the  follow- 
ing carriages,  attached  to  the  engine  in  the  order 

given  : — 

Wheels. 

One  Third-class  Brake   8 

Two  Third-class  Carriages 8 

Two  Composites 8 

One  Second-class  Brake 8 

Two  Saloons 6 

The  train  was  fitted  with  the  automatic  vacuum 
brake,  working  blocks  on  all  wheels  of  the 
8-wheel  carriages,  and  on  four  wheels  of  each 
of  the  6-wheel  saloons.  The  brake  was  in  good 
order.  We  started  from  Crewe  punctually  at 
9.50  a.m.,  and  I  was  riding  in  the  rear  brake 
van  in  front  of  the  two  saloons.  As  we  were 
leaving  the  station  I  was  looking  out  of  my 
window  on  the  platform  side,  and  I  felt  a 
shock  in  my  van,  when  I  at  once  went  to  the 
other  side  and  pulled  the  window  down  and 
looked  out,  and  saw  that  the  carriages  coming 
down  the  main  line  had  collided  with  the 
saloons  behind  me.  When  I  saw  what  had 
happen')d  I  at  once  applied  the  vacuum  brake. 
At  the  time  I  was  looking  out  the  saloons  were 
not  uncoupled  from  my  van,  but  after  I  applied 
the  vacuum  brake  I  found  that  they  were  un- 
coupled. Both  of  the  saloons  were  derailed 
and  were  leaning  over  towards  the  up  platform. 
There  were  no  passengers  in  them.  I  had  joined 
this  train  at  Crewe,  and  when  I  first  joined,  the 
two  saloon  carriages  were  not  on  the  train,  but 
were  attached  subsequently.  I  was  going  to 
drop  one  of  these  saloons  at  Chelford  and  one 
at  Stockport.  I  estimate  the  speed  at  the  time 
the  accident  occurred  at  five  or  six  miles  an  hour. 
The  brake  acted  very  well. 

George  Behhington^  inspector,  states :  I  have 
b«en  in  the  service  of  the  Company  23  years, 
during  12  years  of  which  I  have  been  an  inspector 
at  Crewe.  I  came  on  duty  at  9  a.m.  on  the 
7th  August,  to  work  until  6.30  p.m.,  having  teen 
off  duty  since  6.30  p.m.  the  previous  day. 
I  remember  the  shunting  engine  drawing  the 
carriages  of  the  9.50  a.m.  Manchester  train  out  of 
the  main  line  and  putting  them  on  to  the  down 

¥latform  line ;  this  would  be  at  about  9.40  a.nu 
'he  shunting  engine  then  went  back  to  the  down 
main  line  and  drew  a  post-office  van  out  of  it 
and  put  it  on  to  the  turntable  at  the  south  end. 
The  up  side  shunting  engine  then  came  from  the 
up  main  line,  and  put  two  coaches  in  the  down 
main  line ;  this  was  done  under  the  superin- 
tendence of  the  up  side  shunter.  I  then  arranged 
to  put  two  coaches  on  to  the  rear  of  the  9.50  a.m. 
train,  and  I  then  went  across  to  the  up  side  of  the 
station  to  start  the  9.50  a.m.  train  to  Stafford. 
After  starting  that  train  I  walked  down  the  up 
platform,  and  when  I  got  to  the  door  of  the 
stationmaster^s  office  I  heard  a  crash.  I  went 
down  to  the  scissors  crossing  and  saw  what  had 
happened.  At  the  time  when  I  went  across  to 
the  up  side  of  the  station  there  was  an  engine 
with  three  vehicles  standing  south  of  No.  2 
signal-box.  I  myself  had  given  no  orders  or 
instructions  to  the  driver.    When  I  saw  what 


had  happened  I  went  back  and  asked  the  driver 
who  had  called  him  down,  and  he  made  no 
answer,  but  about  five  minutes  later  I  asked  him 
again,  and  he  then  said  it  was  I  who  had  given 
him  the  signal.  I  am  quit.e  positive  that  I  gave 
him  no  such  signal.  The  operation  is  one  which 
is  generally  carried  oat  eachi  morning.  The 
signal  is  usually  given  either  by  myself  or  the 
shunter  after  getting. permission  from  the  signal* 
man  in  No.  2  box.  This  operation  is  only  carried 
out  after  first  communicating  with  the  signalman: 
It  is  customary  to  leave  vehicles  standing  on  the 
down  main  line  with  their  brakes  off. 

Joseph  Johnson^  signalman,  states  :  I  have  been 
26  years  in  the  Company's  service,  25  of  which 
I  have  been  a  signalman.  I  am  now  employed 
in  No.  2  signal  box  at  Crewe,  where  I  have  been 
for  about  12  years.  I  came  on  duty  at  6  a.m.  on 
August  7th,  and  worked  until  2  p.m.,  having 
been  off  duty  since  2  p.m.  on  the  previous  day. 
I  was  working  the  north  end  of  the  frame.  At 
about  9.30  a.m.,  as  near  as  I  can  judge,  our 
shunting  engine  drew  the  coaches  of  the  9.50  a.m. 
Manchester  train  from  the  down  main  line,  and 
propelled  them  into  the  down  platform  line. 
After  the  down  main  line  had  been  cleared  of  the 
vehicles  of  the  9.50  a.m.  train,  I  gave  the  scissors 
crossing  box  a  signal  indicating  that  I  was 
placing  two  vehicles  on  the  down  main  line } 
these  vehicles  were  placed  on  the  down  main 
line  by  the  up  side  shunting  engine,  which  then 
returned  to  the  scissors  crossing.  The  first  I  knew 
of  the  St.  Helens  engine  was  my  being  told  by 
my  mate  that  it  was  standing  at  South  Junction 
with  three  or  four  vehicles,  which  had  to  be 
placed  in  the  down  main  line.  This  engine  with 
its  vehicles,  drew  down  to  the  south  end  of  my 
signal  box,  and  my  mate  told  me  that  it  had  come 
to  a  stand  at  that  point.  After  these  coaches  had 
come  to  a  stand,  I  pulled  over  our  disc,  to  ask 
the  permission  of  the  man  in  the  scissors  cross** 
ing  box  to  allow  me  to  put  them  on  the  down 
main  line,  but  the  scissors  crossing  man  did  not 
pull  over  his  disc.  The  engine  and  coaches  did, 
however,  move  forward,  although  I  never  saw 
them  move,  until  they  were  in  the  down  main 
line.  My  down  home  signal  was  at  ^'danger,*' 
and  must  have  been  in  that  position  when  the 
train  passed  it.  It  is  customary  to  allow  vehicles 
to  be  placed  in  the  down  main  line  even  H  the 
down  home  signal  is  at  **  danger**  when  there  is  an 
inspector,  or  shunter,  to  superintend  the  opera- 
tion. This  is  only  done  after  the  .inspector  or 
shunter  has  obtained  permission  from  me,  and: 
when  I  hare  obtained  the  necessary  permis- 
sion from  the  scissors  crossing  cabin,  and  it 
is  only  done  in  carrying  out  purely  shunting 
operations.  I  did  not  see  any  inspector  or 
shunter  on  the  ground  give  any  signal  for  this 
train  to  move.  After  the  coaches  had  got  on  the 
down  main  line  I  called  my  mate's  attention  to 
it,  and  immediately^  afterwards  the  scissors  crossing 
gave  us  the  *'  obstruction  "  signal.  I  am  quite 
sure  that  I,  myself,  gave  no  signal  for  the  train 
to  move. 

William  C%^^^9,'signalman,  states :  I  have  been 
22  years  in  the  service  of  the  Company,  during 
the  whole  of  whijh  period  I  have  been  a  signal- 
man. I  came  on  duty  at  6  a.m.  to  work  to  2  p.m., 
iiaving  been  off  duty  since  3  p.m.  the  previous 
day.  I  was  on  duty  in  the  scissors  crossing  box. 
On  the  morning  in  question  the  coached  for  thel 
9.50  a.m.  Manchester  train  were  on  the  down 
main  line,  when  the  9.25  a.m.  Crewe  to  Liverpool 
left,  and  whilst  they  stood  there,  there  was 
nothing  between  them  and  the  scissors  crossing. 


89 


9^  a.m.  South  Junction  gave  me  the  '^  Is  line 
clear  "  signal  for  the  engine  of  the  6.55  a.m.  train 
from  St.  Helens,  which  was  propelling  three  empty 
vehicles,  to  stand  on  the  down  main  line,  and  I 
accepted  the  empty  coaches  by  one  beat  on  the 
bell.  The  engine  then  propelled  the  coaches 
throngh  the  crossing  at  South  Junction,  and  came 
to  a  stand  on  the  down  main  line,  as  soon  as  they 
had  cleared  the  points  at  South  Junction.  At  this 
time,  the  coaches  of  the  9.50  a.m.  train  stood  on  the 
down  main  line,  and  if  my  memory  does  not 
deceive  me,  the  post  office  van,  off  the  down 
newspaper  train,  stood  behind  them  also  on  the 
down  main  line  at  our  home  signal.  The  shunting 
engine  subsequently  drew  back  the  post  ofBce  van 
and  the  coaches  for  the  9.50  a.m.  train  to 
Manchester  on  the  main  line,  and  set  the  Man- 


chester train  in  the  down  platform  line.  After  the 
down  main  line  had  been  cleared  up  to  my  home 
signal,  the  engine  of  the  St.  Helens  train  brought 
the  coaches  up  to  my  box  and  stood  there,  and  after 
that  time  I  had  nothing  personally  to  do  with 
that  train.  After  a  little  cime  my  mate  called  my 
attention  to  the  fact  thai  the  St.  Helens  train  had 
passed  our  home  signal,  which  was  at  danger. 
My  mate  (Johnson)  had  done  all  the  work  in 
our  box  in  connection  with  the  placing  of  the  two 
coaches  off  the  8.15  a.m.  train  from  Lfverpool  on  to 
the  down  main  line,  and  whilst  he  was  so  engaged 
I  was  occupied  with  other  work.  I  did  not  see 
Inspector  Bebbington  or  any  other  person  give  the 
driver  of  the  empty  coaches  a  signal  to  draw 
ahead. 


Conclusion^ 

The  immediate  cause  of  this  collision  was  the  fiact  of  certain  vehicles  having  been 
Bhunted  along  the  down  main  line  from  the  south  end  of  the  station  at  the  same  time  that 
a  train  was  crossing  on  to  that  line  through  the  scissors  crossing  at  the  north  end 
of  the  station. 

The  evidence  as  to  the  circumstances  under  which  these  vehicles  were  shunted  along 
the  down  line  is  contradictory. 

The  signalman  in  the  South  signal-box  No.  2  had  asked  the  signalman  in  the 
Scissors  Crossing  box  for  permission  to  carry  out  this  shunting  operation,  but  this  per- 
mission had  not  been  granted,  and  it  is  allowed  that  no  signal  had  been  lowered  nor  had 
any  permission  been  given  by  the  signalman  in  either  box  for  the  operation  to  be- 
carried  out. 

Driver  Leevsley,  who  was  in  charge  of  the  engine  which  was  carrying  out  the- 
shunting  operation,  admits  that  the  down  main  line  signal  was  not  lowered  for  him,  but 
he  asserts  that  he  received  a  hand  signal  from  Inspector  Bebbington  to  proceed,  and  that 
it  was  on  that  signal  that  he  acted.     His  fireman  corroborates  this  statement. 

It  is  admitted  that  it  is  customary  in  carrying  out  purely  shunting  operations  for 
vehicles  to  be  shunted  along  the  down  main  line  from  the  south  end  of  the  station  even 
when  the  main  line  signal  is  at  danger,  but  it  in  stated  that  this  is  never  done  except 
when  there  is  an  inspector  or  shunter  present  to  superintend  the  operation,  and  when  the 
latter  has  first  communicated  with  the  signalman  in  South  signal -box  No.  2. 

Inspector  Bebbington  absolutely  denies  having  given  any  signal  on  this  occasion  to 
driver  Leevsley,  and  it  is  established  that  he  had  had  no  communication  whatever  with 
the  signalman  in  South  signal-box  No.  2  on  the  subject. 

The  various  duties  which  Inspector  Bebbington  carried  out  immediately  previous  to 
the  accident  seem  to  render  it  very  improbable  that  he  could  have  been  in  a  position  to 
have  given  the  signal  as  alleged  by  Leevsley.  It  is  also  remarkable  that  when  Leevsley 
was  first  asked  as  to  who  gave  him  instructions  to  move  he  made  no  reply,  and  it  was  only 
subsequently  that  he  stated  that  it  was  Inspector  Bebbington  who  had  done  so. 

It  therefore  appears  probable  that  Leevsley  carried  out  the  operation  without 
receiving  the  necessary  instructions  to  do  so,  and  that  his  doing  so  was  the  immediate 
cause  of  the  accident. 

It  should  be  noted,  however,  that  interlocking  is  specially  provided  between  the 
Scissors  Junction  signal-box  and  the  South  signal-box  No.  2  to  prevent  the  down  main 
line  signal  being  lowered  while  the  crossing  from  the  down  platform  Une  to  the  down 
main  line  at  the  north  end  of  the  station  is  in  use.  This  interlocking,  which  was  doubt- 
less provided  specially  to  guard  against  the  very  accident  which  occurred  on  this  occasion, 
is,  however,  useless  if  permisj^ion  is  given  for  vehicles  to  be  shunted  past  the  down  main 
line  signal  at  danger.  Even  though  this  disregard  of  signals  is  only  permitted  in  the^ 
case  of  shunting  operations,  and  only  then  when  the  operation  is  carried  out  under  the 
superintendence  of  a  shunter,  it  is  clear  from  this  accident  that  it  is  a  method  of  workings 
which  is  liable  to  lead  [to  misunderstandings  which  may  result  in  accidents.  The  Company^ 
should  therefore  consider  the  advisability  of  forbidding  any  disregard  of  the  signals  when 
passing  vehicles  into  this  down  main  line  even  in  purely  shunting  operations. 

It  must  also  be  pointed  out  that  the  use  of  a  portion  of  the  down  main  line  through 
Crewe  Station  as  a  storage  siding  for  carriages  cannot  be  regarded  as  a  satisfactory 
arrangement,  and  this  accident  has  clearly  brought  to  light  the  danger  resulting  from  it. 

18078  H 


90 


The  line  is  arranged  as  a  running  line  and,  as  it  is  to  a  certain  extent  used  as  such, 
it  is  not  provided  with  the  traps  which  are  necessary  to  make  it  safe  for  use  as 
a  siding.  1  '^m  informed  by  the  Company  that  alterations  are  to  be  carried  out  at  Crewe 
by  which  the  present  down  main  line  will  altogether  cease  to  be  a  running  line,  and  will 
be  arranged  as  a  siding  pure  and  simple  ;  it  is  to  be  hoped  that  this  alteration  will  be 
speedily  carried  out,  for  as  long  as  the  present  arrangement  obtains  there  will  always  be  a 
danger  of  the  occurrence  of  collisions  similar  to  the  one  now  under  consideration. 

*  Finally,  the  erection  of  cast-iron  pillars  on  the  permanent  way  between  the  line^  of 
rails  is,  as  has  been  previously  pointed  out  in  a  Board  of  Trade  report,  a  very  undesir- 
able arrangement,  as  the  derailment  of  any  vehicle  may  result  in  the  fell  of  the  roof. 
It  is  a  form  of  construction  which  is  never  used  at  the  present  day,  but  it  still  obtains  in 
some  of  the  older  stations  ;  every  opportunity  should  be  taken  in  carrying  out  alterations 
to  stations  to  remove  this  undoubted  source  of  danger. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


I  have,  &c., 

P.    G.    VON   DONOP, 

LieuL'CoLj  R.E. 


APPENDIX. 
Damage  to  Rolling  Stock. 


No.  138,  Family  Saloon. — Roof  damaged  beyond 
repair.  Side  panels  and  two  luggage  doors 
broken.  Interior  and  vestibule  fittings  badly 
damaged.  Step- boards  and  leg-irons  torn  off  one 
side.  One  end  badly  damaged.  Underframe  and 
brakework  damaged.    Wheels  forced  out  of  gauge. 

No.  90,  Family  Saloon. — Roof  and  one  end 
damaged.  Side  bulging  out.  Step-boards  and 
leg-irons  torn  off  one  side.     Side  panels  damaged. 

No.  1102,  Composite. — Waist  panel,  top  and 
bottom  quarter  panels  and  corner  pillar  broken. 
Axle-boxes,  step-board,  leg-iron,  and    draw-bar 


pJate  broken.      Door-handles,  leg-irons,  buffer- 
rods,  and  draw-bars  bent. 

No.  1837,  Third  Class.— Comer  pillars,  end 
panels,  quarter  panels,  door  panels,  &cia  mould- 
ings, door-handles  and  commode  handles  broken. 
Quarter  lights,  leg-irons,  step-boards,  and  head- 
stock  cap  broken.  Leg-irons,  draw-bars,  and 
couplings  bent. 

No.  155,  Second  Brake. — 0.  G.  damaged.  Cor- 
nice, panels,  step-boards,  door-handles  and 
commode-handles  damaged.  Screw  coupling 
broken.     Draw-bar  bent. 


Damagb  to  Pbrmanent  Way 


Three    permanent-way    and    crossing    chairs 
broken. 
Five  Bl  8-inch  chairs  broken. 


Two  rails  bent. 

Two  point-rods  bent. 

Seventy  feet  length  of  station-roof  destroyed. 


Printed,  copies  of  the  above  Report  were  sent  to  the  Company  on  the  2nd  October. 


LONDON,   BRIGHTON,  AND   SOUTH  COAST   RAILWAY. 

Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  August  loth,  1902, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  com- 
pliance with  the  Order  of  the  15th  July,  the  result  of  my  inquiry  into  the  circumstances 
under  which  a  collision  occurred  at  about  8  p.m.  on  the  9th  July  at  Kemp  Town  Station, 
on  the  London,  Brighton,  and  South  Coast  Railway,  between  a  passenger  train  and  the 

buffer  stops. 

In  this  case,  as  the  7.30  p.m.  passenger  train  from .  Brighton  to  Kemp  Town, 
consisting  of  an  engine  and  eleven  vehicles,  was  entering  Kemp  Town  Station,  the  driver 
failed  to  bring  it  to  a  stand  alongside  the  platform,  and  it  came  into  collision  with  the 
buffer-stops  at  the  end  of  the  line. 

The  speed  of  the  train  at  tJie  time  of  the  collision  was  not  great,  so  comparatively  little 
damage  was  done  either  to  rolling  stock  or  to  the  permanent  way,  but  seventeen  passengers 
have  complained  of  personal  injuries  sustained. 

.,  The  engine  was  a  six- wheels -coupled  tank  engine,  running  bunker  first ;  it  was  fitted 
with  the  Westinghouse  automatic  brake,  working  Blocks  on  the  six  coupled  wheels,  and 
with  a  hand  brake  working  the  same  blocks. 
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The  train  consisted  of  the  following  vehicles,  attached  to  the  engine  in  the  ordeir 


given 


2  third-class  carriages 
2  third-class  carriages 
1  third-class  brake 
1  third-class  carriage 
1  second*clas8  carriage 
1  first-class  carriage 
1  third-class  carriage 
1  third-class  brake 
1  van 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


0  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •   • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  • 


•  » 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  a 


•  •  • 


•  •  • 


•  •  • 


•  •  « 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


Wheels. 
4 
6 
4 
4 
4 
6 
4 
4 
4 


These  vehicles  were  all  fitted  with  the  Westinghouse  automatic  brake,  working 
blocks  on  four  wheels  of  each  vehicle. 

Details  of  the  damage  to  rolling  stock  and  permanent  way  are  given  in  the 
Appendix. 

Description. 

Kemp  Town  Station,  where  this  accident  occurred,  is  the  terminal  station  of  the 
Brighton  to  Kemp  Town  branch  of  the  London,  Brighton,  and.  South  Coast  Railway. 

The  line  is  a  single  one  from  Lewes  Road  to  Kemp  Town,  and  it  runs  into 
Kemp  Town  Station  in  a  direction  which  is  approximately  from  north  to  south.  The 
line  terminates  in  buffer-stops,  and  there  is  a  platform,  148  yards  in  length,  running  along 
the  west  side  of  it. 

About  184  yards  north  of  the  station  the  line  enters  a  tunnel,  which  is  946  yards  iii 
length,  and  the  signal-box  is  on  the  west  side  of  the  line,  close  to  the  entrance  to  thifii 
tunnel. 

The  following  distances  from  the  buflfer-stops  at  the  end  of  the  line  are  noted  : — 

Yards. 
To  the  north  end  of  the  station  platform 
To  the  signal-box 
To  the  south  end  of  the  tunnel 
To  the  down  home  signal 
To  the  north  end  of  the  tunnel 
To  the  down  distant  signal 

The  line  through  the  tunnel  is  on  a  gradient  of  1  in  213,  falling  towards  Kemp  Town^ 
and  it  is  on  a  slight  curve  ;  from  the  south  end  of  the  tunnel  up  to  the  bufi^er-stops  the 
line  is  level. 

The  day  on  which  the  accident  occurred  had  been  a  fine  one,  but  heavy  rain  had 
come  on  about  7.15  p.m.,  and  it  was  still  raining  at  the  time  of  the  accident. 

The  next  station  to  Kemp  Town  is  Lewes  Road,  distant  1  mile  14  chains  from  it.     - 


•  •  • 
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148 
280 
290 
332 
1,236 
1,238 


Evidence. 


Harry  Mitchell^  driver,  states  :  I  have  been 
23  years  in  the  service  of  the  Company,  during 
five  years  of  which  I  have  been  driving  passenger 
'trains.  Previous  to  that  I  was  employed  on 
goods  trains.  1  came  on  duty  on  July  9th  at 
1  p.m.  to  work  till  10.45  p.m.  1  booked  off  at 
10.45  p.m.  on  the  8th  July.  I  was  in  charge  of 
the  7.30  p.m.  train  from  Brighton  to  Kemp  Town. 
My  engine  v^as  a  six- wheels-coupled  tank  engine, 
running  bunker  first.  It  was  fitted  with  the 
Westinghouse  automatic  brake  working  blocks  on 
the  six  coupled  wheels,  and  with  hand  brake 
working  the  same  blocks.  The  brakes  were  in 
fairly  good  order,  the  blocks  .wanted  a  little  re- 
pair on  one  side ;  the  brake-blocks  on  both  sides 
were  nearly  worn  out,  but  they  had  answered  my 
purpose  all  that  day,  being  dry  weather.  I 
started  out  at  1  p.m.  with  that  engine.  I  had 
50  lbs.  of  pressure  on  my  indicator  when  I  started 
working.  As  soon  as  I  took  the  engine  I  ascer- 
tained that  the  brake-blocks  were  worn  ;  I  ascer- 
tained this  by  inspection.  I  do  not  consider  that 
they  were  sufficiently  worn  to  interfere  with  the 
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effective  working  of  the  brake.  I  was  quite 
satisfied  with  the  condition  of  the  brake  for  a 
light  load,  but  I  was  not  satisfied  with  it  for  tha 
11  coaches  which  I  had  on  the  7.30  p.m.  train. 
We  started  from  Brighton  at  7.40  or  7.42  p.m, 
There  were  11  vehicles  in  the  train.  I  considered 
that  my  brake  power  was  not  sufficient  for  such 
a  heavy  load  as  11  vehicles.  I  did  not  take  any 
steps  at  all  in  this  matter ;  it  is  not  my  place  to. 
make  any  remonstrance  in  a  case  of  this  sort,  t 
am  aware  of  the  rule  which  states  that  drivei^ 
have  to  satisfy  themselves  before  starting  that, 
their  engine  is  in  proper  order.  As  a  rule  I  am 
in  the  habit  of  satisfying  myself  on  this  point, 
and  if  1  find  anything  that  is  unsatisfactory  I, 
bring  it  to  the  notice  of  the  foreman.  On  this! 
occasion  I  did  not  bring  it  to  the  notice  of  tl^e:. 
foreman  when  1  did  not  consider  my  brake  power 
sufficient  for  the  train.  1  did  not  do  so  because, 
there  was  hardly  time,  and  I  thought  I  could 
manage  the  train  as  1  had  managed  the  previous 
ones.  After  leaving  Brighton  we  stopped. at 
London  Road  and  Lewes  Road.    I  made  use  of 
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the  automatic  brakes  on  stopping  at  both  of  these 
stations  ;  the  brakes  acted  fairly  well  considering 
the  load.  At  Lewes  Road  I  had  a  little  diflBlculty 
in  stopping  the  train,  but  not  particularly  at 
London  Road.  At  London  Road  we  picked  up 
a  large  number  of  passengers  and  the  train  con- 
sequently became  heavier.  I  cannot  say  exactly 
what  time  we  left  Lewes  Road.  On  approaching 
Kemp  Town  the  distant  signal  was  off  for  me,  as 
also  was  the  home  signal  in  the  tunnel.  I  esti- 
mate my  speed  on  passing  the  home  signal  in  the 
tunnel  at  10  miles  per  hour.  I  had  turned  off 
steam  immediately  on  entering  the  tunnel  and 
never  turned  on  steam  again.  The  first  time  after 
leaving  Lewes  Road  that  I  applied  the  automatic 
brake  was  just  when  we  were  approaching  the 
Kemp  Town  signal-box.  When  I  reached  the 
end  of  the  platform  I  realized  that  I  could  not 
stop  my  train.  I  at  once  reversed  my  engine, 
gave  her  steam,  then  I  applied  the  automatic  brake 
full  on.  In  spite  of  all  this  my  train  did  not 
stop,  and  we  collided  with  the  buffer-stops.  We 
were  going  very  slowly  at  the  time  of  the  actual 
collision,  and  we  hardly  felt  the  shock  on  the 
engine  at  all.  It  had  been  very  fine  all  day  up  to 
about  7.15  p.m.,  and  it  then  commenced  to  rain 
heavily,  and  it  was  raining  heavily  at  the  time  of 
the  accident.  I  consider  that  the  reason  why  I 
was  unable  to  stop  my  train  was  on  account  of 
the  brake  on  the  train  not  being  sufficient  con- 
sidering the  number  of  passengers.  I  had  made 
no  remark  to  the  guard  about  the  brake  power 
not  being  sufficient  for  so  many  passengers.  The 
inefficiency  of  the  brakes  was  due  to  the  heavy 
load  of  passengers,  which  made  the  brake-blocks 
ride  under  the  wheels  instead  of  being  on  the 
centre  of  the  wheels. 

Herbert  Baldwin^  fireman,  states  :  I  have  been 
about  five  years  in  the  service  of  the  Company, 
during  two  of  which  I  have  been  fireman.  I 
worked  the  same  hours  as  driver  Mitchell  on  the 
8th  and  9th  July,  and  was  with  him  on  the 
7.30  p.m.  train  Brighton  to  ]^emp  Town.  Up  till 
the  starting  of  the  l.)V)  p.m.  train  there  was,  as 
far  as  I  could  see,  no  fault  to  be  found  with  the 
automatic  brake.  It  had  been  used  on  several 
occasions  and  there  had  been  no  difficulty  in 
stopping  the  train  with  it.  Before  leaving 
Brighton  with  the  7.30  p.m.  train  the  driver  made 
no  remark  to  me  at  all  about  the  condition  of  the 
ajutomatic  brake.  On  stopping  at  London  Road 
Station  the  automatic  brake  was  male  use  of, and 
there  was  no  particular  difficulty  in  stopping  at 
that  station  ;  the  driver  made  no  remark  to  me  at 
that  point  about  the  brake.  The  automatic  brake 
was  again  made  use  of  when  we  stopped  at 
Lewes  Koad,  and  no  difficulty  was  experienced 
there  in  stopping  the  train.  The  driver  made  no 
remark  to  me  there  about  the  condition  of  the 
brake.  I  should  say  that  when  we  passed  the 
home  signal  our  speed  was  not  quite  10  miles 
per  hour.  Steam  was  turned  off  about  50  yards 
after  we  had  entered  the  tunnel  and  was  never 
applied  again.  The  automatic  brake  was  applied 
soon  after  we  passed  the  home  signal.  It  was 
momentarily  released  and  applied  again.  When 
we  reached  the  end  of  the  platform  I  realised 
that  the  driver  would  not  be  able  to  stop 
his  train.  I  thought  when  we  reached  the  end 
of  the  platform  our  speed  was  not  more  than 
5  miles  per  hour.  The  driver  reversed  the  engine 
and  put  on  full  steam.  I  had  applied  my  hand- 
brake directly  we  left  the  tunnel,  and  at  the  end 
of  the  platform  it  was  on  as  hard  as  I  could  get  it. 
I  shonld  estimate  the  speed  of  my  train,  when 
we  ran  into  the  buffer-stops,  at  7  miles  per  hour. 
It  seemed  as  though  we  had  increased  speed 


when  running  alongside  the  plalform.  We  felt 
the  shock  of  the  collision  on  the  engine,  but  not 
wonderfully  much  ;  neither  the  driver  nor  I  was 
hurt  at  all.  I  attribute  the  reason  of  our  not 
being  able  to  stop  the  train  to  its  being  heavily 
loaded. 

Robert  Sims,  guard,  states  :  I  have  been  just  on 
five  years  in  the  service  of  the  Company,  and  have 
been  passenger  guard  from  the  first  of  this  month. 
I  came  on  duty  on  July  9th  at  1.45  p.m.  and 
worked  till  11.40  p.m.  I  came  off  duty  on  the 
8th  July  at  11.30  p.m.  I  was  guard  of  the 
7.30  p.m.  Brighton  to  Kemp  Town  train.  The 
train  consisted  of  the  following  vehicles,  attached 
to  the  engine  in  the  order  given  : — 

Wheels. 

1  third  class  cat  riage  4 

1  third-class  carriage  4 

1  third-class  carriage  6 

1  third-class  carriage  6 

1  thiixl-class  brake 4 

1  third-class  carriage  4 

1  second-class  carriage        4 

1  firdt-olass  carriage 6 

1  third-class  carriage  4 

1  third-class  brake 4 

1  plain  van 4 

These  vehicles  were  all  fitted  with  the  Westing- 
house  automatic  brake,  working  blocks  on  four 
wheels  of  each  vehicle.  My  automatic  brake  was  in 
good  order ;  I  had  carried  out  the  instructions  about 
testing  it  before  I  left  Brighton,  and  found  every- 
thing satisfactory.  The  driver  made  no  remark 
to  me  at  all  on  the  condition  of  the  brake,  and  I 
have  every  reason  to  imagine  that  it  was  in  first 
rate  order.  I  had  made  four  trips  from  Brighton 
to  Kemp  Town  and  back  that  day  with  the  same 
engine  before  starting  with  the  7.30  train.  The 
biggest  load  we  had  had  on  any  of  these  previous 
occasions  was  seven  vehicles.  No  difficulty  had 
been  experienced  with  the  automatic  bralce  on 
any  of  these  journeys.  We  left  Brighton  at 
7.45  p.m. ;  I  cannot  say  exactly  what  time  we 
arrived  at  London  Road.  No  difficulty  was  ex- 
perienced in  stopping  the  train  at  London  Road. 
I  noticed  there  was  a  little  difficulty  in  stopping 
the  train  at  Lewes  Road ;  it  was  not  that  we 
over-ran  the  platform,  but  I  applied  my  hand- 
brake to  steady  the  train ;  the  automatic  brake, 
however,  appeared  to  me  to  be  working  all  right 
The  pressure  on  my  indicator  was  over  50  lbs., 
and  when  I  entered  the  tunnel  after  leaving 
Lewes  Road  the  indicator  still  showed  over  50  lbs. 
Just  as  we  were  approaching  the  home  signal  in  the 
tunnel  I  looked  out  and  saw  that  the  signal  was 
off  for  us,  but  it  occurred  to  me  that  the  driver 
was  going  rather  fast.  I  estimate  the  speed  at 
that  point  at  10  miles  an  hour.  I  was  just  going  , 
to  put  my  hand  brake  on  when  the  blocks  were  * 
applied  by  the  automatic  brake.  The  automatic 
brake  seemed  to  check  the  speed  of  the  train  a 
little,  and  then  it  seemed  to  go  faster.  I  cannot 
say  whether  the  automatic  brake  was  ever  taken 
off  again.  After  applying  my  hand  brake  as  hard 
as  I  could  I  looked  and  saw  that  the  automatic 
brake  was  then  fully  applied.  When  the  train 
reached  the  end  of  the  platform  it  seemed  to 
quicken  speed,  and  I  can  give  no  idea  of  what 
our  speed  was  when  the  collision  occurred.  I 
felt  the  shock  of  the  collision  severely ;  I  was 
thrown  from  one  end  of  the  brake  to  the  other. 
1  cannot  account  for  the  driver  being  unable  to 
stop  his  train.  I  only  commenced  running 
between  Brighton  and  Kemp  Town  on  the  Sun- 
day previous  to  the  accident.  I  consider  that  the 
speed  of  the  train  when  passing  the  home  signal 
at  Kemp  Town  was  decidedly  faster  than  they 
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QBoally  go  at  that  point.  I  frequently  do  have  to 
apply  the  hand  brake  at  Lewes  Road,  bo  there 
was  nothing  unasual  in  my  doing  so  on  this 
occasion. 

George  Boyett^  head  porter,  states :  I  have 
heen  jnst  over  26  years  in  the  service  of  the 
Company  and  am  now  employea  as  nead  porter 
at  Kemp  Town  station,  and  have  held  that  position 
for  five  years.  I  remember  seeing  the  7.30  p.m. 
train  from  Brighton  to  Kemp  Town  running  into 
Kemp  Town  Station  on  the  evening  of  the 
dth  of  July.  I  was  standing  on  the  platform 
about  40  yards  from  the  buffer-stops  when  the 
train  ran  into  the  station.  I  first  saw  the  train 
as  it  was  coming  out  of  the  tunnel.  I  noticed 
nothing  special  about  the  speed  of  the  train  as  it 
came  out  of  the  tunnel.  When  the  engine  passed 
me  I  thonght  it  was  going  so  &8t  that  it  would 
not  be  able  to  stop  before  reaching  the  buffers. 
This  thought  only  occurred  to  me  when  the 
engine  actually  passed  me.  As  far  as  I  can 
estimate,  the  speed  of  the  train  when  it  passed 
me  was  not  more  than  three  miles  an  hour. 
I  saw  it  run  into  tlie  buffer-stops.  The  train  was 
stopping  fast  as  it  approached  the  buffer-stops. 
As  far  as  1  could  see  no  steam  was  applied.  As 
far  as  I  could  see  the  blocks  were  applied  on  all 
the  wheels  as  the  train  passed  me,  but  it  appeared 
to  me  that  the  wheels  were  skidding.  My 
opinion  is  that  the  accident  was  due  to  the  fact 
of  the  driver  not  making  sufficient  allowance  for 
the  weight  of  the  train  he  had  behind  him. 
I  noted  that  the  time  at  which  the  collision 
occurred  was  7.59  p.m. 

Gharles  Roth  welly  signalman,  states  :  I  have 
been  in  the  service  of  the  Company  30^  years, 
during  15  of  which  I  have  been  a  signalman. 
I  am  now  employed  in  Kemp  Town  Station 
signal-box,  and  have  been  there  nearly  15  years. 
I  came  on  duty  on  July  9th  at  2.30  p.m.  to  work 
till  10  p.m.  I  came  off  duty  at  9.50  p.m.  on 
July  8th.  1  remember  the  7,30  p.m.  train  from 
Brighton  to  Kemp  Town  passing  my  box.  Lewes 
Road  offered  me  this  train  at  7.47  p.m.,  and  I 
accepted  it  at  the  same  time.  At  7.55  I  received 
a  train-entering-section  signal  for  it  from  Lewes 
Road.  The  train  arrived  at  my  box  at  7.58  p.m. 
I  did  not  notice  anything  unusual  about  the  speed 
of  the  train  when  it  passed  my  box.  I  estimated 
the  speed  on  passing  my  box  at  from  12  to  14 
miles  an  hour.  When  it  passed  my  box  1  had  no 
idea  that  it  would  be  unable  to  stop  before 
reaching  the  buffer-stops.  I  noticed  that  steam 
was  tamed  off  when  it  passed  my  box  ;  I  noticed 
also  that  the  brakes  were  applied  immediately 
after  the  engine  passed  my  box.  I  knew  of  the 
collision  from  hearing  the  sound  of  it,  but  I  did 
not  see  the  collision  actually  occur. 

Frank  Harman^  signal  porter,  states :  I  ha^e 
been  two  years  five  months  in  the  service  of  the 
Company  and  have  been  signal  porter  for  nearly 
12  months,  stationed  at  Lewes  Road.  I  have  been 
there  all  the  time  I  have  been  in  the  service. 
I  was  in  the  signal-box  at  Lewes  Road  on  the 
9th  of  July  when  the  7.30  p.m.  train  from 
Brighton  ran  through.  I  did  not  book  the  time 
of  arrival  of  train  at  my  station,  but  it  must  have 
been  about  7.53  p.m.  1  offered  the  train  to  Kemp 
Town  at  7.47  p.m.  and  Kemp  Town  accepted  it 
forthwith.  The  train  passed  my  box  at  7.55  p.m. 
I  did  not  notice  anything  unusual  with  the  train. 
I  saw  the  train  stop  at  my  station  and  the  officials 
of  the  train  did  not  appear  to  have  any  difficulty 
in  stopping  it.  At  7.57  p.m.  I  received  from 
Kevrip  Town  the  signal  that  the  train  had  arrived 
there. 

Charles  Rothwell^  signalman,  recalled,  states :  I 


signalled  to  Lewes  Road  that  the  train  had  arrived 
at  my  box  at  7.58  p.m.  There  is  a  clock  in  my 
box,  and  I  took  all  these  times  from  my  clock. 

Harry  E.  Oonatabley  states :  I  am  brake 
inspector  of  the  London,  Brighton,  and  South 
Coast  Railway,  to  the  whole  of  the  railway,  and 
have  held  that  position  19  years.  On  Monday 
the  14th  instant  I  myself  examined  the  brakes 
of  six  vehicles  of  the  7.30  p.m.  train.  These  six 
vehicles  had  been  taken  to  the  shops  immediately 
after  the  accident,  but  no  alterations  had  been 
made  to  their  brakes  until  I  examined  them. 
I  found  the  brakes  to  be  all  in  good  working 
order,  and  in  order  to  make  a  special  te^t  of 
them  I  loaded  each  carriage  with  50  men,  and 
I  found  that  with  that  load  and  the  brakes  fully 
applied  the  blocks  were  all  in  good  contact  with 
the  wheels  ;  in  fact  that  with  the  carriages  fully 
loaded  the  brakes  were  absolutely  efficient.  There 
is  no  doubt  that  the  fact  of  the  carriage  being 
heavily  loaded  does  make  a  slight  difference  as  to 
the  point  of  application  of  the  brake  blocks,  but 
the  difference  is  so  small  as  to  be  practically 
inappreciable.  It  is  thoroughly  recognised  in 
the  service  that  no  driver  ever  starts  away  on  a 
journey  unless  he  is  thoroughly  satisfied  with 
the  condition  of  his  brakes,  but  I  cannot  recall 
any  case  in  which  a  driver  has  so  complained. 
I  am  of  opinion  that  the  brake  power  on  the  train 
was  amply  adequate  to  bring  the  train  to  a  stand, 
and  I  think  that  the  driver  must  have  misjudged 
his  distance  in  applying  the  brake.  From  the 
evidence  which  I  have  heard  I  do  not  think  that 
the  train  could  possibly  have  been  approaching 
the  station  at  a  hand-brake  speed.  I  have  now 
also  examined  the  brakes  on  the  other  five 
vehicles  of  the  train,  and  on  subjecting  them  to 
the  same  tests  as  those  previously  inspected, 
I  found  that  their  brakes  are  absolutely  efficient. 

Robert  Sims^  guard,  recalled,  states :  Directly 
after  the  collision  occurred  I  took  the  time  and 
found  that  it  was  7.58. 

Harry  Mitchell,  driver,  recalled,  states :  Before 
starting  with  the  7.30  train  I  had  taken  three 
trains  from  Brighton  to  Kemp  Town  and  back 
with  the  same  engine.  The  biggest  load  I  had 
had  before  the  7.30  p.m.  was  six  coaches,  and 
with  that  load  I  had  had  no  difficulty  whatsoever 
in  stopping  at  any  point.  My  rule  on  entering 
Kemp  Town  Station  is  that  if  I  have  plenty  of 
time  to  run  round  my  train  I  stop  the  engine 
just  short  of  the  buffer-stops,  but  if  I  have  not 
much  time  I  stop  clear  of  the  crossing.  On  this 
occasion  I  was  going  to  stop  just  short  of  the 
buffer-stops  because  I  wished  to  have  all  the  car* 
riages  alongside  the  platform.  The  pressure  in 
the  brake-pipe  after  leaving  Brighton  was  always 
50  lbs.,  and  I  had  no  difficulty  in  maintaining 
that  pressure.  I  am  acquainted  with  the  rule 
which  states  that  on  entering  terminal  stations 
the  automatic  brake  must  not  be  used  except  in 
cases  of  emergency,  but  the  speed  of  the  train 
must  be  so  reduced  that  it  may  be  brought  to  a 
stand  with  certainty  and  at  the  proper  place  by 
means  of  the  hand-brake  alone.  I  generally  ad- 
here to  this  rule.  On  this  occasion  my  mate 
applied  the  hand  brake  whilst  we  were  still  in 
the  tunnel,  and  I  applied  the  automatic  brake  to 
steady  the  train  just  as  we  were  coming  out  of 
the  tunnel.  The  state  of  the  rails  at  the  time  of 
the  accident  was  very  greasy  ;  they  had  been 
greasy  the  whole  of  the  way  from  Brighton. 

Herbert   Baldtuiriy   fireman,   recalled,   states : 
After  leaving  Lewes  Road  the  first  time  1  applied 
my  hand  brake  was  just  after  we  emerged  from 
the  tunnel. 
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Conclusion. 

The  facts  of  this  case  are  very  clear.  Driver  Mitchell,  who  was  in  charge  of  the 
engine  of  the  train,  states  that  he  passed  the  home  signal,  situated  332  yards  from  the 
buffer- stops,  at  a  speed  of  10  miles  an  hour,  with  steam  turned  off;  that  he  applied 
the  automatic  brake  when  just  approaching  the  signal-box,  280  yards  from  the  stops,  but 
that  when  he  reached  the  end  of  the  platform,  148  yards  from  the  stops,  he  realized 
that  he  was  unable  to  stop  his  train,  which  accordingly  came  into  collision  with  the 
buffer-stops,  at  a  speed  which  is  variously  estimated  at  from  3  to  7  miles  an  hour.  These 
facts  are  substantiated  by  the  other  witnesses,  though  signalman  Rothwell,  who  was  on 
duty  in  the  Kemp  Town  box,  estimates  the  speed  of  the  train  when  it  passed  his  box  at 
from  12  to  14  miles  an  hour. 

Driver  Mitchell  had,  before  leaving  Brighton  with  this  train,  taken  three  other  trains 
from  Brighton  to  Kemp  Town  and  back  on  that  day,  with  the  same  engine  ;  none  of. 
those  three  trains,  however,  had  had  a  greater  load  than  six  vehicles. 

Driver  Mitchell  attributes  his  inability  to  stop  the  train  to  the  fact  of  the  brake 
power  on  it  not  being  sufficient,  considering  the  weight  of  the  train,  which  consisted  of 
eleven  vehicles.  He  states  that  the  brake-blocks  were  worn,  and  that  before  leaving 
Br^hton  at  7.40  p.m.  with  this  train  he  considered  that  the  brake  power  was  not 
sufficient  for  such  a  heavy  train.  He  admits,  however,  that  in  spite  of  having  formed  this 
opinion  he  took  no  steps  whatsoever  to  report  that  he  considered  his  brake  power 
insufficient ;  the  reasons  lie  gives  for  not  having  done  so  are  that  there  was  hardly  time, 
and  that  he  thought  that  he  could  manage  this  train  as  he  had  managed  the  previous 
ones.  He.  states  that  the  pressure  in  the  brake-pipe  after  leaving  Brighton  was  50  lbs., 
and  that  he  had  no  difficulty  in  maintaining  that  pressure  throughout  the  journey. 

If  driver  Mitchell's  statement,  that  before  leaving  Brighton  with  this  train  he 
realized  that  his  brake  power  was  insufficient,  is  correct,  he  is  undoubtedly  very  greatly 
to  blame  for  not  having  brought  the  matter  to  the  notice  of  the  foreman,  which  he  admits 
to  be  the  course  which  he  himself  as  a  rule  follows  in  such  cases.  This  would, 
undoubtedly,  have  been  the  natural  step  for  him  to  have  taken,  and  his  failure  to  do  so 
makes  it  appear  very  doubtful  whether  his  statement  can  be  relied  upon. 

The  automatic  brakes  were,  it  appears,  made  use  of  both  at  London  Road  Station  and 
at  Lewes  Road  Station  before  reaching  Kemp  Town,  and  the  latter  station  is  just  at  the 
bottom  of  a  falling  gradient  of  1  in  100.  Driver  Mitchell  and  guard  Sims  both  state 
that  there  was  a  little  difficulty  in  stopping  at  that  station,  but  that  it  was  so  slight  that 
the  train  did  not  over-run  the  platform  at  all.  If,  therefore,  the  brakes  sufficed  to  bring 
the  train  to  a  stand  at  Lewes  Road  Station,  at  the  bottom  of  an  incline  of  1  in  100,  it  is 
difficult  to  imderstand  why  they  should  not  have  sufficed  at  Kemp  Town  Station,  where 
the  gradient  is  only  1  in  213,  and  where  there  is  a  length  of  290  yards  of  level  before 
reaching  the  buffer-stops. 

Guard  Sims  states  that  he  had  satisfactorily  tested  his  brake  before  leaving  Brighton, 
and  that  the  driver  had  made  no  complaint  to  him  on  the  subject.  Sims  had  been  on  the 
three  previous  ti-ains  from  Brighton  to  Kemp  Town  and  back  on  that  day,  and  no  difficulty 
of  any  sort  had  been  experienced  with  the  brakes,  which  he  had  every  reason  to  imagine 
were  in  first-rate  order. 

After  the  accident  the  brakes  of  all  the  vehicles  were  thoroughly  examined  by 
Mr.  H.  G.  Constable,  the  brake  inspector  to  the  Company,  and  he  states  that  he  found 
them  all  to  be  absolutely  efficient. 

The  distance  between  Lewes  Road  and  Kemp  Town — ^1  mile  14  chains — ^is  too  small 
for  any  definite  conclusion  to  be  drawn  fi-om  the  times  recorded  in  the  signal-boxes  as  to 
the  speed  of  the  train  between  those  two  points,  but  the  average  speed  for  the  whole  • 
journey  from  Brighton  to  Kemp  Town  was  not  excessive. 

Taking  into  consideration  the  above  evidence  and  facts,  I  do  not  consider  that  there 
are  grounds  for  thinking  that  this  accident  was  due  to  any  inefficiency  of  the  brakes  on 
the  train  ;  all  the  facts  point .  to  their  having  been  in  a  thoroughly  efficient  condition. 
I  consider  that  it  appears  probable  that  driver  Mitchell  forgot  that  this  train  was  a 
heavier  one  than  any  of  those  which  he  had  previously  dealt  with  on  that  day,  and  that 
he  also  failed  to  take  into  account  the  fact  that  the  rails  were  at  that  time  more  slippery 
than  they  had  previously  been.  Owing  to  his  not  making  due  allowance  for  these  two 
fiicts  the  train  got  out  of  his  control,  and  he  did  not  realize  that  this  was  the  case  until 
it.  was  too  late.  The  responsibility  for  this  accident  must,  therefore,  rest  solely  on  him. 
HJe  had  been  on  duty  seven  hours  at  the  time  of  the  occurrence. 

I  have,  &c.. 

The  Assistant  Secretary,  P.  G.  von  Donop, 

Railway  Department,  Board  of  Trade.  Lt.-CoL^  H.E. 
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APPENDIX. 


DAKAOB  to  ROIiLINO  Stook. 
-  Third-class  brake   No.  392.— Two  headstocks,         First-class  carriage  No.  630.— One   headstocfe 


f       I 


one  buffer  casting,  one  cross-bar,   and  two  end     broken, 
lights  broken.  Second-class  carriage  No.  413. — One  headstook 

and  one  cross-bar  broken.  ^  • 

Third-class  carriage  No.  1,132.— One  headstock         Third-class  brake  No.  699.— One  cross-bar  and 
and  two  cross-bars  broken.  one  bufifer  casting  broken. 

Damage  to  Pbbmanbnt  Way. 

Buffer-stops  slightly  injured. 


Printed  Copies  of  the  above  Report  were  sent  to  the  Company  on  the. 9th  September. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sib,  \  July  28th,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  10th  July,  1002,  the  result  of  my  inquiry  into  the 
circumstances  under  which  a  passenger  train  was  derailed  at  about  11  a.m;  on  the 
9th  July,  near  West  Croydon  Station,  on  the  Jjondon,  Brighton,  and  South  Coast 
Railway. 

In  this  case,  as  the  10.30  a.m.  down  passenger  train  from  London  Bridge  to  Bognor*, 
consisting  of  an  engine  and  five  vehicles,  was  passing  the  West  Croydon  Station  signal*- 
box  on  the  down  main  line,  all  the  yehicles  of  the  train  were  derailed,  with  *he  result 
that  the  two  leading  ones  were  thrown  over  on  their  sides  across  the  lines.  The  coupling 
between  the  engine  and  the  leading  vehicle  broke,  so  the  engine  kept  the  rails  and'rani 
on  into  the  station  without  sustaining  any  damage. 

Forty-five  passengers  received  personal  injuries,  some  of  them  being  serious,  afnd  at 
the  time  of  my  inquiry  seven  of  these  passengers  were  still  detained  in  hospital. 

The  engine  of  the  train  was  a  sixwheels-coupled  radial  tank-engine,  running 
chimney  first ;  it  was  fitted  with  the  Westinghouse  automatic  brake,  working  blocks^  on 
the  six  coupled  wheels,  and  with  a  hand-brake  working  the  same  blocks.  •  '  '     » 

The  train  consisted  of  the  following  vehicles,  attached  to  the  engine  in  the  order 
given  : — 


• « •       .  •  • 


1  third-class  carriage 

1         ,,  „  •••         •• 

1  second-class    „ 

1  first-class        ,,. 

1  brake-van 


•  •  •  •  a  • 


Wheels. 
6 
4 
4 
6 
6 


The  train  also  was  fitted  with  the  Westinghouse  automatic  brake,  working  blocks  on 
four  wheels  of  each  vehicle.     The  brakes  are  all  reported  as  having  been  in  good  order. 
The  damage  to  rolling  stock  and  permanent  way  is  given  in  the  Appendix. 

Description. 

West  Croydon  Station,  near  which  the  accident  occurred,  is  a  station  on  the  London, 
Brighton,  and  South  Coast  line  from  Norwood  Junction  to  Sutton  ;  the  station  is  pro* 
vided  with  up  and  down  platforms,  and  the  main  lines  run  through  them  in  a  direction 
which  is  approximately  north  and  south,  the  down  line,  on  which  the  train  concerned  in 
this  accident  was  running,  being  on  the  east  side. 

The  signal-box  is  on  the  west  side  of  the  line,  about  12[0  yards  to  the  north  of  tht- 
north  end  of  the  up  platform* 

The  next  signal-boxes  to  West  Croydon  in  the  London  direction  are  St.  James^ 
Junction,  Norwood  Fork,  and  Norwood  Junction  ;  their  distances  are  as  follows  : — 

Chains. 
West  Croydon  to  St.  James'  Junction        ••«       53 
St.  James'  Junction  to  Norwood  Fork       .••33 
Norwood  Fork  to  Norwood  Junction  . .  •       52 
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At  the  back  of  the  up  platform,  i.e.^  on  the  west  side  of  it,  there  is  a  bay  platform 
line,  terminating  at  it«»  southern  extremity  in  buffer-stops  ;  it  is  used  for  both  the  arrival 
and  departure  of  London  trains,  and  it  has,  therefore,  to  the  north  of  the  station  con- 
nections with  both  the  up  and  down  lines  ;  the  latter  connection,  which  is  a  &cing  one, 
IB  situated  just  opposite  the  south  end  of  the  signal-box,  and  the  former  connection,  which 
is  a  trailing  one,  is  about  50  yards  nearer  the  station. 

The  approach  to  the  station  from  the  north  is  on  a  left-hand  curve  of  16^  chains 
radius,  and  the  gradient  is  a  gently  falling  one  of  1  in  480. 

At  a  point  1 80  yards  north  of  the  signal-box  there  is  an  overbridge  carrying  a  road 
over  the  line. 

The  positions  in  which  the  five  vehicles  of  the  train  were  respectively  found  after  the 
accident  were  as  follows  : — The  leading  vehicle  was  lying  on  its  left  side  across  the  up 
and  bay  lines  at  a  point  about  30  yards  north  of  the  north  end  of  the  up  platform  ;  it 
was  thus  derailed  to  the  right  of  the  down  line,  on  which  it  was  running,  and  it  was  lying^ 
just  clear  of,  and  nearly  at  right  angles  to,  that  line.  The  second  vehicle  was  also  over- 
turned on  its  left  side,  and  it  was  found  lying  in  a  slanting  direction  across  the  down  line, 
its  leading  end  being  to  the  right  of  that  line  and  its  trailing  end  to  the  left  of  it.  The 
remaining  three  carriages  were  standing  upright,  but  each  one  of  them  Jiad  some  of  its 
wheels  derailed  a  short  distance  to  the  right  of  the  down  line. 

The  first  marks  on  the  permanent  way  connected  with  this  derailment  were  found  at 
a  point  just  to  the  north  of  the  West  Croydon  signal-box,  51  feet  distant  from  the  facing 
connection  on  the  down  line  leading  to  the  bay  line  ;  at  this  point  there  was  a  mark  on 
the  right-hand  rail  of  a  wheel  having  run  across  the  top  of  that  rail  from  the  inside  to  the 
outside,  and  just  opposite  this  point  the  inside  of  the  chair  supporting  the  left-hand  rail 
had  a  corresponding  mark  on  it  of  a  wheel  having  left  that  rail  and  feUen  into  the  four- 
foot  way.  It  seems  clear,  therefore,  that  one  pair  of  wheels  was  derailed  at  this  point  to 
the  right  of  the  line. 

From  this  point  forward,  up  to  the  facing  point,  wheel  marks  continued  to  show 
regularly  on  the  chairs  and  sleepers  on  the  right  of  each  rail  of  the  down  line,  the  lines  of 
marks  gradually  becoming  more  distant  from  the  rails,  as  if  the  derailed  wheels  were 
gradually  bearing  away  from  them  ;  at  the  fieunng  point  itself  the  marks  inside  the  left 
rail  were  about  7^  inches  distant  from  that  rail  ;  the  stretcher-bar  and  connecting-rod  oi 
the  facing  point  were  both  cut  through  just  inside  the  switch-rail,  and  from  this  point 
forward  the  marks  appear  on  the  right  of  the  rails  of  the  bay  line  instead  of  those  of  the 
down  line  ;  it  is  clear,  therefore,  that  at  the  fitcing  point  the  derailed  wheels,  instead  of 
continuing  along  the  down  line,  bore  away  to  the  right  in  the  direction  of  the  bay  line. 
About  15  yards  beyond  the  fiacing  point  the  left-hand  rail  of  the  bay  line  was  badly  bent 
outwards,  as  if  the  derailed  wheels  were  at  that  point  being  forced  back  towards  the  down 
line.  Up  to  this  point  the  marks  on  the  permanent  way  appeared  to  be  due  to  only  one  pair 
of  derailed  wheels,  but  from  this  point  forward  marks  appeared  both  on  the  bay  line  and 
on  the  down  line,  so  that  it  is  clear  that  after  passing  this  spot  more  than  one  pair  of 
wheels  was  off  the  line.  At  the  point  where  the  left-hand  rail  of  the  bay  line  crossed  the 
right-hand  rail  of  the  down  line  considerable  damage  was  done,  the  check-rail  and  wing- 
rail  being  both  cut  through,  and  ahead  of  this  point  chairs  were  broken  and  sleepers 
marked  both  on  the  bay  line  and  down  line,  and  to  a  small  extent  on  the  up  line,  right 
up  to  the  place  where  the  carriages  were  found  to  have  come  to  rest. 

Evidence. 


Henry  Winterton,  driver,  states  :  I  have  been 
26  years  in  the  service  of  the  Company,  during 
two  or  three  years  of  which  I  have  been  passenger 
driver,  previous  to  that  I  had  been  driving  goods 
trains  for  about  seven  years.  On  July  9th,  I 
came  on  duty  at  3  a.m.  to  work  till  12.30  p.m. 
I  came  off  duty  on  July  8th  at  2.30  p.m.  On  the 
9th  July  I  was  in  charge  of  the  10.30  a.m.  train 
from  London  Bridge  to  Bognor ;  my  engine  was 
a  six- wheels-coupled  radial  tank  engine  travelling 
chimney  first.  It  was  fitted  with  the  Westing- 
house  automatic  brake  working  the  blocks  on  the 
six  coupled  wheels,  and  with  a  hand  brake  work- 
ing the  same  blocks.  My  automatic  brake  was  in 
good  order.  At  Norwood  Fork  Junction  where 
I  was  stopped  before  arriving  at  West  Croydon, 
my  pressure  was  75  lbs.,  an'd,  as  my  donkey 


engine  was  then  still  at  work,  I  should  have  had 
about  80  lbs.  pressure  or  more  at  the  time  of 
arriving  at  West  Croydon.  The  guard  and  I 
tested  the  automatic  brake  before  leaving  London 
Bridge,  and  it  was  in  good  order.  I  was  stopped 
three  or  four  times  before  arriving  at  West 
Croydon,  and  in  all  these  cases  I  made  use  of  the 
automatic  brake,  and  on  all  those  occasions  it 
acted  well.  I  was  thoroughly  satisfied  with  the 
condition  of  my  brake.  I  think  we  were  a  minute 
or  so  late  in  leaving  London  Bridge.  The  only 
place  at  which  I  was  due  to  stop  before  reaching 
West  Croydon  was  Norwood  Junction.  I  arrived 
at  Norwood  Junction  at  about  10.45  which  was 
about  eight  minutes  late,  the  delay  being  due  to 
my  having  been  stopped  by  signal.  After  leaving 
Norwood  Junction  I  was  stopped  again  at  Nor- 
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wood  Fork  the  signal  being  against  me.  I  was 
delayed  about  one  minute.  We  left  Norwood 
Fork,  and  ran  through  St.  James*  Junction  without 
stopping,  and  on  approaching  West  Croydon  the 
signals  were  all  off  for  me  to  run  into  the  station. 
I  remember  passing  the  West  Croydon  signal-box. 
I  noticed  nothing  unusual  with  the  running  of 
my  train  when  passing  the  box,  nor  was  there 
anything  at  all  unusual  when  my  engine  passed 
the  facing  point  almost  opposite  that  box.  We 
ran  through  the  facing  point  quite  smoothly,  and 
at  that  time  nothing  at  all  seemed  wrong  with 
my  train.  When  we  were  a  few  yards  beyond 
the  facing  point,  my  mate  called  my  attention  to 
the  fact  that  my  train  was  rocking.  I  did  not 
myself  look  back,  but  I  at  once  applied  the  auto- 
matic brake.  At  this  time  steam  was  shut  off. 
I  had  shut  off  steam  when  passing  the  laundry 
which  is  situated  about  500  yards  from  thu  signal- 
box,  and  did  not  turn  steam  on  again  at  all.  I 
had  not  applied  my  brake  at  all  up  to  the  time 
that  my  mate  told  mo  that  the  train  was  rocking. 
I  estimate  our  speed  at  passing  the  signal-box  at 
about  15  miles  an  hour.  When  my  mate  thought 
the  train  was  rocking,  I  at  once  tried  to  apply  my 
Westiughouse  brake  but  I  found  that  the  air  was 
all  gone.  '  My  mate  had  already  got  the  hand 
brake  applied,  I  then  at  once  reversed  my  engine 
and  gave  her  steam,  the  wheels  however  skidded, 
and  the  engine  ran  on  into  the  station.  At  that 
time  it  had  no  carriages  attached  to  it  at  all.  I 
did  not  myself  notice  the  vehicles  behind  my 
engine  become  detached.  Just  after  my  mate 
had  called  my  attention  to  the  train,  the  com- 
munication bell  on  my  engine  began  ringing.  I 
then  went  back  to  the  train  to  assist.  Up  to  the 
time  of  leaving  my  engine  I  had  no  idea  what 
had  been  the  cause  of  the  accident.  After  leav- 
ing Norwood  Fork  my  train  was  not  checked  in 
any  way  by  fixed  signals  or  hand  signals. 

Ernest  William  Webb,  fireman,  states  :  I  have 
been  10  years  in  the  service  of  the  Company, 
during  about  three  of  which  I  have  been  fireman, 
previous  to  that  I  had  been  a  labourer,  and  engine 
cleaner.  On  July  9th  I  came  on  duty  with 
driver  Winterton  to  work  the  same  hours  as  he 
did,  and  I  had  been  working  with  him  the  day 
before.  I  was  with  him  on  the  10.30  a.m.  train 
from  London  Bridge  to  Bognor.  Before  leaving 
London  Bridge  I  did  not  notice  anything  special 
in  connection  with  the  automatic  brake.  Before 
reaching  West  Croydon  we  stopped  I  think  twice 
on  the  journey,  and  on  those  occasions  there  was 
no  difficulty  in  stopping  the  train,  the  brake 
appeared  in  gQod  order.  I  remember  running 
past  the  signal-box  at  West  Croydon  ;  at  that 
time  steam  was  turned  off.  It  had  been  turned 
off  when  passing  the  laundry.  No  brakes  were 
applied  to  the  train  at  the  time  of  passing  the 
signal-box.  I  should  estimate  the  speed  of  the  ' 
train  when  passing  the  signal-box  at  14  or  If) 
miles  an  hour.  I  noticed  nothing  unusual  with 
the  running  of  the  train  either  when  passing  the 
signal-box  or  when  running  through  the  facing 
point.  The  first  I  noticed  of  anything  bein? 
wrong  with  the  train  was  at  a  point  about  25 
yards  beyond  the  facing  point,  when  at  that  point 
I  turned  round  to  apply  my  hand  brake.  I  saw 
the  train  rocking  about.  At  that  time  the  carriage 
next  my  engine  was,  I  think,  about  five  feet 
from  us,  and  was  uncoupled  from  the  engine. 
It  seemed  to  be  off  the  line  on  which  my  engine 
was  running.  As  I  looked  back  towards  the 
train  the  leading  vehicle  of  it  was  a  trifie  to  my 
left.  I  immediately  called  my  mate's  attention 
to  it,  and  I  at  once  applied  my  hand  brake. 
'  Immediately  I  had  applied  my   hand  brake   I 
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looked  back  again  and  saw  the  leading  vehicle 
take  a  sharp  turn  to  my  left,  it  seemed  to  sway 
once  or  twice,  and  then  the  two  leading  carriages 
fell  broadside.  I  think  my  engine  was  about 
40  or  50  yards  ahead  of  those  vehicles  when  they 
fell  on  their  sides.  1  then  went  back  to  render 
what  assistance  I  could.  From  what  I  saw  of  the 
derailment  I  could  form  no  opinion  as  to  what 
was  the  cause  of  it.  Just  as  I  spoke  to  my  mate 
the  inter-communication  bell  on  the  engine  began 
ringing.  We  had  been  stopped  at  Norwood  Fork, 
but  the  train  had  not  been  checked  by  pignals 
after  leaving  that  point. 

Alfred  Molyneux,  guard,  states :  I  have  been 
19  years  in  the  service  of  the  Company,  during 
15  of  which  I  have  been  passenger  guard.  I 
came  on  duty  on  July  9th  at  7.45  a.m.,  to  work 
till  8  p.m.  I  had  come  off  duty  on  July  8th 
at  8  p.m.  I  was  guard  of  the  10.30  a.m.  train 
from  London  Bridge  to  Bognor.  1  have  fre- 
quently acted  as  guard  to  this  train  before.  '  My 
train  consisted  of  the  following  vehicles,  attached 
to  the  engine  in  the  order  given  : — 


One  third  class  carriage 
One  third  class  carriage 
One  second  class  carriage 
One  first  class  carriage 
Brake  van         


WheelK. 

6 
4 
4 
6 
6 


All  these  vehicles  were  fitted  with  the  Westing- 
house  automatic  brake,  working  blocks  on  four 
wheels  of  each  vehicle.  The  automatic  brak& 
was  in  good  order.  I  tesu  d  the  auiomatic  brake^ 
in  the  usual  way  before  leaving  London  Bridge 
Station,  and  found  everything  satisfactory.  I 
think  that  when  we  left  London  the  pressure 
was  about  60  lbs.  I  did  not  notice  subsequently 
on  the  journey  what  the  pressure  was.  We  left 
London  Bridge  at  10.31,  one  minute  late ;  my 
first  two  booked  stops  were  Norwood  Junction 
and  West  Croydon.  We  were  stopped  by  signals 
at  Blue  Anchor  signal-box,  and  at  Croydon  up 
junction,  and  we  stopped  again  at  Norwood 
Junction  Station.  On  all  those  three  occasions 
of  stopping,  the  automatic  brake  was  made  use 
of,  and  it  appeared  to  act  well,  and  I  was 
thoroughly  satisfied  with  the  condition,  of 
the  brake.  We  left  Norwood  Junction  at 
10.54  a.m.,  which  was  seven  minutes  late. 
After  leaving  Norwood  Junction  we  were  stopped 
again  at  Norwood  Fork  signal-box,  the  signal 
being  against  us.  We  were  stopped  there  for 
two  minutes.  We  left  Ni»rwood  Fork,  at 
10.58  a.m.,  and  we  were  not  stopped  again  be- 
tween there  and  West  Croydon.  I  myself  saw 
the  signals  between  those  two  points,  and  they 
were  all  off  for  us.  We  were  about  to  stop  at 
West  Croydon  Station.  I  can  give  no  informa- 
tion as  to  when  steam  was  turned  off*.  I  noticed 
that  the  automatic  brake  was  slightly  applied 
when  we  were  about  200  yards  from  the  signal- 
box.  It  seemed  to  me  that  it  checked  the  train 
a  little,  and  that  it  was  then  released  again.  The 
automatic  brake  seemed  to  be  released  just  before 
we  reached  the  signal-box.  I  estimate  the  speed 
of  the  train  between  the  bridge  and  the  signal- 
box  at  about  15  miles  an  hour.  I  think  15  miles 
is  the  outside  limit  of  the  speed  at  which  the 
train  was  travelling.  As  we  were  passing  the 
signal-box  I  was  looking  out  from  my  look-out 
window  on  the  near  side  of  my  brake-van.  Tho 
first  thing  I  noticed,  was  seeing  the  leading 
vehicle  of  the  train  oscillating,  and  in  a  mon^ent 
the  carriage  swerved  to  the  right,  turned  over, 
and  the  next  one  did  the  same.    I  noticed  that 
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then  the  automatic  brake  was  suddenly  fully 
applied,  and  I  felt  the  blocks  going  on  the  wheels. 
1  felt  the  brake  going  on,  but  I  cannot  say  how 
it  acted,  everything  happened  so  suddenly.  I 
could  not  form  any  opinion  as  to  what  had 
caused  the  derailment,  but  I  saw  it  was  some- 
thing which  had  happened  to  the  leading  vehicle. 
I  cannot  say  when  the  leading  vehicle  became 
uncoupled  from  the  engine.  It  was  when  we 
were  passing  the  signal-box  that  I  looked  out, 
and  I  did  so  for  the  purpose  of  seeing  how  we 
were  running  into  the  platform.  After  the 
accident  occurred  I  went  and  rendered  all  the  . 
assistance  I  could,  and  I  examined  the  site  of 
the  derailment.  The  opinion  I  formed  after 
viewing  the  site  of  the  derailment,  was  that  the 
engine  had  spread  the  rails,  causing  the  wheels 
of  the  leading  vehicle  of  my  train  to  drop  in 
between  the  rails.  The  derailment  occurred 
just  at  11  a.m.  We  had  been  due  at  West 
Croydon  at  10.51  a.m.,  so  that  we  were  then 
nine  minutes  late. 

Walter  Summerfield^  signalman,  states  :  I  have 
been  38  years  in  the  service  of  the  Company, 
luring  36  of  which  I  have  been  a  signalman. 
I  am  now  employed  at  West  Croydon  North  Box, 
and  I  have  been  employed  there  for  18  years. 

1  came  on  duty  on  July  9th  at  6  a.m.  to  work  till 

2  p.m.  I  went  off  duty  on  the  8th  July  at  2  p.m. 
I  remember  the  10.30  a.m.  train  from  London 
Bridge  to  Bognor  passing  my  box.  The  train  had 
been  duly  offered  to  me  by  St.  James*  Junction 
signal-box  and  duly  accepted  by  me  at  10.55  a.m. 
The  train  arrived  at  my  box  at  11.1  a.m. — all  my 
signals  were  off  for  it.  I  had  received  no  warning 
from  the  platelayers  of  any  work  going  on  on  the 
line,  and  there  was  therefore  nothing  to  prevent 
my  accepting  the  train.  I  saw  the  train  when  it 
was  approaching  my  box  from  the  bridge.  My 
impression  is  that  the  speed  of  the  train  when 
approaching  my  box  was  about  30  miles  an  hour. 
The  speed  did  not  seem  to  be  unusually  high  for 
a  train  that  was  going  to  stop  at  the  station.  It 
appeared  to  me  to  be  about  the  usual  speed  at  which 
the  trains  do  run  in  when  they  are  going  to  stop. 
1  cannot  say  whether  steam  had  been  shut  off 
when  the  train  passed  my  box,  nor  can  I  say 
whether. any  of  the  brakes  were  applied.  The 
first  I  knew  of  anything  being  wrong  with  the 
train  was  hearing  the  noise  cause!  by  the  train 
running  over  my  lever  rods,  I  knew  then  that 
something  had  gone  wrong  at  the  facing  point. 
On  hearing  the  noise  1  looked  up  and  at  once  saw 
the  carriages  tumbling  over  each  other.  1  saw 
nothing  to  enable  me  to  form  an  opinion  as  to 
how  the  derailment  had  occurred.  I  did  not  see 
any  workmen  on  the  line  near  my  box  and  I 
did  not  know  that  any  work  was  going  on  on  the 
line.  The  platelayers  often  do  come  and  warn  me 
when  there  is  work  going  on  on  the  line,  but  on 
this  occasion  I  received  no  warning  at  all. 

Robert  OihhSy  signalman,  states :  I  have  been 
41  years  in  the  service  of  the  Company,  during 
39  of  which  I  have  been  a  signalman.  I  am  no  ^ 
( mployed  at  St.  James'  Junction  and  have  been 
employed  there  for  27  years.  1  came  on  duty  on 
July  9th  at  6  a.m.  to  work  till  2  p.m.  I  went  off 
duty  at  2  p.m.  on  the  8th  July.  £  remember  the 
J0.d0  a.m.  train  from  London  Bridge  to  Bognor 
running  past  my  box.  1  had  offered  this  train  to 
West  Croydon  at  10.53  a.m.  West  Croydon  gave 
me  line  clear  at  10.55  a.m.  The  train  passed  my 
box  at  10.59  a.m.  I  did  not  stop  the  train  at  my 
box  at  all.  The  train  did  not  pass  my  box  at  a 
high  rate  of  speed  as  it  had  been  stopped  at 


Norwood  Fork,  but  I  cannot  say  what  the  speed 
was  when  it  passed  my  box. 

Mr,    William    Willox    states :    I  am    district 
engineer  of  the  Northern  Division,  and  am   in 
charge  of  West  Croydon.    I  was  on  the  scene  of 
the  accident  half  an  hour  after  it  occurred,  and 
made  a  careful  examination  of  the  i^ite.    The  first 
marks  I  found  on  the  line  to  account  for  the  de- 
railment were  at  a  point  51  feet  from  the  facing 
point    opposite  the  signal-box.      At  that  point 
there  was  a  distinct  wheel  mark  on  the  rights 
hand  rail  showing  that  a  wheel  had  passed  on 
that  point  from  the  inside  to  the  outside  of  the 
rail.    There  was  a  corresponding  mark  on  the 
inside  of  the  left-hand  rail  looking  as  if  at  that 
point  a  wheel  had  left  the  rail  and  fallen  into  the 
four-foot.    From  that  point  forward  up  to  the 
facing  point  there  were  marks,  first  on  the  chairs 
and  then  on  the  sleepers,  all  these  marks  being  on 
the  right-hand  side  of  the  respective  rails.    The 
marks    seemed    to    run    parallel  with  the    rail 
for  a  certain  distance,  and  then,  as  they  approached 
the  facing    point,  they   seemed  to    get    further 
away  from  the  rail.    At  the  facing  point  the  con- 
necting rod  and  a  stretcher  bar  were  both  broken. 
The    breakage    in    these    bars    was  at  a  point 
1\  inches  from  the  stock  rail,    and  just  inside 
the  switch  rail.     From  this  point   forward  the 
wheel  marks  continued  on  the  right-hand  side  of 
the  rails  leading  to  the  bay  line,  and  one  of  the 
left-hand  rails  of  that  line  was  badly  bent.  Where 
the  bay  line  crosses  the   right-hand  rail   of  the 
down  road  the  check  rail  and  wing  rail  were 
both  broken,  and  the  wing  chairs  were  broken. 
Beyond  that  again  there  were  a  number  of  chairs 
broken,  sleepers  marked,  and  one  rail  was  bent. 
The    opinion   I   formed  from   this  examination 
was  that  the  derailment  had  occurred  at  a  point 
51  feet  before  reaching  the  facing  point.      On 
looking  to  ascertain  the  cause  of  the  derailment 
1  noticed  that  some  of  the  chairs  on  the  sleepers 
just  in  front  of  the  point  where  the  derailment 
appeared  to  have  occurred  had   been  unspiked. 
I  noticed  that  six  chairs  under  the  right-hand 
rail  had  been  unspiked  ;  three  of  these  chairs  I 
noticed  were  fastened  by  spikes  having  been  driven 
into  the  sleeper  on  the  outer  lip  of  the  chair ;  the 
remaining  three  were  not  fastened  at  all.     The 
first  mark  of  derailment  occurred  at  a  ])oint  4  feet 
6  inches  beyond  the  last  of  these  unspiked  chairs. 
I  at  once  measured  the  gauge  at  the  points  where 
the  chairs  were  unspiked,  and  found  that  the  line 
was  a  full  1^  inches  wide  to  gauge.    The  line  at 
this  point  is  on  a  curve  of  1 6^  chains  radius.    At 
this  point  the  gauge  is  usually  made  between 
^th  and  a  ^inch  wide  to  gauge.  It  appeared  to  me 
that  the  engine  had  spread  the  line  malring  the 
gauge  1|^  inches  wider  than  it  had  been.     I  took 
the  super-elevation  at  that  point,  and  found  it 
If  inches.  This  super-elevation  is  quite  as  much  as 
I  consider  it  should  be,  considering  that  there  was 
a  facing  point  just  ahead  of  it.    I  ascertained  that 
there  had  been  a  working  party  at  work  on  this 
portion  of  the  line.     I  am  of  opinion  that  the 
state  in  which  the  line  was  left  was  not  a  safe 
one,  and  that  it  was  one  that  necessitated  a  train 
either    travelling    at    reduced    speed    or    being 
brought    to    a    stop.      In    my  opinion    it    was 
distinctly  a  cape  in  which  the  ganger  should  have 
carried  out  the  instructions  contained  in  Rules  253 
and   251,  so  that  the  speed  of  the  train  should 
either  be  slackened,  or  the  train  brought  to  a  stop. 
In  my  opinion  the  train  should  have  been  brought 
to  a  dead  stop  before  passing  over  this  bit  of  line, 
and  that  would  have  been  in  accordance  with  the 
regular  custom  on  our  line.  The  iranger  in  charge 
of  this  work  was  ganger  Hackett,  who  has  been 
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23  years  ganger  of  this  section.  He  has  hitherto 
proved  himself  a  good  reliable  ganger,  and  I  can- 
not myself  understand  why  he  did  not  take  the 
necessary  precautions.  My  own  opinion  is  that 
the  primary  cause  of  the  derailment  was  that  the 
leading  wheels  of  the  leading  vehicle  left  the 
rail  at  a  point  just  beyond  the  place  at  which  the 
chairs  had  been  loosened.  I  consider  that  the 
state  of  the  line  may  have  been  a  contributing 
cause  to  the  accident.  I  tried  the  gauge  of  the 
line  at  several  points  where  ganger  Hackett  had 
not  been  at  work,  and  at  all  these  points  I  found 
the  line  about  half  an  inch  wide  to  gauge. 

Samuel  Richard  Hill  states  :  I  am  platform 
inspector  on  the  London,  Brighton,  and  South 
Coast  Railway,  and  have  been  so  employed  for 
about  30  years.  At  the  time  this  accident 
occurred  I  was  standing  on  the  platform  at 
West  Croydon  Station,  and  I  was  watching  the 
10.30  a.m.  train  running  into  the  station.  I  was 
standing  on  the  down  platform  opposite  the  door 
of  the  inspector's  office,  I  could  not  see  the  train 
when  it  passed  thrdugh  the  bridge,  but  I  could 
see  it  just  by  the  signal-box.  The  first  thing  I 
noticed  of  anything  having  gone  wrong  was 
seeing  that  the  coaches  were  jumping  about.  The 
engine  appeared  quite  steady.  The  leading 
vehicle  was  somewhere  near  the  signal-box  when 
I  first  saw  it  jumping  about.  The  engine  ap- 
peared to  run  straight  on  down  its  proper  road, 
while  the  vehicles  appeared  to  turn  off  in  the 
direction  of  the  bay  line,  and  finally  the  two 
leading  vehicles  were  upset.  I  could  not  form 
any  opinion  as  to  what  had  been  the  cause  of  the 
derailment.  The  train  was  too  far  off  from  me 
at  the  time.  I  should  roughly  estimate  the  speed 
of  the  train  when  it  passed  the  signal-box  at  about 
15  to  20  miles  an  hour. 

Joseph  Hackett^  ganger,  states  :  I  have  been 
ganger  for  nearly  23  years,  and  I  have  been  in 
charge  of  this  section  nearly  all  that  time.  On 
the  9th  July  I  was  at  work  on  the  line  just 
opposite  the  West  Croydon  signal-box.  1  had 
fpund  that  the  line  at  that  point  was  a  little 
bit  out  of  gauge.  I  had  found  that  it  was  about  an 
inch  wide  to  gauge.  I  usually  have  the  line  at 
that  point  a  little  slack  to  gauge,  on  account  of 
its  being  on  a  curve,  but  on  this  occasion  I 
found  that  it  was  too  slack,  and  I  made  arrange- 
ments for  making  it  up  to  the  right  gauge.  In 
order  to  do  this  I  withdrew  the  spikes  from  six 
of  the  chairs  supporting  the  right-hand  rail.  I 
then  adjusted  the  road  to  the  right  gauge,  and 
drove  in  some  spikes  behind  the  lips  of  some  of 
the  chairs.  I  drove  spikes  behind  the  lips  of 
three  or  four  of  the  chairs.  I  am  sure  I  drove  in 
as  many  as  three,  but  I  am  not  sure  whether  I 
drove  a  fourth  or  not.  This  was  the  state  of  the 
road  when  the  10.30  a.m.  train  arrived  and  the 
accident  occurred.  About  three  quarters  of  an 
hour  after  the  accident  occurred  I  examined  the 
gauge  of  the  line  again  at  this  point  and  I  found 
that  the  line  had  become  a  bit  wider  than  it  was 
when  I  had  shoved  it  in.  I  cannot  say  exactly 
how  much  wide  to  gauge  it  was.  I  had  not  taken 
any  steps  before  carrying  -out  this  work  to  warn 
drivers  as  to  what  was  being  done  because  on 
account  of  the  shore  space  over  which  I  was 
loosening  the  chairs  I  did  not  think  there  was 
any  call  for  it.  I  am  well  acquainted  with  Rule 
No.  253,  and  I  know  that  when  owing  to  repairs  it 
is  necessary  for  a  train  to  travel  at  reduced  speed,  I 
have  to  take  steps  to  warn  drivers.  I  did  not  con- 
sider that  there  was  any  necessity  for  a  train  to 
travel  over  the  place  which  I  was  repairing  at 
reduced  speed.     I  was  aware  that  the  rail  which  I 
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was  loosening  was  an  outside  rail  on  a  curve,  and  I. 
knew  that  the  outside  rail  of  a  curve  is  subject  to , 
great  pressure  when  a  train  runs  over  it,  but  I 
did  not  see  any  danger  whatsoever  in  what  I  was, 
doing  to  the  line.    I  distinctly  gave  thought  to 
the  question  whether  it  was  desirable  to  take  any. 
precautions,  and  I  was  distinctly  of  opinion  that 
there  was  no  necessity.    I  am  in  charge  of  the, 
part  of  the  line  at  which  this  accident  happened. 
I  always  inspect  this  bit  of  line  twice  a  day,  and 
I  had  inspected  it  on  the  morning  of  ,9th  July, 
and  it  was  on  that  occasion  that  I  found  that  the, 
short  length  was  wid^  to  gauge.     In  all  other 
respects  I  thought  that  portion  of  the  line  was  in 
good  order.    I  have  not  been  able  to  form  any. 
opinion  as  to  what  was  the  cause  of  the  derail-, 
ment.    I  have  often  done  a  piece  of  work  v-^ry 
similar  to  this  and  left  the  line  in  the  same  con- 
dition for  a  train  to  run  over  it,  as  on  this  occa- 
sion, without  having  a  flagman  out.     I  cannot  say 
whether  it  is  customary  for  every  ganger  to  act 
similarly.    I  cannot  give  any  precise  instance  in 
which  I  have  carried  out  similar  work  in  a  similar 
manner. 

George  Harbour^  permanent  way  inspector, 
st'ites :  I  have  been  upwards  of  40  years  in  ihe 
service  of  the  Company,  and  have  been  permanent 
way  inspector  for  16  years.  I  am  in  charge  of 
what  is  called  No.  1  District,  which  includes 
West  Croydon  Station.  Oanger  Hackett  is  em-, 
ployed  under  me,  and  is  specially  in  charge  of 
West  Croydon.  I  did  not  know  precisely  what 
work  ganger  Hackett  was  carrying  out  on  the 
morning  of  the  9th  July,  but  since  the  accident 
occurred  I  have  heard  of  the  work  he  was 
engaged  on.  I  understand  that  on  account  of  the 
road  not  being  right  to  gauge,  he  was  working  on 
it  on  that  morning.  I  have  heard  ganger  l^ackett's 
evidence  read  over  to  me,  and  I  understand  from 
that  the  way  in  which  he  carl*ied  oat  his  work  on 
the  morning  of  the  9th  July.  I  am  of  opinion 
that,  considering  the  state  in  which  ganger 
Hackett  had  left  the  line,  he  ought  certainly  to 
have  had  a  flagman  out.  I  consider  that  the  traii^ 
should  have  run  over  this  bit  of  line,  either  at  a 
reduced  speed,  or  that  it  should  have  been 
brought  to  a  stop  altogether  before  doing  so. 
I  am  of  opinion  that  ganger  Hackett  left  the  litie 
in  an  altogether  too  weak  condition.  It  is  not 
customary  on  our  line  to  leave  a  bit  of  line  in  a 
similar  state  to  what  ganger  Hackett  left  thftt  bit 
on  this  occasion,  and  if  I  had  known  that  he  was 
going  to  do  as  he  did,  I  should  certainly  have 
taken  steps  to  prevent  it.  Oanger  Hackett  has 
been  serving  under  me  for  about  seven  years,  he 
is  an  energetic  man,  but  I  have  not  always 
approved  of  rhe  way  in  which  he  has  carried  out 
his  work.  I,  at  all  events,  think  that  he  com- 
mitted an  error  of  judgment  on  this  occasion. 
I  reached  the  scene  of  the  accident  at  1  p.m.,  and, 
on  seeing  the  situation,  the  opinion  I  formed  was 
that  the  derailment  was  primarily  due  to  the 
weakness  of  the  bit  of  line  on  which  ganger 
Hackett  had  been  at  work, 

Mr.  Edwin  William  TrangmoTj  states :  I  an^ 
district  locomotive  superintendent.  After  the 
accident  occurred  the  engine  was  examined  by 
the  local  foreman,  and  everything  being  found 
satisfactory,  it  was  sent  off  to  Sutton,  and  it  con-> 
tinned  in  work  for  the  rest  of  the  dav.  As  far  as 
I  know,  nothing  in  any  way  has  been  found 
amiss  with  the  engine  since  that  time.  Its  brake 
apparatus  is  in  perfectly  good  order.  Immedi-' 
ately  the  leading  vehicle  of  the  train  was  g^t'o^' 
to  the  rails  after  the  accident,  its  wheels  were 
examined,  and    they  were  all  found   perfectly 
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correct  to  gauge.  The  wheels  of  all  the  other 
yehieles  in  the  train  were  also  examined  after  the 
accident,  and  all  were  found  to  gauge  except 
those  of  the  second  vehicle  of  the  train,  both 
axles  of  that  vehicle  were  found  to  be  bent,  and 
the  wheels  to  be  consequently  out  of  gauge.  The 
wheels  of  all  the  vehicles  of  this  train  had  been 
examined  before  the  train  left  London  Bridge, 
and  no  report  had  been  received  of  anything 
being  found  wrong  with  any  of  them.  Nothing 
has  transpired  since  the  accident  to  render  it 
probable,  in  my  opinion,  that  there  was  any 
defect  in  the  wheels  before  the  accident  occurred. 
I  visited  the  scene  of  the  accident  after  it 
occurred.  I  know  the  point  at  which  it  appears 
probable  that  the  derailment  first  commenced, 
and  I  know  the  position  in  which  the  carriages 


were  found  aft^r  the  accident.  I  understand  that 
the  distance  between  the  point  where  the  derail- 
ment first  occurred,  and  the  point  where  the 
leading  carriage  eventually  came  lo  rest,  was 
340  feet.  I  have  heard  the  evidence  given  of 
several  witnesses  that  the  speed  of  the  train  was 
about  15  miles  an  hour.  I  cannot  understand 
how  the  train  travelled  this  distance  unless  it  was 
travelling  at  a  higher  rate  of  speed  than  that 
given,  or  it  may  have  been  the  train  did  not 
become  uncoupled  till  some  distance  beyond  this 
point.  I  have  examined  thoroughly  the  West- 
inghonse  brake  fittings  on  the  carriages  of  the 
train,  and  found  them  in  good  working  order. 
On  releasing  the  air  from  the  train  pipe,  every 
brake  block  throughout  the  train  went  securely 
on  to  the  wheels  and  remained  there. 


Conclusion. 
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From  the  marks  on  the  permanent  way  there  can  be  little  doubt  that  this  accident 
originated  by  one  pair  of  wheels  of  the  train  being  derailed  at  the  point  51  feet  from 
the  facing  point  leading  to  the  bay  line,  and  from  the  relative  positions  in  which  the 
vehicles  were  subsequently  found  it  appeivrs  probable  that  it  must  have  been  the  leading 
pair  of  wheels  of  the  first  vehicle  which  was  so  derailed.  These  wheels,  which  were 
derailed  to  the  right  of  the  line,  i.e.^  to  the  outside  of  the  curve  on  which  the  train  was 
running,  appear  to  have  run  along  nearly  parallel  to  the  rails  of  the  down  line,  but 
gradually  bearing  away  to  the  right  on  account  of  the  curve  of  the  line,  so  that  when 
they  reached  the  facing  point  the  left-hand  wheel  was  on  the  wrong  side  of  the  left-hand 
switch  rail  and  the  derailed  wheels  consequently  continued  on  in  the  direction  of  the  bay 
hne  instead  of  following  the  down  line.  The  weight  of  the  engine  doubtless  tended  to 
ull  the  leading  end  of  the  carriage  back  to  its  right  line,  and  this  will  account  for  the 
eft-hand  rail  of  the  bay  line  being  found  to  have  been  so  badly  bent  outwards.  But  at 
this  point  the  coupling  between  the  engine  and  the  leading  vehicle  appears  to  have 
broken,  and  the  engine  ran  on  alone  into  the  station.  The  rear  of  the  leading  vehicle 
would  then  have  been  pushed  forward  by  the  weight  of  the  vehicles  behind  it,  and  as  its 
leading  wheels  were  at  the  same  time  being  carried  away  to  the  right  by  the  rails  of  the 
bay  line,  which  was  gradually  getting  further  and  further  away  from  the  down  line,  it 
was  only  to  be  expected  that  the  leading  vehicle  should  assume  the  position  in  which  it 
was  found,  viz.,  at  right  angles  to  these  two  lines,  and  that  it  should  then  overturn. 
The  above  would  also  fully  account  for  the  derailment  of  the  remaining  vehicles  of  the 
tgrain  and  for  the  positions  in  which  they  were  found. 

The  cause  of  this  derailment  is,  I  consider,  clearly  shown  in  the  evidence  given  by 
ganger  Hackett.  Hackett,  who  is  the  ganger  in  charge  of  this  portion  of  the  line,  states 
that  on  examining  his  section  on  the  morning  of  the  day  on  which  this  accident  occurred 
he  found  that  the  line  was  for  a  short  distance  rather  wider  to  gauge  than  it  should  have 
been.  (The  curve  at  this  point  is  one  of  16^  chains  radius,  and  on  that  account  the  line 
is  usually  kept  from  one-eighth  to  one-fourth  of  an  inch  wide  to  gauge. )  With  the  view 
of  correcting  the  gauge  he  withdrew  the  spikes  from  six  consecutive  chairs  under  the 
right-hand  rail,  which,  it  will  be  remembered,  was  the  outside  rail  of  the  curve  ;  the 
fokstenings  of  the  inside  rail  he  did  not  touch  at  all.  He  then  adjusted  the  road  to  the 
right  gauge  by  forcing  in  the  right-hand  rail,  and  drove  in  a  spike  behind  the  lip  of  some 
of  the  six  chairs,  so  as  to  hold  them  temporarily  in  position  pending  the  permanent 
fixing  of  them.  Hackett  is  uncertain  whether  it  was  three  or  four  of  the  six  loosened 
chairs  which  he  secured  in  this  manner,  but  Mr.  Willox,  the  District  Engineer  who 
examined  the  line  just  after  the  accident,  is  positive  that  only  three  chairs  had  been  so 
secured.     This  was  the  state  of  the  road  when  the  train  ran  over  it. 

Hackett  states  that  he  considered  that  the  road  was  in  a  perfectly  safe  condition  for 
the  train  to  run  over,  and  that  there  was  no  necessity  for  checking  the  train's  speed  in 
any  way  ;  he  did  not  therefore  send  out  any  flagmen,  and  he  gave  no  warning  of  any 
sort  to  the  signalman  ;  the  train  was  consequently  allowed  to  run  over  the  line  without 
its  speed  being  checked  ;  as,  however,  it  was  approaching  a  station  at  which  it  was  due  to 
stop,  its  speed  was  not  very  high,  and  the  estimates  of  it  vary  from  15  to  30  miles 
an  hour. 
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The  point  previously  described  at  which  the  first  marks  were  found  on  both  the 
right  and  left-hand  rails  was  situated  only  4^  feet  beyond  the  last  chair  which  had  been 
loosened  by  ganger  Hackett,  so  that  the  initial  derailment  of  the  train  occurred  imme- . 
diately  after  it  had  passed  over  the  rail  supported  by  those  chairs. 

After  the  accident  the  gauge  of  the  line  was  examined  ;  it  was  found  that  through- 
out the  length  on  which  the  chairs  had  been  loosened  the  line  was  a  fiill  inch-and-a-half 
mde  to  gauge,  and  it  is  therefore  clear  that  under  the  weight  of  the  train  the  line  had 
spread  throughout  this  portion  to  the  extent  of  about  an  incn-and-a-quarter  ;  at  the  point 
where  the  derailment  actually  occurred  the  line  was  just  under  half-an-inch  wide  to 
gauge.  There  was  therefore  a  sudden  change  of  gauge  amounting  to  at  least  an  inch  just 
before  the  point  at  which  this  derailment  occurred,  and  as  this  change  of  gauge  was 
entirely  due  to  the  outside  rail  there  must  have  been  a  short  length  of  that  rail  where  its 
curvature  was  considerably  sharper  than  that  of  the  remainaer  of  the  curve,  and  a 
derailment  at  this  point  was  very  probable.  The  engine,  with  its  comparatively  short 
wheel  base,  appears  to  have  been  able  to  take  this  curve,  but  the  leading  vehicle,  with  its 
longer  rigid  wheel  base,  was  unable  to  do  so,  and  a  derailment  on  the  outside  of  the  curve 
consequently  resulted. 

This  accident  must  therefore,  I  consider,  be  attributed  entirely  to  the  fiwjt  that  the 
train  was  allowed  to  run  unchecked  over  a  portion  of  the  line  which,  on  account  of 
its  being  under  repair,  was  in  a  dangerously  weak  condition,  and  for  this  ganger  Hackett 
is  entirely  responsible. 

Hackett  has  been  in  the  employ  of  the  Company  for  23  years  as  a  ganger,  and  it  is 
astonishing  that  a  man  of  his  experience  should  have  committed  such  an  error  of  judgment 
as  he  did  on  this  occasion.  Hackett  stated  that  he  had  previously  allowed  trains  to  run 
over  lines  in  a  similar  condition,  but  he  was  unable  to  mention  any  specific  instance  in 
which  he  had  done  so.  Both  the  District  Engineer  and  the  Foreman  Platelayer  under 
whom  Hackett  was  employed  expressed  their  entire  disapproval  of  his  action  in  the 
matter,  and  they  assert  that  it  is  absolutely  contrary  to  the  custom  and  regulations  of 
the  Company  to  allow  trains  to  run  unchecked  over  lines  in  the  weakened  condition 
which  obtained  on  this  occasion.  The  Company  will,  however,  doubtless  take  steps  to 
ensure  that  their  regulations  on  this  point  are  in  future  strictly  adhered  to. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


I  have,  &C., 

P.   G.    VON   DONOP, 


APPENDIX. 


Particulars  of  Damaqb  to  Stock. 


Third-class  carriage,  six- wheeled,  No.  563 
(leading  carriage  in  train,  and  which  was  over- 
turned).— Eight  quarter  lights  and  three  door 
lights,  one  step-board,  four  axle-boxes  and  three 
hat-racks  broken ;  commode  handles,  door 
handles,  one  buffer-rod,  and  step-irons  bent ; 
two  head-stocks,  ends  of  carriage,  cornice,  and 
door-bonnets  damaged  ;  wheels  to  gauge. 

Third-class  carriage.  No.  984  (second  carriage, 
and  which  was  overturned),  four  wheels. — Two 
axles  bent ;  two  headstocks,  one  end  of  carriage, 
three  axle-boxes,  one  end  bar,  and  three  axle- 
boxes  broken  ;  two  step-boards  broken,  and  step- 
irons  bent ;  two  quarter  lights  broken ;  one 
spring     hanger,     one    axle-guard,     one    draw- 


bar,   and     one    buffer    rod    bent,    and    cornice 
damaged. 

Second-class  carriage,  No.  372  (which  main- 
tained its  upright  position),  four  wheels. — One 
headstock,  and  one  end  of  carriage  broken  ;  and 
one  side  chain  pulled  out,  and  missing. 

Damage  to  Permanent  Way. 

20  P.  and  C.  chairs  broken. 
43  ordinary  chairs  broken. 

3  steel  rails  broken. 

4  P.  and  C.  rails  broken. 
20  P.  and  C.  bolts  broken. 
20  fish-plate  bolts  broken. 
12  sleepers  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  20th  August. 
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NORTH  BRITISH  RAILWAY. 

Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  2nd  October,  1902. 

I  HAVE  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  25th  August,  the  result  of  my  enquiry  into  the  cause  of 
the  collision  which  occurred  on  the  20th  August  about  7.53  p.m.,  at  Hilton  Junction^ 
Perth,  on  the  North  British  Railway. 

In  this  case  the  6.45  p.m.  passenger  train  from  Edinburgh  to  Perth  colUded  with 
the  rear  of  a  special  train  of  roundabouts  which  was  standing  at  the  down  home  signal  at 
Hilton  Junction. 

The  passenger  train  was  drawn  by  a  four- wheels-coupled  tender  engine,  running 
chimney  first,  fitted  with  the  Westinghouse  automatic  brake,  actuating  blocks  on  the 
four  coupled  and  six  tender  wheels,  and  consisted  of  the  following  vehicles : — 

Bogie  composite  12- wheeled  coach. 
Bogie  composite  8-wheeled  coach. 
Composite  6 -wheeled  coach. 
Third-class  6-wheeled  coach. 
Brake  van,  6-wheeled. 
Luggage  van,  6-wheeled. 

Out  of  the  44  wheels  36  were  fitted  with  blocks  actuated  by  the  automatic  brake. 

The. special  train  was  composed  of  ten  carriage  trucks,  nine  with  four  wheels  and 
one  with  six  wheels,  and  a  six-wheeled  third-class  brake  van.  Forty -four  out  of  the  4S 
wheels  were  equipped  with  the  Westinghouse  automatic  brake  blocks. 

Three  passengers,  all  in  the  special  train,  complained  of  injury  from  cuts  and 
bruises.  One  pair  of  wheels  of  the  rear  brake  van  of  the  special  train  was  derailed.  A  list 
of  damage  to  rolling  stock  is  given  in  the  Appendix. 

Description. 

Hilfon  Junction  lies  south  of  Perth.  At  this  junction  the  double  lines  of  the 
Caledonian  Railway  from  Stirling  and  of  the  North  British  Railway  fi*om  Dunfermline 
unite. 

Bridge  of  Earn  Station  is  situated  on  the  North  British  road,  about  a  mile  and  a  half 
south  of  Hilton  Junction.  It  is  with  the  down  (eastern)  line  between  these  two  points 
that  we  are  immediately  concerned.  Bridge  of  Earn  Junction  signal  cabin,  where  the 
double  lines  from  Ladybank  and  Dunfermline  unite,  is  placed  about  350  yards  south  of 
the  northern  extremities  of  the  station  platforms,  and  the  down  home  signals  adjoin  the 
cabin. 

The  down  starting  signal  is  at  the  north  end  of  the  down  platform,  and  the 
approximate  distances,  measured  fi'om  this  signal  post  to  various  points  on  the  line  north- 
wards, are  as  follows  : — 

Yards. 

Down  advance  starting  signal,  Bridge  of  Earn  258 

Down  distant  signal,  Hilton  Junction 

Bridge  over  River  Earn 

Point  of  collision 

Down  home  signal,  Hilton  Junction 

Signal  cabin,  nilton  Junction. . . 

There  is  a  road  bridge  over  the  railway  just  north  of  the  station  platforms,  which  is 
referred  to  in  the  evidence. 

The  lines  through  Bridge  of  Earn  Station,  and  for  a4i«tance  of  about  750  yards  north, 
are  straight.  The  road  then  curves  (radius  of  curve,  40  chains)  to  the  right  for  about 
700  yards.  .  A  second  len,gth  of  560  yards  of  straight  road  follows,  and  is  succeeded  by  a 
second  curve  (radius,  30  cnains)  to  the  right,  which  continues  up  to  Hilton  Junction. 

Between  Bridge  of  Earn  Station  and  the  river  bridge  the  gradient  rises  at  an 
inclination  of  1  in  1,009  ;  from  this  point  to  Hilton  Junction  the  gradient  rises  more 
sharply,  in  the  ratio  of  1  in  314. 


•  •  •         •  •  • 


•••         •••  «••  .•• 

•••         •••         •«•  •••  ••• 

•••  •••  ■«• 

•••  •.*  ..• 


1,720 
1,825 
2,327 
2,463 
2,525 
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The  railway  is  in  low  cutting  for  the  first  600  yards  north  of  the  station,  and  is  then 
carried  on  an  embankment.  The  country  is  open,  and  the  view  of  the  signals,  apart  fi-om 
the  curvature  of  the  line,  is  excellent. 

Evidence. 


John  Kempj  signalman,  states:  I  have  about 
12  years'  service  with  the  Caledonian  Railway,  and 
about  nine  and  a  half  years  as  signalman.  M3- 
hours  of  duty  on  the  2()th  August  were  from  2  p.u». 
till  10  p.m.  The  special  train  of  roundabouts  was 
offered  to  me  by  Bridge  of  Earn  at  7.17  p.m.  I 
did  not  accept  it.  It  was  offered  again  at  7.26  p.m. 
and  I  accepted  it  under  the  warning  signal 
**  section  clear  but  junction  blocked."  It  entered 
my  section  at  7.29  p.m.  and  arrived  at  my  down 
home  signal  at  7.32  p.m.,  where  it  came  to  a  stand 
asthe  signal  wasat  danger.  I  received  a  bell  signal — 
three  pause  four — ^about  7.49  p.m.  to  indicate  a 
train  was  waiting  at  Bridge  of  Earn.  I  knew  the 
train  was  the  6.45  p.m.  express  passenger  from 
Edinburgh.  I  acknowledged  the  signal  by  one  be]l 
on  the  ringing  key.  I  received  no  other  signals  from 
Bridge  of  Earn.  I  did  not  clear  back  for  the  special 
roundabout  train  which  was  still  standing  at  my 
down  home  signal.  The  6.55  p.m.  up  (North  British) 
goods  train  Perth  to  Ladybank  left  my  section  at 
7.40  p.m.  and  was  cleared  back  at  7.44  p.m.  by 
Bridge  of  Earn.  The  7.30  p.m.  (North  British) 
passenger  train  Perth  to  Glasgow  passed  my  box  at 
7.45  p.m.  and  was  cleared  by  Bridge  of  Earn  at 

7.49  p.m.  Three  up  trains  and  two  down  trains 
paRsed  my  box  on  the  Caledonian  line  between 
7.30  p.m.  and  8.4  p.m.  All  these  trains  were  in 
my  opinion  of  more  importance  than  the  special 
roundabout  train,  and  for  this  reason  I  kept  it 
waiting.  The  first  information  I  had  oi  the 
accident  was  given  me  by  one  of  my  mates  who 
lives  close  to  the  signal  box.  He  called  to  me 
and  I  went  to  the  door  of  the  box.  He  pointed 
in  the  direction  of  the  roundabout  train,  and  I  saw 
the  down  express  approaching  about  an  engine's 
length  from  the  rear  of  the  roundabout  train.  I 
saw  that  steam  was  shut  off  at  that  moment,  and 
then  the  collision  occurred.  I  went  to  the  speaking 
instrument  and  called  up  Bridge  of  Earn,  and 
asked  the  signalman  why  he  had  allowed  this 
train  to  go  away.  He  said  "Which  trdin."  I  replied 
**  The  fast  train." .  He  paid  "  I  did  not  know  it  was 
away."  I  told  him  it  had  pitched  into  the  round- 
about train.  There  is  tablet  single  line  working 
between  my  box  (Hilton  Junction)  and  Friarton 
Oabin  at  the  north  end  of  Moncrieff  TunneU  ovring 
to  work  which  is  going  on  in  the  tunnel.  Trains 
passing  my  box  would  generally  therefore  not 
exceed  a  speed  of  10  miles  an  hour  in  order  to 
take  up  the  tablet.    It  was  still  good  daylight  at 

7.50  p.m.,  and  only  some  of  the  fast  trains  that 
passed  my  box  had  their  tail  lamps  lighted,  I  do 
not  know  when  these  lights  have  to  be  lit. 

John  GoulU  signalman,  states  :  I  have  29  years' 
service  with  the  North  British  Railway,  and  have 
been  signalman  for  27  years,  18  years  at  Bridge 
of  h'am.  My  hours  of  duty  on  the  20th  August 
were  from  6  p.m.  till  6  a.m.  I  offered  the  special 
roundabout  train  to  Hilton  Junction  at  7.17  p  m. 
It  was  not  accepted.  I  offered  it  again  at  7.25  p.m. 
and  it  was  accepted  under  the  '^  caution  signal." 
I  pulled  off  my  home  signal  to  let  the  train  up  to 
the  platform.  When  the  driver  whistled  I«pulled 
off  the  starting  and  advance  starting  signals,  and 
the  train'  left  the  station.  I  did  not  receive  the 
clearance  signal  for  this  train  from  Hilton  Junc- 
tion* I  belled  the  ^'s  train  waiting  "  signal  for  the 
6»45  p.mv  passenger  train  to  Hilton  JunetioQ  at 


7.49  p.m.  The  signal  was  acknowledged  by  one 
bell.  At  this  moment  the  6.45  p.m.  express  was 
passing  ^Balmanno  Box.  I  had  accepted  it  at 
7.44  p.m.  I  got  the  "  entering  section"  signal  for 
this  train  at  7.49.  The  train  approached  my  box 
with  the  home  signal  against  it.  The  train  had 
almost  come  to  a  dead  stand  when  I  pulled  off  the 
home  signal.  As  the  train  was  entering  the  plat- 
form I  pulled  off  the  starting  signal.  I  saw  the 
train  go  by  the  starting  signal  and  expected  it  to 
come  to  a  stand  at  the  advance  signal.  I  saw  the 
three  tail  lights  on  the  express,  but  I  do  not  think 
they  were  lit.  The  three  lights  on  the  roundabout 
train  were  also  not  lit.  It  was  a  fine  clear  evening 
Vtith  good  light.  I  put  the  starting  signal  to 
danger  behind  the  express,  but  did  not  look  at 
the  express  after  doing  this  as  I  was  engaged  with 
the  speaking  instrument.  The  express  passed  my 
box  at  7.51  p.m.,  and  I  cleared  back  for  it  to 
Balmanno  at  the  same  time.  About  7.53  p.m.  I 
was  rung  up  by  the  signalman  at  Hilton  Junction. 
He  asked  me  why  I  had  let  up  the  train.  I  asked 
him  "What  train."  He  said  **The  passenger 
train."  I  said  "  I  had  not.  let  it  up."  He  asked 
me  then  "  if  she  had  come  through  the  signals." 
I  said  *"  Tes."  He  said  that  she  had  pitched  into 
the  roundabout  train.  The  signal  lamps  were  all 
alight  before  I  came  on  duty.  I  can  see  the  top 
arm  of  the  advance  starting  signal  from  my  cabin. 
I  could  see  both  arm  and  light  at  this  time.  The 
red  light  was  showing  when  I  put  the  signal  to 
danger  behind  the  roundabout  train.  I  sent  the 
"  train  entering  section  "  signal  for  the  roundabout 
train  at  7.29  p.m.  The  6.55  p.m.  up  gopds  train 
was  offered  to  me  by  Hilton  Junction  at  7.35  p.m. 
and  I  accepted  it  at  once.  The  7.15  p.m.  up 
passenger  train  was  offered  to  me  at  7.25  p..m.  and 
was  accepted  at  once.  I  received  the  train  entering 
section  signal  for  this  last  train  at  7.29  p.m.  I 
am  quite  certain  I  put  the  down  advance  starting 
signal  to  danger  behind  the  roundabout  train  and 
saw  both  lights  go  from  green  to  red.  My  son 
was  with  me  in  the  signal  cabin  between  7  and 
8  p.m.  He  brought  my  tea  for  me  about  7.15  p.m. 
and  was  still  in  the  cabin  at  7.54  p.m.,  when  I 
sent  him  to  the  stationmaster  to  call  him,  so  that 
I  might  inform  him  of  the  accident.  He  was 
sitting  in  the  cabin  whilst  he  was  with  me,  but  in 
no  way  interfered  with  my  work.  In  accordance 
with  the  rules  T  ought  to  have  sent  him  away. 

Mr.  Drummond  Wanleas  offers  his  evidence, 
and  states  :  I  was  standing  on  the  road  over- 
bridge  at  the  north  end  of  Bridge  of  Earn  station 
about  7.50  p.m.  on  the  20th  August.  I  saw  a  pas* 
senger  train  approaching  the  station  from  the 
south.  It  was  moving  very  slowly  as  it 
approached  the  home  signal  near  the  cabin.  I 
saw  the  semaphore  arm  of  the  signal  drop  and 
also  the  starting  signal  arm  at  the  same  time. 
The  train  approached  the  bridge  slowly  and  passed 
under  it  at  a  speed  of  about  8  miles  an  hour. 
I  then  turned  round  and  looked  north  and  saw 
the  advance  signal  at  danger.  I  knew  that  the 
train  should  come  to  a  stand  at  this  signal,  and 
thinking  that  there  might  be  some  soldiers  in  the 
train  returniqg  from  South  Africa  I  thought  that 
I  would  go  to  the  signal  where  the  train  would 
be  standing,  to  gireet  them,  so  I  walked  quickly 
down  the  approach  road,  but  had  only  gone  a 
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distance  of  abont  30  yards  when  I  saw  the  train 
go  past  the  signal.  The  signal  was  not  palled  off, 
and  I  am  quite  positive  that  the  train  passed  it 
when  it  was  in  the  danger  position. 

James  Ingram  Morr^lson^  stationmaster  at 
Bridge  of  Earn,  states :  I  was  between  the  branch 
line  and  the  sidings  when  I  saw  the  6.45  p.m. 
down  passenger  train  approach  the  cabin.  I  saw  the 
home  signal  was  at  danger  and  it  dropped  just  as 
the  train  slowed  up  to  it.  I  saw  the  driver  apply 
steam  immediately  the  signal  came  off,  and  I  stood 
and  watched  the  train  passing  me  and  saw  the 
starting  signal  drop  about  the  time  the  train 
reached  the  south  end  of  the  platform.  I  cannot 
say  in  what  position  the  advance  starting  signal 
was  at  this  time  as  I  did  not  look  to  see.  When 
the  train  reached  the  home  signal  it  was  going  so 
slow  one  might  have  jumped  on  to  the  foot  plate. 
The  signalman's  boy  came  over  and  told  me,  so 
far  as  I  could  understand  him,  that  something 
was  wrong.  I  went  over  to  the  cabin,  and  the 
signalman  Coull  told  me  that  the  6.45  p.m.  had 
run  into  White's  roundabout  train,  and  that  it  had 
passed  the  advance  starting  signal  at  danger,  and 
that  he  did  not  know  the  train  had  left  the  signal 
until  the  signalman  at  Hilton  Junction  had  called 
him  up  and  asked  him  why  he  had  allowed  the 
train  to  go  on.  It  was  about  8  p.m.  when  I  was 
at  the  cabin.  Coull  has  been  with  me  for  about 
20  years  and  I  have  had  no  occasion  to  complain 
of  his  conduct.  I  know  his  son,  who  is  an  im- 
becile, was  in  the  habit  of  bringing  over  his 
father's  supper,  but  did  not  know  he  stayed  any 
length  of  time  in  the  cabin.  The  boy  is  a  quiet 
boy  and  quite  unlikely  to  interfere  with  the  in- 
straments  or  levers  in  the  box. 

Alexafider  Allison^  driver,  states  :  I  have  about 
27  years'  service  with  the  Company,  and  have 
been  a  driver  for  21  years.  I  came  on  duty  on 
20th  August  at  8.35  a.m.,  and  was  due  off  duty  at 
7.52  p.m.  I  was  driving  the  6.45  p.m.  passenger 
train,  Edinburgh  to  Perth,  on  that  day.  My 
engine  was  No.  732,  a  four-wheels-coupled  tender 
engine,  chimney  leading.  It  was  fitted  with  the 
Westinghouse  automatic  brake,  working  blocks 
on  the  four  driving  and  six  tender  wheels.  The 
brake  was  in  good  working  order.  When  I 
approached  the  distant*  signal  for  Bridge  of  Earn 
it  was  standing  at  danger.  I  had  shut  off  steam 
two  or  three  miles  before  reaching  the  distant 
signal.  I  applied  the  brake  before  reaching  this 
signal.  The  home  signal  was  also  at  danger  as  I 
approached  it,  and  I  had  almost  brought  my 
train  to  a  standstill  when  I  saw  the  signal  come 
off.  At  that  moment  I  shoulJ  have  passed  the 
overbridge  south  of  the  signal  cabin.  I  released 
the  brake  to  allow  the  ^rain  to  run  forward  to  the 
'  starting  signal  which  I  saw  was  then  at  danger. 
When  I  reached  the  south  end  of  the  platform  I 
saw  the  starting  signal  drop.  Before  entering  the 
station  I  could  also  see  the  advance  starting  signal 
which  was  at  that  time  at  danger.  About  midway 
through  the  station  I  saw  the  lower  arm  of  the 
advance  starting  signal  drop,  almost  immediately 
after  the  starting  signal  had  fallen.  I  could  see 
both  signal  lights  and  semaphore  arms.  I  applied 
steam  at  this  moment,  about  midway  through  the 
platform,  and  the  engine  was  in  steam  passing 
both  the  starting  and  advance  starting  signals.  I 
had  passed  the  advance  before  I  could  see  the 
distant  signal  for  Hilton  Junction.  This  signal 
was  at  danger  when  I  first  caught  sight  of  it.  I 
h^d  shut  off  steam  before  passing  this  distant 
signal,  when  our  speed  would  be  about  20  miles 
an  hour.  I  ran  some  distance  past  the  signal 
before  applying  the  brake.    I  was,   I  consider, 


complying  with  Rule  No.  36 — to  reduce  speed  at 
a  distant  signal  at  danger — by  shutting  off  steam. 
At  the  speed  we  were  running  I  could  have 
brought  the  train  to  a  standstill  in  about  two 
trains'  lengths.  I  was  driving  from  the  left  hand 
side  of  the  engine.  My  brake  was  not  applied 
when  we  passed  over  tiie  river  bridge.  I  saw 
nothing  of  the  train  in  front  of  me  until  I  was 
within  about  50  yards  of  it,  and  my  brakes  were 
not  then  applied.  I  at  once  applied  the  brake  to 
the  full  extent,  but  it  was  too  late  to  avoid  a  colli- 
sion. My  speed  might  have  been  from  10  to  15 
miles  an  hour  when  I  first  caught  sight  of  the 
rear  of  the  standing  train.  1  never  dreamt  that  a 
train  would  be  standing  at  the  home  signal,  and 
had  sufficient  confidence  in  the  brake  power  to 
know  that  1  could  bring  the  train  to  a  standKtrll 
before  reaching  the  home  signal.  1  am  quite  cer- 
tain I  saw  the  advance  signal  come  off  to  safety 
before  I  passed  it.  No  train  passed  us  on  the  ap 
line  after  we  had  passed  through  the  station.  1 
saw  the  home  signal  at  Hilton  Junction  about  the 
same  time  as  1  caught  sight  of  the  train  standing 
in  front  of  me.  It  stood  at  danger.  I  saw  the 
guard  of  the  roundabout  train  jump  out  of  his 
van  just  as  my  engine  was  about  to  strike  it.  I 
saw  no  one  in  the  permanent  way  signalling  to 
me. 

Peter  McRae^  fireman,  states :  I  have  10  years* 
service,  and  have  been  a  fireman  for  six  and  a  half 
years.  My  hours  of  duty  on  20th  August  were 
the  same  as  driver  Allison's.  Whilst  passing 
through  Bridge  of  Earn  Station  I  was  looking 
straight  ahead.  I  saw  the  starting  signal  drop 
when  we  were  at  the  south  end  of  the  platfonn. 
The  advance  starting  signal  was  at  safety  when  we 
were  passing  under  the  bridge  north  of  the  station* 
The  distant  signal  for  Hilton  Junction  was  at  danger 
when  1  first  saw  it,  and  I  then  whistled  twice  for 
it.  Shortly  after  this,  steam  was  shut  off.  The 
driver  applied  the  brake  gently  just  outside  Uie 
distant  signal.  We  passed  the  distant  signal  at  a 
speed  of  from  25  to  ^^0  miles  an  hour.  Shortly 
after  passing  the  distant  signal  I  saw  a  train 
standing  ahead  of  us,  lut  thought  it  was  on  the 
Caledonian  main  line.  1  did  not  speak  of  it  to 
the  driver.  1  again  noticed  the  train,  and  then 
thought  it  was  shunted  on  to  the  up  line,  and  60 
did  not  draw  the  attention  of  the  driver  to  it 
My  mate  was  the  first  to  notice  the  train  was 
standing  in  front  of  us  on  the  down  line,  and  I 
felt  the  brake  applied. 

John  Gamercnfy  passenger  guard,  states  :  1  have 
over  35  years'  service  with  the  Company.  My 
hours  of  duty  on  the  20th  August  were  from 
8.35  a.m.  till  7.52  p.m.  I  was  guard  of  the  6.45 
p.m.  train,  Edinburgh  to  Perth,  on  the  day  in 
question.  The  train  was  made  up  of  the  following 
vehicles  in  the  order  named  : — 

1  composite  bogie  12-wheeled  coach. 

1  composite  bogle  8-wheeled  coach. 

1  composite  6-wheelod  coach. 

1  third-class  B- wheeled  coach. 

1  brake  van  6- wheeled. 

1  luggage  van  6-wheeled. 
Out  of  44  wheels  on  the  train  36  were  fitted 
with  brake  blocks.  The  Westinghouse  brake  was 
in  working  order.  At  Dunfermline  1  saw  there 
was  60  lbs.  pressure.  1  travelled  in  the  fifth 
vehicle  from  the  engine.  I  saw  the  starting 
signal  at  Bridge  of  Earn  was  ^^  off  '*  as  we  drew  up 
to  it.  I  did  not  see  the  advance  starting  signal, 
as  1  had  to  look  to  some  dogs  in  the  van  who  got 
entangled  with  a  bicycle,  and  therefore  cannot 
say  how  it  stood.  1  saw  the  distant  /signal  for 
Hilton  Junction  standing  at  danger,  bi(it  did  not 
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Bee  the  train  standiBg  in  front  of  hb,  as  I  was 
looking  out  on  the  left  hand  side  of  the  van. 
I  had  no  knowledge  that  anything  was  there  nntil 
the  collision  took  place.  The  brake  was  applied 
immediately  before  the  collision  occnrred.  No 
passengers  in  my  train  complained  of  injury,  and 
no  wheels  were  derailed. 

David  Ramsey^  goods  gnard,  states :  I  have 
about  49  years'  service  with  thft  Company,  and 
was  the  gnard  of  the  ronndabont  train  on  the 
20th  August.  My  hours  of  duty  were  from  9  a.m. 
till  7  p.m.  The  roundabout  special  train  ran  from 
St  Andrew's  to  Perth  at  no  particular  booked 
time.  The  train  was  made  up  of  10  carriage 
trucks — nine  with  four  wheels  and  one  with  six 
wheels,  and  a  six-wheeled  third-class  brake  van. 
It  was  equipped  with  the  Westinghouse  automatic 
brake  with  blocks  on  44  wheels  out  of  48.  The 
train  came  to  a  stand  at  the  home  signal  for 
Hilton  Junction,  and  was  standing  there  about 
21  minutes  before  the  accident  occurred.  The  con- 
tinuous brake  was  in  action  to  prevent  the  train 
running  back.  Passenger  trains  have  the  continu- 
OUH  brs^e  applied  at  this  place.  I  was  watching  the 
home  signal  from  the  right-hand  window  when  I 


heard  the  noise  of  a  train  behind  me.  Looking 
back  I  saw  a  train  on  the  down  line  appi*oaching  us 
when  the  train  was  on  the  Bridge  of  Earn  side  of 
the  junction  distant  signal.  I  saw  the  train  pass 
the  junction  distant  signal,  but  as  it  was  not 
steaming  I  thought  it  must  have  seen  us.  I 
waited  to  see  if  it  was  going  to  stop,  and  when  it 
was  about  200  yards  distant  I  jumped  out  of  the 
van  and  went  back  to  meet  it.  I  did  not  get 
further  than  15  yards.  I  waved  my  red  flag  and 
shouted  as  well.  The  collision  took  place,  and  a 
pair  of  wheels  of  my  brake  van  were  thrown  off 
the  rails.  There  were  10  adults  and  two  or  three 
children  in  the  third  brake.  Three  men  com- 
plained of  injuries  from  cuts  and  shock.  I 
should  say  that  the  speed  of  the  passenger  train 
as  it  passed  me  was  about  15  miles  an  hour. 
The  reason  why  I  did  not  get  out  of  my  van 
sooner  was  because  I  was  expecting  every 
moment  that  my  train  would  receive  the  home 
signal  and  start.  When  the  passenger  engine 
passed  me  I  am  certain  that  the  brake  was  not 
applied.  I  do  not  think  that  either  the  driver  or 
fireman  saw  me,  as  I  stood  in  the  four-foot  way 
of  the  up  line.  They  were  both  over  on  the  left- 
hand  side  of  the  engine. 


Conclusion. 

The  evidence  in  this  case  as  regards  the  position  of  the  advance  starting  signal 
(Bridge  of  Earn  Junction)  when  the  passenger  train  passed  it  is  conflicting.  Driver 
Allison  and  fireman  McRae  state  that  it  was  at  safety.  On  the  other  hand,  signalman 
CouU  and  a  disinterested  observer,  Mr.  Drummond  Wanless,  affirm  that  it  stood  at 
danger. 

Putting  aside  this  question  for  the  moment,  it  will  be  well  to  examine  driver  Allison's 
actions,  as  set  forth  in  his  statement,  affcer  he  had  passed  the  advance  starting  signal. 

He  admits  that  he  saw  the  distant  signal  (Hilton  Junction)  was  at  danger  as  he 
approached  it,  and  he  states  that  he  shut  off  steam  before  passing  it.  By  so  doing  he 
contends  that  he  was  complying  sufficiently^with  Rule  36,  which  is  to  the  effect  that  speed, 
must  be  reduced  when  an  engine  driver  finds  a  distant  signal  at  danger,  and  that  the  train 
must  proceed  cautiously  towards  the  home  signal,  being  prepared  to  stop  if  necessary. 
His  speed  at  the  distant  signal  is  stated  by  himself  to  have  been  20  miles,  and  by  his 
fireman  25  to  30  miles  an  hour. 

About  100  yards  in  advance  of  the  distant  signal  is  the  bridge  over  the  River  Earn. 
It  was  probably  from  this  point  that  McRae  first  saw  the  roundabout  train  standing  on, 
the  line  in  front  of  him,  and  it  is  difficult  to  understand  why  he  did  not  recognise  its 
position,  or  at  all  events  call  his  driver's  attention  to  it.  The  rear  vehicle  of  the  round- . 
about  train  would  then  be  at  a  distance  of  about  500  yards.  From  an  examination 
I  myself  made  of  the  line  I  think  that  a  driver  would  have  no  difficulty  from  this  bridge 
in  seeing  and  recognising  the  position  of  a  train  placed  as  the  special  train  of  roundabouts 
was.  Allison  failed  to  see  it,  and  permitted  his  train  to  run  on,  still  without  any 
application  of  the  brake.  He  is  confident  that,  at  any  moment  after  passing  the  distant 
signal,  he  could  have  brought  his  train  to  a  standstill  in  two  trains'  lengths.  The  length 
of  the  passenger  train,  from  information  supplied  me  by  the  locomotive  superintendent, 
was  104  yards.  If  therefore  he  had  seen  the  train  in  front  of  him  at  a  distance  of 
200  yards  only,  he  could  have  stopped  his  train  in  time  to  avoid  a  collision. 

He  got  within  50  yards  of  it  without  seeing  it,  with  his  brakes  still  unapplied.  It 
will  be  noted  that  guard  Ramsey  of  the  roundabout  train  states  that  the  passenger  engine 
passed  him  at  a  spot  15  yards  from  his  train,  and  lie  is  positive  that  the  brake  was  not 
acting.  Ramsey  s  statement  that  the  speed  of  the  passenger  train  was  about  15  miles  an 
hour  agrees  fiiirly  with  Allison's  own  estimate. 

Allison  caught  sight  of  the  standing  train,  and,  apparently  for  the  first  time,  of  the 
home  signal  (Hilton  Junction)  simultaneously.  The  latter  was  then  from  155  to  190* 
yards  distant  according  to  the  two  statements,  but  it  was  the  immediate  proximity  of  the 
roundabout  train  which  seems  to  have  impelled  him  to  use  his  brakes  for  the  first  time. 
The  home  signal  is  actually  visible  before  the  distant  signal  is  reached. 

A  consideration  of  these  various  points  leaves  me  with  a  strong  impression  that 
driver  Allison  after  passing  the  advance  starting  signal  was   not   using   the  caution 
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inculcated  in  the  rule  referred  to,  and  was  not  paying  sufficient  attention  to  his  work. 
He  allowed  himself  to  be  taken  by  surprise  by  the  appearance  on  the  line  of  an  obstruction 
Hfhich  it  was  quite  possible  for  him  to  have  seen  early  enough  to  have  avoided  a 
collision. 

I  am  not  disposed  therefore  to  give  fiill  credit  to  his  statement,  and  that  of  McRaei 
that  the  advance  starting  signal  was  at  safety  when  they  passed  it.  I  prefer  to  believe  the 
account  given  by  signalman  Coull  substantiated  as  it  is  by  the  evidence  of  Mr.  Drummond 
Wanless.  The  statement  of  this  gentleman  is  of  a  thoroughly  convincing  character,  and 
to  my  mind  proves  conclusively  that  the  signal  was  not  at  safety,  but  at  danger. 

1  come  to  the  conclusion  that  driver  Allison  is  responsible  for  this  accident  in  that 
he  passed  the  advance  starting  signal  (Bridge  of  Earn  Junction)  when  it  was  at  danger, 
and  having  so  passed  it  failed  through  inattention  to  avoid  a  collision  when  it  was  in  his 
power  to  do  so. 

Fireman  McRae  must  be  held  responsible  in  a  minor  degree. 

Both  these  men  had  been  on  duty  about  11  hours  and  20  minutes  at  the  time  of  the 
occurrence. 

I  consider  that  guard  Ramsey  of  the  train  of  roundabouts  showed  a  lack  of  judgment 
in  not  taking  earlier  action  to  protect  the  rear  of  his  train,  since  he  admits  he  saw  the 
passenger  train  before  it  passed  the  distant  signal  some  600  to  700  yards  away,  when  it 
was  therefore  in  the  same  section  as  his  train. 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


I  have,  &c., 

J.  W.  Pbingle, 

Major^  E.E. 


APPENDIX. 


Particulars  op  Damage  to  Plant. 


North  British  Carriage  Truck,  No.   140.— One 
l>nffer  casting  broken. 

North  British  Carriage  Truck,  No.  144. — One 
side  chain  broken. 


North  British  Carriage  Truck,  No.  169.— One     casting  broken. 


N>rth  British  Carriage  Truck,  No.  183.— Two 
cross  bars  broken. 

North  British  Carriage  Truck,  No.  96.— Head- 
stock,  one  cross  bar,  one  axle  box,  and  buffer 


cross  bar  broken. 


North  British  Carriage  Truck,  No.  57- — Two 


Nortii  British  Carriage  Truck,  No.  158.-Two     ?^^?f  ^^rs  ^nd  two  axle  boxes  broken,  and  West- 


cross  bars  broken. 

North  British  Carriage  Truck,  No.  139.— One 
cross  bar  broken,  and  buffer  spindle  bent. 

North  British  Carriage  Truck,  No.  156.— Two 
axle  boxes  broken. 


inghouse  hose  pipe  destroyed. 

North  British  Brake  Third,  No.  1,141.— Head- 
stock,  end  panelling,  and  guard  plate  badlj 
damaged,  and  trailing  wheels  knocked  under 
vehicle. 

North  British  Engine,  No.  732.— Air  pipe  and 


North  British   Carriage  Truck,  No.  55. — One     three  lamp  holders  broken,  smoke  box  front  bent» 


iixle  box  broken. 


and  smoke-box  door  stove  in. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  21st  November. 


IJORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  5th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  1st  September,  the  result  of  my  enquiry  into  the 
cause  of  the  accident  which  occurred  on  the  30th  August,  about  8.55  a.m.,  at  Charing 
Cross  Station,  Glasgow,  on  the  North  British  Railway. 

In  this  case  the  7.55  a.m.  passenger  train  from  Helensburgh  was  entering  the  station, 
when  it  came  into  collision  with  the  8.5  a.m.  passenger  train  from  Kilsyth,  which  was 
standing  at  the  up  platform. 

The  Kilsyth  train  was  composed  of  a  four- wheels-coupled,  trailing  bogie,  tank  engine, 
running  chimney  first,  and  thirteen  four-wheeled  vehicles.     The  HelensDurgh  train  was 
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horsed  by  a  four-wheels-conpled,  leading  bogie,  tender  engine,  chimney  in  front,  atfd 
consisted  of  seven  six- wheeled  coaches  and  a  four-wheeled  brake  van.  Both  tndns  were 
fitted  throughoat  with  the  Westinghouse  continuous  automatic  brake,  which  in  each  caa^ 
was  in  good  order. 

Thirty- six  passengers  at  the  time  were  found  to  have  received  injuries.  These 
were  in  many  cases  very  severe.  All  of  these  passengers  were  travelling  in  the  Kilsy^ 
ta:uin,  and  most  of  them  were  occupants  of  the  last  two  carriages,  which  were  practically 
wrecked. 

The  continuous  brake  on  the  standing  train  had,  fortunately,  been  released  before  thfe 
collision  occurred,  otherwise  the  results  would  have  been  still  more  serious, 
f      *  A  list  of  damage  to  rolling  stock  is  given  in  the  Appendix.     In  the  case  of  the 
Helensburgh  train,  the  engine  alone  suffered  trifling  injury.  i 

Description. 

Charing  Cross  Station,  the  scene  ot  this  accident,  is  between  Finnieston  and 
Queen  Street  (Low  Level)  Stations,  Glasgow. 

The  railway  is  double  between  these  points,  and  between  Finnieston  and  Ghariiig 
Cross  has  a  general  south-west  and  north-east  direction. 

Both  the  trains  concerned  travelled  on  the  up  line  from  Finnieston  to  Charing  Cross. 
A  distance  of  about  950  yards  separates  the  two  signal  cabins,  which  are  in  each  ca^ 
situated  about  the   middle  of  the   station.     The   lines  are  in  tunnel  for  a  length  of 
742  yards,  practically  fi^m  the  north-east  end  of  the  former  station  to  the  south-west  end 
of  the  latter. 

After  leaving  Finnieston  Station,  the  line  ascends  through  the  tunnel  to  the  centre 
of  Charing  Cross  Station  at  an  inclination  of  1  in  200.  The  line  is  straight  to  within 
about  40  yards  of  the  north-eastern  mouth  of  the  tunnel,  at  which  point  a  curve  to  the 
right,  with  a  radius  of  19  chains,  commences,  and  is  carried  through  Charing  Cross 
Station. 

Measured  from  Charing  Cross  Station  signal  cabin,  in  a  south-westerly  direction,  the 
approximate  distances  to  the  undermentioned  points  are  as  follows  : — 

Yards. 

83 
101 
106 
618 
858 


•  •  • 


•  •  • 


•  a  • 


•  •  • 


•  •  • 


•  •  • 


Point  of  collision 

Mouth  of  tunnel 

Up  home  signal  (Charing  Cross  Station) 

Up  distant  signal  (Charing  Cross  Statioui).., 

Up  starting  signal  (Finnieston  Station) 


•  •  • 


•  •  • 


•  •  • 


•  t  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


•  •  • 


There  is  ordinary  block  working  between  Finnieston  and  Charing  Cross  Stationi?.- 
Up  trains  are  not  permitted  to  leave  Finnieston  Station  until  the  previous  train  has- 
cleared  Charing  Cross  Station. 

Between  Charing  Cross  Station  and  Queen  Street  (Low  Level)  West  signal  cabin 
the  Company  has  in  K)rce,  as  an  additional  security  to  block  working,  Sykes  electrical 
"  lock  and  block"  system.  The  fiital  collision  which  occurred  in  March,  1900,  in  the 
tunnel  between  Charing  Cross  Station  and  Queen  Street  (Low  Level)  Station  was. 
due  to  a  breach  of  the  regulations  for  working  tie  Sykes'  electrical  locking  apparatus. 

Evidence. 


David  Swan^  driver,  states :  I  have  28  years' 
service  with  the  Company  as  driver.  My  hours 
of  duty  on  the  30th  Angust  were  from  5.50  a.m. 
till  4  p.m.  I  was  driving  the  8.5  a.m.  ordinary 
passenger  up  train  from  Kilsyth  to  Bridgeton 
Cross  on  that  day.  My  engine  was  No.  94,  a 
foor-wheels-coupled,  trailing  togie,  tank  engine, 
and  was  running  chimney  first.  It  was  fitted  with 
the  Westinghouse  and  hand  brakes,  actuating 
blocks  on  the  four  driving  wheels.  The  brakes 
were  in  good  working  order.  We  were  running 
about  a  minute  late  to  time.  I  had  no  difficulty 
in  seeing  the  distant  and  home  signals  for  Charing 
Cross  Station  as  I  approached  the  station.  But 
there  are  occasions  when  owing  to  hazy  atmosphere 
and  heavy  smoke  there  is  a  difficulty  in  seeing 
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these  signals  in  Finnieston  tunnel,  more  especially 
the  distant  signal.  The  up  starting  signal  at 
Charing  Cross  was  at  danger  when  I  approached 
it,  and  I  stood  at  the  signal  about  a  minute,  which 
is  our  usual  time.  The  collision  then  occurred. 
I  had  previously  released  the  power  brake,  and 
was  waiting  for  the  fixed  signal  and  the  guard's 
signal  to  start.  The  collision  threw  us  forward 
about  an  engine's  length.  I  and  my  fireman  were 
thrown  backward  by  the  blow,  but  were  not 
injured.  No  derailment  of  my  engine  resulted. 
Some  minutes  after  the  collision,  the  startinpr 
signal  was  pulled,  and  I  looked  back  to  see  if  any- 
one was  giving  me  a  hand  signal.  Our  usual  rate 
of  speed  at  the  west  end  of  Charing  Cross  Station 
'is  about  12  miles  an  hour,  and  at  this  speed  I 
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coQid  on  an  emergency  bring  the  train  to  a  stand 
in  about  half  its  own  length.  There  was  nothing 
to  complain  of  in  the  condition  of  the  rails  on  the 
morning  in  question.  I  saw  driver  Richardson 
about  a  quarter  of  an  hour  after  the  accident. 
He  told  me  that  he  had  a  clear  road,  and  only  saw 
our  train  a  short  distance  before  striking  it.  The 
atmosphere  in  the  tunnel  varies  considerably.  I 
have  sometimes  seen  a  train  in  the  station  at 
Charing  Gross  whilst  I  have  been  standing  at 
Finnieston  platform.  Tail  lights  are  always  lit 
on  these  trains.  There  was  an  interval  of  about 
20  minutes  between  the  moment  the  starting 
signal  came  off  after  the  accident,  and  the  time  I 
left  Charing  Cross  Station  for  Queen  Street. 

Samusl  Hamilton^  fireman,  states :  I  have  eight 
years*  service,  and  have  been  a  fireman  for  nearly 
seven  years.  I  was  with  driver  Swan  on  the 
30th  August,  and  had  the  same  hours  of  duty. 
On  that  day  the  atmosphere  in  the  tunnel  was 
pretty  thick.  It  was,  however,  a  better  morning 
than  that  of  the  6th  September.  I  was  on  the 
six  foot-side  of  the  ens^ine,  and  did  not  see  either 
of  the  signals  in  Finnieston  Tunnel.  The  starting 
signal  at  Charing  Cross  was  at  danger  as  we  drew 
up  to  it.  It  came  "  off"  about  two  minutes  after 
the  collision  occurred.  My  driver  got  off  the 
engine  after  the  accident,  but  I  was  on  the  foot- 
plate the  whole  time,  and  until  we  left  the  station 
the  starting  signal  remained  in  the  safety  position. 

WiUiam  Purnell^  passenger  guard,  states  :  I 
liave  about  11  years'  service  and  have  been  a 
passenger  guard  about  three  years.  My  hours  of 
duty  on  30th  August  were  from  6.50  a.m.  until 
3.11  p.m.  I  was  guard  of  the  8.5  a.m.  up  passenger 
train  from  Kilsyth  to  Bridgeton  Cross.  The  train 
was  composed  of  13  vehicles,  all  four-wheeled,  in 
the  order  given  : — 

*  1  Dummy  van. 

^  1  Third-class  brake. 

4  Third-class  coaches. 

2  First-class  coaches. 

4  Third-class  coaches. 

1  Third-class  brake. 

All  wheels  were  fitted  with  blocks  actuated  by 
the  Westinghouse  continuous  brake.  Before 
leaving  Kilsyth  I  tested  the  brake  and  found  it 
to  be  in  good  working  order.  I  rode  in  the  rear 
brake  van.  I  have  besn  many  times  through 
Finnieston  Tunnel.  '  I  did  not  see  the  signals  in 
the  tunnel  on  the  morning  in  question,  though  I 
looked  out  for  them.  The  atmoaphere  on  the 
morning  of  30th  August  was  much  the  same  I 
should  say  as  it  was  on  the  morning  of  6th  Sep- 
tember. A  train  on  the  down  line  passed  us  in 
the  tunnel.  After  coming  to  a  stand  at  Charing 
Oross  Station,  I  got  out  of  my  brake  van,  and  was 
walking  up  the  platform,  when  I  met  a  signal 
fitter  who  asked  me  if  I  had  any  fog  signals  in 
my  van.  I  said  there  were,  and  went  back  with 
him  and  got  them  out.  I  did  not  then  know 
what  he  wanted  them  for.  As  I  was  in  the  van, 
he  said,  "  Hurry  up,  the  train's  here."  I  had 
scarcely  time  to  get  out  of  the  van  before  the 
collision  occurred.  I  did  not  see  the  position  of 
the  starting  signal  before  the  accident.  I  saw  the 
signal,  however,  about  10  minutes  before  we  left 
Charing  Cross,  and  it  was  then  standing  at 
"  Clear."  It  may  have  been  pulled  "  Off  "  before 
I  saw  it.  1  had  no  time  at  all  to  warn  the 
passengers  of  the  impending  collision  with  a  view 
to  getting  them  out  of  the  carriages.  I  did  not 
see  the  position  of  the  home  signal  after  the 
accident.  The  last  two  vehicles  of  my  train  were 
broken  up  entirely  by  the  blow.    I  helped  to  get 


the  injured  passengers  out  of  my  train,  there  were 
numbers  of  them  injured.  As  soon  as  they  were 
all  out,  I  attended  to  the  couplings,  some  of  which 
had  been  broken  by  the  accident,  and  received 
instructions  to  take  the  11  coaches  in  front  to 
Bridgeton  Cross.  I  caught  sight  of  the  engine  of 
the  Helensburgh  train  before  the  collision,  but 
cannot  speak  as  to  its  speed.  We  had  been 
standing  at  the  station  only  about  a  minute  before 
the  collision  took  place.  There  was  smoke  and 
steam  issuing  from  the  mouth  of  the  tunnel  as  I 
ran  back  wiih  the  signal  fitter  to  the  brake  van. 

George  Stevenson^  station  master,  states :  I  am 
the  station  master  at  Charing  Cross,  and  have 
been  there  five  and  a  half  years.  At  the  time  the 
accident  occurred  I  was  on  tht:  down  platform 
near  the  bookstall.  The  morning  of  30th 
August  yfSB  dull,  but  still  it  was  clearer  than  it 
was  the  morning  of  the  6th  September.  I  saw 
the  Kilsyth  train  draw  up  to  the  up  platform. 
A  down  train  lef ^  shortly  before  it  arrived,  and 
the  two  trains  must  have  passed  each  other  in  the 
tunnel.  The  first  intimation  I  had  of  something 
being  wrong,  was  the  rumbling  noise  of  the 
Helensburgh  train  as  it  emerged  from  the  tunnel. 
I  pulled  out  my  whistle  and  blew  it  as  hard  as  I 
could,  and  held  up  my  hands  and  also  shouted. 
I  did  not  notice  the  fireman  of  the  Helensburgh 
train.  The  mouth  of  the  tunnel  was  full  of  smoke 
before  the  Helensburgh  train  emerged.  It  was 
so  thick  that  even  if  I  had  been  on  the  look  out 
for  it  I  could  not  have  seen  the  train  sooner  than 
I  did.  I  had  so  short  a  view  that  I  cannot  speak 
as  to  the  speed  of  the  train.  I  spoke  to  signalman 
Fisher  on  the  down  platform  after  the  accident, 
and  asked  him  how  the  acci  lent  occurred.  He 
said  he  had  cleared  back  the  Kilsyth  train  to 
Finnieston  instead  of  offering  it  on  to  Queen 
Street.  He  said  he  could  not  explain  why  he  did 
so.  The  down  line  was  fouled  with  wreckage 
after  the  collision,  and  several  of  the  passengers 
had  been  thrown  on  to  the  down  rails,  so  that  my 
first  endeavours  were  devoted  to  blocking  the 
down  line,  as  I  saw  the  down  starting  signal  was 
standing  at  *^  clear."  This  I  succeeded  in  doing, 
and  then  I  went  to  the  assistance  of  the  injured 
passengers,  and  telephoned  for  ambulances  and 
despatched  messengers  for  doctors.  The  doctors 
arrived  within  five  minutes  after  the  occurrence. 
There  were  about  20  passengers  taken  to  the 
Infirmary,  and  others  were  despatched  to  their 
homes  in  cabs.  Signalman  Fisher  has  been  about 
one-and-a-half  years  with  me  at  Charing  Cross. 
He  bears  nn  excellent  character.  I  have  never 
had  to  complain  of  any  irregularity  on  his  part. 
I  did  not  speak  to  him  in  the  morning  before  the 
collision.  He  was  cool  and  collected  after  the 
collision.  I  know  him  to  l)e  a  thoroughly  sober 
man. 

John  FisJier,  signalman,  states :  I  have  been 
about  seven  years  in  the  service  of  the  Company, 
and  have  been  a  signalman  about  six  years.  I 
have  been  at  Charing  Cross  Station  for  18  months. 
My  hours  of  duty  on  30th  August  were  from 
7.30  a.m.  till  3.30  p.m.  The  8.30  a.m.  up  train 
from  Clydebank  was  offered  by  me  to  Queen 
Street  West  at  8.50  a.m.,  and  was  accepted  at  the 
same  time.  I  gave  the  '*  train  entering  section  " 
signal  for  this  train  also  at  8.50  a.m.  The  8.5  a.m. 
up  train  from  Kilsyth  was  offered  to  me  by 
Finnieston  at  8.51  a.m.  At  this  time  my  np 
starting,  home,  and  distant  signals  were  all  at 
danger.  I  accepted  the  Kilsyth  train  at  8.51  a.m., 
and  pulled  off  the  up  home  signal  for  the  train, 
but  kept  the  up  distant  signal  at  danger,  as  the 
Clydebank  train  had  not  Deen  cleared  back  by 
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Queen  Street  West.  This  Clydebank  train  was 
cleared  back  at  8.53  a.m.  I  accepted  a  down  train, 
and  entered  the  time  in  my  train  book  at  8.51  a.m.y 
and  at  the  same  time  received  the  *^  entering 
section"  signal  for  it.  It  was  a  non-stopping 
train,  and  ran  through  Charing  Cross  about 
8.52  a.m.  or  8.53  a.m.  I  offered  this  down  train 
to,  and  it  was  accepted  by,  Finnieston  at  8.52  a.m. 
As  soon  as  the  Kil83rth  train  arrived  at  the  up 
platform  I  cleared  back  for  it  to  Finnieston  about 
^.53  a.m.,  I  think,  but  I  have  not  got  this  time 
entered  in  my  book.  I  should  have  offered  the 
Kilsyth  train  to  Queen  Street  West  instead  of 
clearing  it  back  to  Finnieston.  The  up  Helens- 
burgh train  was  offered  me  by  Finnieston  imme- 
diately after  I  cleared  back  for  the  Kilsyth  train, 
and  I  accepted  it.  These  times  are  also  not 
booked.  Immediately  I  had  so  accepted  the 
Helensburgh  train  I  recognized  the  mistake  I  had 
made.  I  accordingly  rang  up  Finnieston  on  the 
telephone,  and  told  the  signalman  that  the  Kilsyth 
train  was  at  the  platform  and  that  he  must  stop 
the  Helensburgh  train.  He  replied  that  it  had 
gone  away  and  was  in  the  tunnel.  I  offered  the 
Kilsyth  train  to  Queen  Street  West,  but  it  was  not 
at  once  accepted,  so  I  called  up  the  signalman  at 
Queen  Street  West  and  tried  to  tell  him  what 
hsid  happened.  There  was  a  signal  fitter  working 
at  the  frame  in  my  cabin,  and  I  asked  him  to  go 
to  the  mouth  of  the  tunnel  and  try  and  stop  the 
Helensburgh  train.  I  had  no  time  to  do  any- 
thing more  before  the  collision  occurred.  I  cannot 
say  for  certain  what  was  the  position  of  the  up 
home  signal  when  the  Helensburgh  train  passed 
it.  I  was  engaged  in  trying  to  correct  my  mistake 
and  may  have  forgotten  to  put  the  up  home  signal 
to  danger  behind  the  Kilsyth  train,  which  was 
only  entering  the  station  when  I  cleared  back  for 
it  by  mistake,  and  immediately  accepted  the  next 
train.  I  had  not  drawn  the  up  distant  signal  that 
morning,  and  am  certain  that  it  stood  at  danger. 
My  mistake  was  in  using  the  instrument  to 
Finnieston  for  clearing  back  the  down  train 
instead  of  using  the  instrument  to  Queen  Street. 
I  had  not  forgotten  the  position  of  the  Kilsyth 
train  at  the  platform.  The  clearance  of  the 
Kilsyth  and  acceptance  of  the  Helensburgh  trains 
were  practically  simultaneous.  The  down  train 
referred  to,  which  I  accepted  at  8.51  a.m.,  may 
have  stopped  at  Charing  Cross  Station.  I  under- 
stand now  that  it  did  so  stop.  I  have  for  two 
or  three  months  been  attending  the  Western 
Infirmary  for  an  enlarged  spleen,  and  have  been 
advised  to  take  a  holiday,  or  if  possible  to  get 
an  exchange  to  a  quieter  position  on  the  coast. 
I  applied  two  months  ago  for  an  exchange,  and 
set  forth  my  reasons,  namely, .  medical  advice. 
I  received  an  acknowledgment  of  my  letter,  and 
recognise  ,that  in  the  course  of  time  I  should 
probably  have  got  my  exchange.  I  was  an  in- 
patient for  eight  weeks  at  the  Infirmary  about 
18  months  ago,  and  have  been  suffering  from  the 
same  trouble  since  that  time.  An  exchange  was 
offered  to  me  to  Lochmill,  but  the  work  was 
heavy  and  so  I  refused  it. 

John  Lotv,  traffic  inspector,  states  :  On  rece'ving 
information  from  the  station  master  at  Charing 
Cross  that  signalman  Fisher  wished  for  an  exchange, 
I  offered  him  Lochmill  siding  and  asked  him  to 
go  out  and  see  it.  This  would  be  about  three 
weeks  ago.  He  came  in  a  day  or  two  afterwards 
and  told  me  the  place  would  not  suit  him,  and 
that  he  was  under  new  medical  treatment  and 
would  rather  remain  where  he  was. 

John  Davidson,  traffic  inspector,  states :  I 
arrived  at  Charing  Cross  station  about  9.20  a.m.. 


on  the  30th  August.  Just  as  I  arrived  the  last 
injured  passenger  was  being  removed.  I  searched 
the  damaged  vehicles  (the  two  last  on  the  train) 
and  also  the  front  portion  of  the  train,  and  satisfied 
myself  that  all  the  injured  had  been  removed. 
I  then  instructed  the  guard  of  the  Kilsyth  train 
to  take  the  front  portion  on  to  Bridgeton  Cross, 
and  shouted  out  to  Fisher  to  let  the  train  away. 
Fisher  was  tiien  in  the  signal  cabin.  I  had  pre- 
viously looked  in  the  direction  of  the  up  starting 
signal  and  seen  that  it  stood  at  danger.  I  then 
came  back  to  the  rear  of  the  train  and  met  Mr. 
Cunningham,  district  superintendent,  who  was 
talking  to  the  driver  of  the  Helensburgh  train. 
Mr.  Cunningham  told  me  that  the  up  home  signal 
was  ''off," and  1  went  into  the  tunnel  and  assured 
myself  that  it  was  in  that  position.  By^'this  time 
the  front  part  of  the  Kilsyth  train  had  left  the 
station,  and  I  went  into  the  signal  cabin  and  found 
all  the  up  line  signal  levers  back  in  the  frame.  I 
then  discovered  that  the  debris  of  the  broken 
carriages  had  fouled  the  wires  of  both  the  up 
distant  and  up  home  signals,  which  were  for  this 
reason  standing  at  "  clear,"  After  the  debris  was 
removed  the  signals  were  tested  and  found  to  be 
in  working  order.  I  was  present  when  signalman 
Fisher  came  into  the  inspector's  room  at  Queen 
Street,  and  heard  him  tell  Inspector  Low  that  he 
would  prefer  remaining  where  he  was,  as  he  had 
been  under  treatment  by  another  doctor  and  was 
'  feeling  much  better,  I  understood  that  his  mean- 
ing was  that  he  had  changed  his  mind  and  no 
longer  wanted  an  exchange. 

Ejdward  Sirriey  signalman,  states  :  I  have  11 
years'  service,  nine  years  as  signalman.  My  hours 
of  duty  on  SOth  August  in  Finnieston  cabin  were 
from  5  a.m.  till  1  p.m.  The  8.5  a.m.  up  train 
from  Kilsyth  was  offered  by  me  to  Charing  Cross 
and  accepted  at  once.  The  8.2^  a.m.  special  down 
train  from  Bridgeton  Cross  was  offered  by  Charing 
Cross  at  8.51  a.m.  I  received  the  entering  section 
signal  for  this  down  train  at  8.54  a.m.  I  received 
the  clearance  signab  for  the  8.5  a.m.  up  train  at 
8.54  a.m.  I  offered  the  7.55  a.m.  up  train  from 
Helensburgh  to  Charing  Cross  at  8.54  a.m.  and  it 
was  immediately  accepted.  There  would  be  no 
appreciable  interval  of  time  between  my  acknow- 
ledging the  clearance  signal  for  the  Kilsyth  train 
and  my  offering  the  Helensburgh  train.  This 
train  at  tho  moment  it  was  accepted  had  not 
arrived  at  Finnieston  Station.  I  pulled  off  my 
up  starting  and  distant  signals  on  receipt  of  the 
acceptance,  my  up  home  was  already  standing 
"clear."  The  Helensburgh  train  entered  and 
passed  Finnieston  Station  at  8.55  a.m.,  as  it  was  a 
non-stopping  train.  .  I  was  just  about  to  send  the 
'*  entering  section  "  signal  for  the  train  to  Charing 
Cross,  when  1  was  called  up  on  the  telephone  by 
the  signalman  at  Charing  Cross,  and  asked  to  stop 
the  Helensburgh  train,  as  the  Kilsyth  train  had 
not  left  the  station.  I  told  him  the  train  was  past 
me,  the  brake  van  was  at  the  moment  just  going 
out  of  sight.  If  I  had  received  the  obstruction 
signal  from  Charing  Cross,  instead  of  having  been 
called  to  the  telephone,  I  think  it  is  possible  I 
might  have  checked  the  driver  of  the  Helens- 
burgh train  or  possibly  attracted  the  attention  of 
the  guard  of  the  train. 

Donald  Fraser^  relief  signalman,  states  :  I  have 
nine  years'  service  and  seven  years  as  signalman. 
My  hours  of  duty  on  the  30th  August  were  from 
5  a.m.  till  7.30  a.m.,  and  from  8  a.m.  till  10.30  a.m., 
and  from  1  p.m.  till  3.30  p.m.  I  was  at  Queen 
Street  West  on  the  30th  August  between  8  a.m. 
and  10.30  a.m.  The  8.25  a.m.  down  f<pecial  was 
offered  by  me  to  Charing  Cross  at  8.50  a.m.  and 
accepted  at  once.    The  8.30  a.m.  up  Clydebank 
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tt^in  was  dffered  to  me  by  OhaiKn^  Oross  at  8.50 
h.m.  The  8.5  a.|n.  up  train  from  Kilsyth  w^  not 
k)flfered  to  me  by  Charing  Cross.  I  cleared  back 
to  Charing  Of'oss  for  the  ClydeWank  train  at  8.52 
fk.m.  The  8.25  a.m.  down  special  was  not  cleared 
?)ack  from  Charing  Cross  until  9.27  a.m. 

Robert  Bichardson,  driver,  states :  I  have  18 
years'  service  and  have  driven  for  about  nine 
years.  My  hours  of  duty  on  30th  August  were 
from  7  a,m.  till  5  p.m.  I  was  driving  the  7.55  a.m. 
up  train  from  Helensburgh  to  Bridgetori  Cross  on 
the  day  of  the  accident.  My  engine  was  No.  345, 
a  four-wheels-coupled,  with  leading  bogie,  tender 
Wgine,  chimney  in  front.  It  was  fitted  with  the 
W^stinghpuse  brake  actuating  blocks  on  the  four 
coupled  and  six  tender  wheels,  and  with  a  hand 
l)rake  also  on  the  tender  wheels.  I  understand 
th6  weight  of  the  engine  and  tender  to  be  about 
75  tons.  The  automatic  brake  was  in  good  work- 
ing order.  I  stopped  at  all  the  stations  between 
Helensburgh  and  Glasgow,  except  Pinnieston,  and 
used  the  brake  at  all  stations.  The  mortiing  was 
hazy  and  still.  I  was  checked  by  the  outer  distant 
signal  for  Finnieston  being  at  danger  as  I  passed 
it.  There  is  an  inner  distant  signal  which  came  ofiE 
when  I  was  about  20  yards  from  it.  I  turned  on 
a  little  steam  then  until  we  were  iibout  midway 
through  Finnieston  Station  when  I  shut  it  off.  I 
shut  off  steam  as  I  had  enough  speed  on  to  take 
Hae  through  the  tunnel.  My  speed  then  tvould  be 
from  15  to  20  miles  an  hour.  The  starting  signal 
at  Finnieston  was  standing  cleAr  'when  I  first 
caught  sight  of  it.  I  did  not  see  the  distant  signal 
for  Charing  Cross,  which  is  in  the  Finnieston 
tunnel,  owing  to  the  thick  smoke  and  steam.  I 
did  not  apply  the  brake  as  I  thought  my  speed 
was  sufBciently  low  without  it.  I  know  that  a 
sigoiil  not  visible  has  to  be  taken  as  a  danger 
signal.  I  proceeded  through  the  tunnel  without 
applying  steam  and  saw  the  home  signal  when  I 
was  about  five  or  six  yards  from  it.  It  was  show- 
ing a  green  light,  and  my  speed  passing  it  would 
be  about  10  miles  an  hour.  At  this  moment  I 
eaught  sight  of  the  outline  of  the  brake  van  of 
the  train  in  front  of  me.  I  was  holding  the  brake 
handle  at  the  time  and  immediately  jammed  it 
down  hard  to  its  full  extent.  I  then  tried  to  re* 
verse  the  engine  and  was  moving  the  lever  when 
we  struck  the  train.  I  think  I  remember  feeling 
the  brake  act  before  we  actually  struck.  I 
scarcely  felt  any  shock  from  the  collision,  and  we 
ran  forward  about  an  engine  length  after  striking, 

• 

.  Robert  Whitey  fireman,  states  :  I  have  five  years' 
service,  four  years  as  a  fireman.  I  was  with 
driver  Richardson  on  the  30th  August,  and  my 
hours  of  duty  were  the  same  as  his.  I  was  on 
the  six-foot  side  of  the  engine.  Our  speed 
entering  Finnieston  tunnel  would  be  about 
10  miles  an  hour.  Steam  was  not  then  applied, 
and  my  driver  did   not  apply  steam  running 


through  the  tunnel.  I  did  not  see  tKo'.poBitio'd 
of  the  home  and  distant  signals  for  Charing 
Cross.  I  was  whistling  to  indicate  our  route  just 
bisr  we  dame  out  of  the  tunnel,  and  did  not  s^ 
the  rear  of  the  train  in  front  of  us.  Just  as  I 
had  whistled  the  driver  applied  the  brake  and 
reversed  the  engine. 

'  JcDrted' SoHi&f'villey  passenger  guard,  states:  'l 
have  37  years'  service  and  have  been  guard  for 
36  yeiurs.  My  hours  of  duty  on  30th  August 
were  from  7.55  a.m.  till  5.20  p.m.  I  was  guaM  of 
the  7.55  a.m.  up  passenger  train  from  Helensburgh 
to  Brid^etoh  Cross.  My  train  was  composed  of 
eight  vehicles  in  the  order  mentioned  : —  * 

1  third-class  coach  six-wheeled. 

2  first-class  coaches  six- wheeled. 
4  third-class  coaches  six-wheeled. 
1  brake  van,  four-wheeled. 

I  tested  the  brake  at  Helensburgh  before  starting^ 
and  found  it  working  satisfactorily.  The  gauge 
indicated  75  lbs.  pressdre.  There  were  brake 
blocks  on*  32  out  of  a  total  number  of  46  wheels 
in  the  train.  The  morning  in  question  was  hazy 
and  inclined  to  fog.  I  did  not  see  the  position  of 
the  distant  signal  for  Charing  Cross  as  I  passed  it. 
After  the  collibibn  I  got  out  of  my  van  and  began 
\^atlkflig  to  the  front  of  the  train  next  to  thJe 
tunnel'  w:all.  I  got  as  far  as  the  mouth  of  the 
tunnel,  but  cannot  say  how  the  home  signal  stood. 
Immediately  I  discovered  what  had  occurred  I 
hurried  back  to  the  rear  and  got  out  some 
detoiiatbi^s  and  ^my  lamp  from  the  van,  and  went 
back  to  protect  the  rear  of  my  train.  I  received 
no  complaints  from  any  of  the  passengers  in  my 
train. 

Alfred  •  WagHaff^  signal  fitter,  states  :  I  was 
working  under  the  signal  cabin  at  Charing  Cross 
Station  between  8  a.m  and  9  a.m.  on  30th  August. 
Signalman  Fisher  asked  me  to  try  and  stop  the 
Helensburgh  train  in  the  tunnel.  I  ran  out  and 
asked  the  guard  of  the  train  standing  in  the 
station  for  fog  signals.  By  the  time  he  got  them 
out  of  his  brake  van  it  was  no  use,  as  the  Helens- 
burgh train  was  close  up.  I  called  to  him  to 
jump  out  sharp.  I  went  to  assist  the  injured  and 
cannot  say  in  what  position  the  home  signal  waa 
standing.'  ' 

William  Belly  signalling  inspector,  states:  I 
was  at  Charing  Cross  Station  about  9.30  a.nL 
I  went  sti^ight  to  the  signal  cabin,  and  found  all 
the  levers  bacJk  in  the  frtime.  Then  I  went  to 
the  honie  signal  and  found  it  ^'  off.*'  On  comingf' 
back  I  found  the  up  home  and  distant  signal 
wires  twisted  round  a  broken  guard  rod.  iJPter 
a  time  the  rod  were  removed,  and  the  home  signal 
at  once  went  into  the  danger  position.  ■  After  all 
the  debris  were  moved  I  tested  the  up  home  and 
distant  signals  and  found  them  to  be  in  working' 
order  and  not  requiring  any  adjustment. 


Conclusion. 

The  sequence  of  events  which  led  to  this  accident  appears  to  have  been  as  follows  : — 
At  8.51  a.m.,  Fisher,  signalman  at  Charing  Cross,  accepted  the  8.5  a.m.  up  train  (ex. 
Kilsyth).  This  train  would  appear  to  have  arrived  at  the  station  about  8.54  a.ncu 
Shortly  before  it  arrived  a  down  train  left  Charing  Cross  Station  after  having  been  duly 
accepted  by  Sirrie,  signalman  at  Finnieston.  Fisher  sent  the  "Train  entering  section 
signal  for  this  down  train  to  Finnieston,  and  then  instead  of  sending  the  "  Line  clear'* 
signal  for  the  same  train  to  Queen  Street  (West)  signal  cabin  he  sent  the  "  Line  clear'' 
signal  to  Finnieston. 

The  7.55  a.in.  up  train  (from  Helensburgh)  was  then  offered  to  Fisher  by  Finnieston, 
and  he  made  his  second  mistake  and  accepted  it.  At  this  moment  Sirrie  states  the  Helens- 
burgh train  had  not  entered  Finnieston  Station.     Assuming  an  average  speed  for  this  train 
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of  15  miles  an  hour,  about  two-and-a-quarter  minutes  would  b^  Required  to  traverse  the  1,000 
yards  which  probably  separated  it  from  Charing  Cross  Station.  There  is  endence  to  the 
effect  that  the  Kilsyth  train  had  been  standing  at  Charing  Cross  for  about  a  minute  only, 
"  the  usual  time,"  before  the  collision  occurred.  There  is  further  evidence  to  show  that 
the  Helensburgh  train  was  passing  out  of  Finnieston  Station  when  Fisher  found  out  h^ 
had  made  a  mistake  and  attempted  to  rectify  it  by  using  the  telephone  to  Finnieston. ' 
I  think,  therefore,  it  is  probable  that  it  was  the  arrival  of  the  IGlsyth  train  at  Charing, 
Cpss  Station  which  actually  drew  Fisher's  attention  to  his  mistake. 

Fisher  admits  that  in  a  moment  of  forgetful  ness  he  used  the  wrong  line  instrument 
for  clearing  the  down  train,  and  then  gave  permission  for  the  Helensburgh  train  to  enter^^ 
the  section  already  occupied  by  the  Kilsyth  train.  These  mistakes  were  the  cause  of  the 
collision,  and  signalman  Fisher  must  bear  the  full  responsibility.  He  had  been  on  duty, 
for  one-and-a-half  hours  when  the  accident  occurred,  fhe  statement  of  the  station  master 
that  he  bears  an  excellent  character  may  be  set  to  his  credit,  as  also  may  be  the  fact  that 
he  gave  his  evidence  in  a  very  straightforward  manner.  •  I  do  not  gather  that  Fisher  was  ^ 
actually  unfit  for  duty  on  the  day  of  the  accident. 

At  the  same  time  it  is  clear  that  after  discovering  his  mistakes  he  did  hot  act  in  a/ 
clear-headed  manner.  His  first  action  should  have  been  to  send  the  "  Obstruction  " 
signal  to  Finnieston,  instead  of  adopting  the  more  lengthy  means  of  communication  by. 
telephone.  There  is  further  some  doubt  as  to  whether  the  home  signal  was  left  in  the 
safety  position  by  Fisher  or  actually  pulled  off  from  danger  to  safety  by  wreckage  after 
the  collisioti.  Judging  from  Fisher's  statement  and  actions,  I  am  inclined  to  accept  the 
evidence  of  driver  Kichardson  that  the  signal  was  showing  a  green  light  when  he^ 
passed  it. 

It  is  difficult  also  to  understand  why,  as  the  clearance  signal  from  Queen  Street 
(West)  for  the  previous  up  train  was  received  by  Fisher  at  8.53  a.m.,  he  did  not  attempt, 
to  explain  n\atters  to  the  driver  of  the  Kilsyth  train  and  get  him  to  draw  his  train  ahead.  ^ 
Another  course  would  have  been  to  take  steps  to  make  the  passengers  in  the  rear  carriages 
of  the  Kilsyth  train  get  out  on  tp  the  platform. 

I  do  not  consider  that  driver  Richardson  acted  with  the  caution  prescribed  by  Rules 
Nos.  74  and  36,  consicjpring  the  fact  that  the  line  was  in  tunnel  and,  by  his  own  account, 
full  of  smoke.  He  admits  that  he  passed  the  up  distant  signal  in  the  tunnel  without 
seeing  it  and  that  he  should  therefore  have  treated  it  as  a  danger  signal.  He  does  not 
appear  to  have  reduced  his  speed  through  the  tunnel'  so  as  to  be  prepared  to  »top;  at  the 
home  signal  if  he  found  it  at  danger.  If  he  had  done  so  the  effects  of  the  coliisioo:  would  i 
have  been  minimised.  It  would  be  well  fi>r  the  Company  to  impress  upon  their  drivers 
that  distant  signals  on  these  lines  are  not  to  Jbe  disregarded.  The  frequency  •  of  the 
traffic  and  the  number  of  tunnels  necessitate  more  than  the  ordinary  caution.  ^  » 

1  1  have,  etc., 

The  Assistant  Secretary,  J.  W.  Prinqls, 

Railway  Department,  Board  of  Trade.  Major,  R.E. 

APPENDIX. 
Pabticul/lrs  of  Damaqb  to  Plant.  '^ 

Brake  Third,  No.  1. — One  end, one  end  quarter,  Third,  No.  567. — ^One  headstock  damaged.;  one* 

one  quarter,  four  step  boards,  one  headstock,  two  headstock    destroyed    and  two    buffer    castings 

diagonals,  two  longitudinals,  one  cross-bar,  and  broken: 

one  buffer  spring  destroyed  ;  four  guard  plates  and  Third,    No.    111.  — One    drawbar    ooupling 

four  buffer  rods  damaged ;  one  partition  destroyed ;  dam^iged. 

six  brake  end  glasses  broken  ;  one  door  destroyed  ;  Third,  No.  62''>. — One  buffer  casting  broken  and^ 

one  drawbar  damaged ;  one  carriage  side  destroyed ;  one  headstock  destroyed.                                          ! 

brake  end  badly  damsiged*;  four  axle  boxes  broken,  Third,  No.  583. — One  drawbar  link  bent  r  one^ 

and  bearing  springs  damaged.  buffer     casting     broken     and     one     headstook< 

Third,  No. 463.— Total  wreck.  damajjed.                                                            .  ..^  : 

Third,  No.  496. — One  headstock  destroyed  and  Third,  No.  48o. — One  large  body  glass  broken  ;* 

one  buffer  casting  broken.  one  headstock  damaged  ;  one  headstock  decoyed' 

First,  No.  315. — Two   body  glasses    broken:  and  one  step  bottM  damaged, 

one  screw  coupling  destroyed'  ftnd    one  buffer  Luggage  Van,  No.  50.-*Three  oil  boxes  broikian.' 

casting  broken,  and  minus  ei^ht  seat  oushions.  Third,  No.  709. — One  coupling,  one  body ;  glass^ 

First,  No.  303. — Two  buffer  castings  and    one  and  a4r  brake  cylinder  cover  broken, 

coupling  broken;  minus  one  link;  three  comer  Third,  ]no.  426. — One  headstock  damaged, 

plates  and  one  headstock  damaged. '  * "  '  En^ne,  No.  345.v^6rake  pipe  damaged.   ' 
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Printed  copies  of  the  above.R.eport  were  sent  to  the  Company  on  the  3rd  December. 
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NORTH-EASTERN  RAILWAY. 

Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
SiK,  20th  September,  1902, 

I  HAVE  the  honom'  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  6th  September,  the  result  of  my  enquiry  into  the 
circumstances  under  which  a  collision  occurred  between  a  passenger  train  and  a  train  of 
empty  cattle  waggons  at  about  11.15  a.m.  on  the  27th  August  near  Forth  Junction,. 
Newcastle,  on  the  North- Eastern  Railway. 

In  this  case,  as  the  10.33  a.m.  up  passenger  train  from  Blackhill  to  Newcastle, 
consisting  of  an  engine  and  eight  vehicles,  was  running  through  a  &cing  point  near 
the  Forth  Goods  Junction,  the  engine  and  train  took  the  wrong  road  and  ran  along  the 
connection  leading  to  the  up  goods  line,  coming  into  collision  with  the  waggons  of  an 
emptv  cattle  train  which  was  standing  on  that  Ime. 

the  engine  of  the  passenger  train  was  derailed,  and  was  considerably  damaged. 
None  of  the  vehicles  of  the  train,  however,  left  the  rails,  though  four  of  them  were  slightly 
damaged.  Five  passengers  have  complained  of  personal  injuries  received,  but  it  is 
believed  that  none  of  them  are  of  a  very  serious  nature. 

Four  of  the  empty  vehicles  of  the  cattle  train  were  totally  destroyed  and  eight  more 
were  slightly  damaged. 

The  engine  of  the  passenger  train  was  a  four- wheels-coupled  side  tank  engine,  running 
chimney  first ;  it  was  fitted  with  the  Westinghouse  automatic  brake  working  blocks  on 
the  four  coupled  wheels,  and  with  a  hand  brake  working  the  same  blocks. 

The  train  consisted  of  the  following  vehicles,  attached  to  the  engine  in  the  order 
given : — 


1  brake  third 

2  third-class  carriages 
1  first-class  carriacfe 

3  third.cla«8  can^s 
1  brake  third 


•••    •••  •• 

•  •  •  •  • 

•  •  •  •  • 

•  •  •  •  • 


•••    •••    •• 


•••  •••  •• 

•  ••  !•••  •• 

•  ••  •••  •• 

•••  •••  #• 

•  ••  •••  •• 


Wheels. 
6 
6 
6 
6 
6 


All  these  vehicles  were  fitted  with  the  Westinghouse  automatic  brake  working 
blocks  on  four  wheels  of  each  carriage. 

The  bmkes  are  all  reported  as  having  been  in  good  order. 

The  cattle  train,  which  was  standing,  on  the  up  goods  line,  consisted  of  an  engine,  31 
empty  waggons,  and  a  guard's  van. 

Particulars  of  the  damage  done  to  rolling  stock  and  permanent  way  are  given  in  the 
Appendix. 

Description. 

Forth  Goods  Junction,  where  this  accident  occurred,  is  on  the  Newcastle-Carlisle 
branch  of  the  North-Eastern  Railway,  and  it  is  situated  about  half  a  mile  west  of 
Newcastle  Station. 

The  up  and  down  main  lines  run  through  this  junction  in  a  direction  which  is  almost 
exactly  east  and  west,  the  up  line  being  on  tne  northern  side. 

The  signal-box  is  situated  on  the  north  side  of  the  main  lines  and  close  to  them. 
At  a  short  distance  east  of  the  box  is  a  double  junction  connecting  the  main  lines  with  a 
pair  of  up  and  down  goods  lines,  which  run  parallel  to  the  main  lines  and  on  the  south 
side  of  them.  The  connection  leading  fix>m  the  up  main  line  to  the  up  goods  line  is  a 
&cing  one  for  up  main  line  trains,  and  the  fitcing  point  is  situated  exactly  176  yards  to 
the  eastward  of  the  signal-box  ;  a  few  yards  in  rear  of  it  are  the  splitting  signals  for  the 
two  roads.     It  is  with  this  facing  point  that  this  accident  is  mainly  concerned. 

The  facing  point  is  provided  with  a  bar,  and  also  with  wedges,  of  the  type  usually 
employed  on  the  North-Eastern  Railway,  which,  when  inserted,  lock  the  points  securely 
in  whichever  direction  they  are  Ijring.  The  bar  and  wedges  are  worked  together  by  a 
separate  lever  from  that  working  the  points. 

The  usual  int.erlocking  is  provided  in  the  signal-box,  between  the  levers  working 
the  points,  wedges,  and  signals  respectively,  in  order  to  ensure  that  neither  signal  can  be 
lowered  unless  the  point  lever  is  in  the  right  position  for  that  signal,  and  unless  the  wedge 
lever  is  in  the  position  indicating  that  the  wedges  are  inserted. 
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It  should  be  noted,  however,  that  there  is  no  detecting  arrangement  between  the 
points  themselves  and  the  signals,  such  as  is  now  usually  provided  at  all  facing  points,  to 
ensure  that  neither  signal  can  be  pulled  off  until  the  road  is  lying  right  for  the  line  to 
which  each  signal  refers. 

The  rodding  connecting  the  points  and  the  wedges  with  their  respective  levers  in  the 
signal-box  consists  of  quarter-inch  channel  iron,  supported  at  intervals  varying  from  8  ft. 
to  10  ft.  apart.  The  rodding  when  originally  laid  down,  in  1894,  weighed  9j^  lbs. 
per  yard,  and  its  weight  now  is  9  lbs.  per  yard. 

In  consequence  of  there  being  some  sidings  situated  on  the  north  side  of  the  line,  this 
rodding  does  not  run  straight  from  the  box  to  the  points,  and  there  are  consequently  five 
cranks,  three  rocking  shafts,  and  a  compensator  fixed  between  the  levers  and  the  points 
and  wedges  worked  by  them. 

The  points  at  the  facing  end  of  the  connection  were  not  damaged  in  any  way  by  the 
accident,  but  at  the  trailing  end  two  of  the  stretcher  bars  were  bent,  and  the  tab  holding 
the  third  one  was  broken,  this  damage  being  precisely  what  might  have  been  caused  by 
the  points  having  been  run  through  when  they  were  lying  in  the  wrong  direction. 

Evidence. 


John  HarknesSj  driver,  states  :  I  have  been 
about  22  years  in  the  service  of  the  Company, 
(luring  ten  of  which  I  have  been  a  driver.  On 
the  27th  of  Aug^t  I  was  in  charge  of  the  engine 
of  the  10.33  a.m.  train  from  Blackhill  to  Newcastle. 
I  came  on  duty  at  3.55  a.m.  to  work  to  2.5  p.m. 
i  came  off  duty  on  the  26th  at  2.5  p.m.  My 
engine  was  a  four-wheel-coupled  side  tank  engine 
running  chimney  first  fitted  with  a  Westinghouse 
automatic  brake  working  blocks  on  the  four 
coupled  wheels,  and  with  a  hand  brake  working 
the  same  blocks.  My  brake  was  in  good  order. 
I  remember  approaching  the  Forth  Goods  Junc- 
tion signal  cabin.  The  distant  signal  for  the  main 
line  was  off  for  me  when  I  passed  it.  At  that 
time  I  was  running  between  oO  and  40  miles  an 
hour.  The  home  signal  opposite  the  cabin  was 
also  off  for  me,  and  I  ran  past  it.  On  the  facing 
point  east  of  the  signal  cabin  there  were  splitting 
signals.  The  left  hand  one  which  applies  to  the 
main  line  is  the  one  which  I  wanted.  This  signal 
was  off  for  me  also,  and  I  ran  past  it.  My  speed 
^\'as  still  between  30  and  40  miles  an  hour.  At 
the  facing  points  my  train  took  the  wrong  line 
and  ran  along  the  connection  leading  to  the  up 
goods  line.  I  at  once  noticed  that  we  had  taken 
the  wrong  line  and  I  at  once  shut  the  steam  off  and 
applied  the  brake  fully.  It  checked  the  speed  of 
my  train  a  good  deal,  but  not  sufficient  to  prevent 
it  running  into  the  cattle  trucks  which  were 
standing  on  the  up  goods  line.  I  think  that  our 
speed  must  have  b^en  about  20  miles  an  hour 
when  we  struck  the  cattle  trucks.  The  result  of 
the  collision  was  that  my  engine  was  derailed,  but 
none  of  my  train  was  derailed.  Neither  the  fire* 
man  nor  I  were  seriously  hurt.  My  brakes 
appeared  to  act  well.  When  I  looked  back  after 
the  collision  the  main  line  signal  had  been  put  to 
danger.  We  ran  quite  smoothly  through  the 
facing  points. 

Richard  William  Walker^  fireman,  states  :  I 
have  been  in  the  service  of  the  Company  about 
eight  years,  during  nearly  four  of  which  I  have 
been  a  fireman.  I  was  acting  as  fireman  on  the 
10.33  a.m.  train  from  Blackhill  on  the  27th  of 
August.  I  was  working  the  same  hours  as  driver 
Harkness  on  that  day  and  on  the  previous  day.  I 
remember  approaching  Forth  Goods  Junction 
signal-box.  All  the  signals  for  the  main  road 
were  off  for  us.  I  believe  that  we  were  going 
about  30  miles  an  hour  at  the  time.  On  reaching 
the  facing  points  on  the  east  of  the  signal  cabin 
I  notioed  that  our  engine  took  the  line  to  the 
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right  leading  le  the  goods  line.  There  are  splitting 
signals  just  before  reaching  this  point,  and  I 
noticed  that  the  main  line  signal  was  off  for  us. 
I  at  once  applied  the  hand  brake,  and  my  mate 
at  once  applied  the  Westinghouse  brake,  and  at 
the  same  time  he  shut  the  steam  off.  At  the  time 
we  struck  we  had  slacked  off  speed  a  little. 

Richard  MtUcaster^  guard,  states  :  I  have  been 
between  nine  and  ten  years  in  the  service  of  the 
Company,  during  about  one  year  of  which  I  have 
been  a  passenger  guard.  I  was  guard  to  the  10.33 
a.m.  train  from  Blackhill  to  Newcastle  on  the 
27th  of  August  I  came  on  duty  on  that  day  at 
5  a.m.  to  work  till  3  p.m.  I  came  off  duty  on  the 
26th  at  2  p.m.  My  train  consisted  of  eight  vehicles 
attached  to  the  engine  in  the  order  given,  viz. : — 

wheels. 

1  brake  third 6 

2  third-class  carriages         ..         ...        6 
1  first-class  carriage  6 

3  third-class  carriages         6 

1  brake  third 6 

All  these  vehicles  were  fitted  with  the  Westing- 
house automatic  brsike  working  blocks  on  four 
wheels  of  each  carriage.  The  brake  was  in  good 
order.  The  first  I  knew  of  the  accident  was 
feeling  my  train  brought  to  a  stand.  Just  pre- 
vious to  noticing  that  my  train  came  to  a  stand  I 
saw  that  the  automatic  brake  was  fully  applied, 
and  seeing  the  brake  applied  I  was  prepared  for 
the  shock,  and  so  did  not  feel  it  much.  Just 
before  the  accident  occurred,  I  had  seen  the 
splitting  signals  at  the  facing  points,  and  I  saw 
that  the  main  line  signal  was  off  for  us.  I  was 
looking  out  of  my  window  at  the  time.  Four 
vehicles  of  my  train  were  damaged,  but  none  of 
them  were  derailed.  I  at  once  ran  forward  to  see 
that  the  down  train  from  Newcastle  was  stopped. 
When  my  train  came  to  a  stand  my  brake  van 
was  standing  on  the  points.  Immediately  after 
the  accident  occurred  I  did  not  notice  the  position 
in  which  the  points  were  lying,  but  after  I  had 
gone  forward  to  see  about  the  down  train  I  came 
back  and  looked  at  the  points,  and  saw  that  they 
were  lying  for  the  goods  line,  and  I  noticed  that 
the  wedge  was  not  fully  home,  but  about  half-an- 
inch  of  it  was  holding  the  points  in  position.  I 
estimate  our  speed  in  passing  the  signal-box  at 
between  30  and  40  miles  an  hour.  The  brake 
seemed  to  act  well  when  it  was  applied. 

George  Logie,  signalman,  states :  I  have  been 
29  years  in  the  service  of  the  Company,  during 


114 


the  whole  of  which  I  have  been  a  signalman. 
I  am  stationed  in  the  Forth  Goods  Junction  box 
and  have  been  there  about  29  years.  I  came  on 
duty  on  the  27th  at  G  a.m.  to  work  till  2  p.m. 
I  came  off  duty  at  2  p.m.  on  the  26th.  I  remember 
the  passenger  train  from  Blackhill  approaching 
my  box.  I  know  the  facing  point  to  the  east  of 
the  cabin  where  there  is  a  connection  from  the 
up  main  to  the  up  goods.  At  11.6  a.m.  an  up 
mineral  train  had  passed  my  box  and  had  ran 
^icross  the  connection  leading  to  the  up  goods  line. 
The  next  train  which  ran  through  those  points 
was  the  train  to  which  the  accident  occurred. 
After  the  mineral  train  had  run  through  the 
connection  I  at  once  set  the  line  right  for  the 
main  line.  This  would  have  been  just  about 
11.10.  The  first  thing  I  did  was  to  put  the 
signal  No.  6  back  to  danger.  After  the  train  was 
•clear  of  the  points  I  pulled  over  the  lever  working 
the  wedges.  It  came  off  all  right  without  any 
diflBculty.  I  then  pushed  back  the  lever  moving 
the  points'  so  as  to  restore  them  from  the  main 
line.  This  lever  also  came  over  quite  easily. 
X  then  put  back  the  lever  working  the  wedges. 
This  also  went  quite  easily.  My  mate  then  shifted 
the  clearance  bars.  I  thought  that  the  line  was 
then  set  correctly  for  the  up  main  line.  The 
10.33  a.m.  train  was  offered  to  me  from  Elswick 
Works  cabin  at  11.13  a.m.  I  accepted  it  at  the 
i4ame  time.  I  received  the  "  Train  entering  section  " 
signal  at  11.15  a.m.  I  gave  "  Train  out  of  section  " 
for  the  train  at  11.16  a.m.  At  11.13  a.m.  when  I 
accepted  the  train  I  pulled  off  all  my  signals  for 
it.  My  assistant  pulled  the  signals  off,  but  I  saw 
them  come  over,  and  they  all  came  over  easily. 
I  was  not  looking  along  the  line  at  the  time  the 
train  took  the  wrong  road,  but  I  did  so  imme- 
diately afterwards.  I  at  once  took  steps  to  stop 
the  traffic  in  both  directions.  The  train  was  at 
that  time  standing  over  both  the  points.  I  have 
had  no  trouble  previously  with  these  points  nor 
since  the  accident.  Ever  since  the  accident  the 
points  have  been  working  quite  easily  and 
correctly.  At  the  time  the  train  ran  through 
No.  4  signal  for  the  up  main  line  was  pulled  off. 
The  levers  working  these  points  and  wedges  did 
not  always  work  alike,  but  sometimes  work  very 
easily.  Sometimes  1  have  known  them  work 
rather  hard.  I  have  no  idea  of  the  speed  of  the 
train  when  it  passed  my  box,  but  I  think  that  the 
speed  was  rather  slower  than  some  trains  do  run 
past.  After  the  mineral  train  had  gone  past  a 
light  engine  had  come  out  of  the  goods  yard  on  to 
the  down  goods  independent.  It  then  ran  along 
through  48  points  to  the  up  goods  line.  This  was 
at  11.12  a.m.  Following  this  engine  a  cattle  train 
came  out  of  the  goods  yard  on  to  the  down  goods 
independent,  and  that  train  also  ran  through 
48  points  on  to  the  up  goods  line  and  came  to  a 
stand  across  48  and  the  end  of  52  points.  This 
was  at  11.13  a.m.  When  the  cattle  train  ran 
through  48  points  the  lever  working  52  points  was 
back  in  the  frame.  Some  months  ago  we  had  a 
little  trouble  with  the  wedge  at  this  point  sticking, 
but  not  for  the  last  few  months.  They  were 
repaired  by  a  man  named  Henderson.  It  was  my 
assistant  that  put  No.  6  to  danger  after  the  mineral 
train  had  passed.  I  am  positive  that  I  did  not 
shift  the  points  until  the  mineral  train  was  quite 
clear  of  the  further  end  of  them,  nor  did  I  try  to 
get  the  wedge  lever  out  until  the  train  was  quite 
clear  of  the  points.  The  moment  the  accident 
occurred  my  assistant  put  No.  4  signal  to  danger. 
At  that  time  No.  3  and  No.  1  had  both  been  placed 
at  danger. 

Oem^ge  Hunter^  relief  signalman,  f?tates :  I  have 
been  28i  years  in  the  service  of  the  Company, 


during  27  of  which  I  have  been  employed  on 
signalling.  At  the  time  of  the  accident  1  was 
employed  as  a  relief  signalman  in  the  Forth  Goods 
Junction  signal-box.  I  came  on  duty  at  6  a.m.  to 
work  till  2  p.m.,  and  had  come  off  duty  at  2  pan. 
on  the  26th.  I  remember  a  mineral  train  running 
past  my  box  at  about  11  o'clock.  It  went  on  into 
the  up  goods  line.  After  the  mineral  train  had 
i*un  through  the  connection  from  the  main  line  to 
the  goods  line,  signalman  Logie  altered  the  points 
and  set  them  right  for  the  main  line.  I  altered 
the  bars.  Logie  did  not  appear  to  have  the 
slightest  difficulty  with  the  levers.  After  this  a 
light  engine  came  out  of  the  goods  yard  and  ran 
through  No.  48  points  to  the  up  goods  line,  and 
immediately  afterwards  an  empty  cattle  train  did 
the  same,  and  the  cattle  train  came  to  a  stand 
across  48  and  52  points.  I  remember  the  Blackhill 
train  being  offered  to  my  box.  I  accepted  it 
myself  at  11.13  a.m.,  and  I  pulled  off  all  the  main 
line  signals  for  it.  They  came  quite  easily.  The 
train  passed  my  box  at  the  usual  speed  of  from  30 
to  35  miles  an  hour.  I  did  not  aotually  see  it  take 
the  wrong  road  but  I  saw  it  immediately  after- 
wards. At  the  time  I  saw  it  No.  4  signal  was  off. 
Immediately  we  saw  what  had  happened  No.  4 
signal  was  put  back  to  danger.  I  am  quite  certain 
that  when  Logie  put  back  No.  52  points  that  the 
rear  of  the  mineral  train  was  clear  of  the  clearance 
bar  No.  26.  At  the  time  the  mineral  train  ran 
across  No.  52  points  No.  25  lever  was  pulled  and 
No.  26  lever  was  in  its  normal  position. 

Tliomas  Ridleyy  permanent  way  inspector, 
states  :  I  am  in  charge  of  the  section  from  Scots- 
wood  to  Sunderland,  including  the  point  at  which 
this  accident  occun*ed.  I  was  travelling  in  the 
10.33  a.m.  train  from  Blackhill.  As  soon  as  the 
accident  oocurre4  I  assisted  some  passengers  out 
of  the  train,  and  I  then  went  to  the  rear  of  the 
train  and  examined  the  points  at  which  the 
accident  had  occurred.  I  found  that  the  points 
were  lying  for  the  up  goods  road  and  the  iwredge 
was  about  an  inch  and  a  half  or  an  inch  in. 
I  could  not  see  that  there  was  anything  to  hold  the 
wedge  in  that  position.  At  that  time  the  rear  van 
was  standing  with  its  rear  wheels  just  on  the  heel 
of  the  points.  *  These  points  had  been  renewed  on 
the  Gth  of  July,  the  previous  ones  having  l)een 
worn  out.  The  points,  wedges,  and  bar  had  all 
been  renewed,  but  not  the  rodding,  and  since 
they  were  put  in  I  have  had  no  trouble  with  them. 
As  soon  as  the  train  was  brought  off  52  points  I 
examined  the  fm*ther  end  of  them.  I  found  that 
the  tab  holding  one  of  the  stretcher  bars  was 
broken,  and  the  two  other  stretcher  bars  were 
bent.  This  is  just  the  sort  of  breakage  which  is 
caused  by  an  engine  running  through  the  points 
in  the  wrong  direction.  When  I  examined  the 
trailing  end  of  52  they  were  half  open,  i.e^  they 
lay  half  way  between  the  two  positions.  When  I 
examined  the  facing  point  the  bar  seemed  to  be 
quite  free.  My  attention  has  never  been  called 
by  any  of  the  men  to  any  fault  in  connection 
with  these  points. 

John  Peter  Henderson  states :  I  am  a  blacksmith 
in  the  employ  of  the  North-Eastern  Railway  CJom- 
pany,  and  have  been  in  their  employ  about  eight 
years  and  a  half.  I  am  employed  at  the  Central 
Station,  Newcastle.  I  know  the  points  to  the  east 
of  Forth  Goods  Junction  signal  cabin  where  the 
accident  occurred  on  the  27th  of  August.  They 
are  facing  points.  These  points  were  renewed  on 
July  6th.  and  since  that  date  I  hare  never  carried 
out  any  repairs  to  them.  Previous  to  that  date 
1  had  carried  out  some  repairs.  About  three 
months   before  these  points  were  renewed  the 
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signs^lman  complained  that  they  did  not  work 
well.  They  sent  for  me  and  I  went  down  to 
repiiir  them.  1  foand  that  at  the  facing  point  the 
8^vitch  was  not  coming  overdose  against  one  side. 
The  switches  came  over  quite  right  when  the  line 
was  lying  in  one  direction,  but  not  when  it  was 
lying  in  the  other.  I  cannot  remember  for  which 
direction  it  came  over  properly.  There  seemed 
to  be  more  pressure  on  one  side  than  there  was  on 
the  other.  I  adjusted  the  adjusting  screw  and 
made  this  all  right,  and  there  was  no  trouble 
subsequently.  The  wedges  seemed  to  work  all 
right,  and  I  had  no  complaint  in  regard  to  them. 
I  made  no  alteration  to  the  rodding  between  the 
signal  cabin  and  the  points.  Owing  to  the  switch 
not  being  properly  home  on  one  side  the  wedge 
would  not  go  home. 

William  Woody  driver,  states : — I  have  been 
26  years  in  the  sei'vice  of  the  Company,  during  10 
of  which  I  have  been  a  driver.  On  the  27th  of 
August,  shortly  after  11  a.m.,  1  was  driving  a  light 
engine.  I  brought  it  from  the  goods  yard  near 
the  Forth  Goods  Junction  box,  and  took  it  along 
the  up  goods  line.  I  know  the  connection  leading 
from  the  up  main  line  to  the  up  goods  at  the  east 
of  that  signal-box.  In  running  along  the  up  goods 
I  ran  past  the  trailing  end  of  that  connection. 
When  I  passed  the  end  of  these  points  I  did  not 
notice  whether  they  were  set  right  for  me  or  not. 
I  think  that  if  the  points  had  been  laying  in  the 
wrong  direction  and  I  bui*st  them  I  would  have 
felt  it,  but  I  cannot  say  for  certain.  I  noticed 
nothing  whatsoever  unusual  when  I  passed  these 
points. 

Edward  Pendrich^  signal  inspector,  states :  I 
am  signal  inspector  on  No.  1  section,  extending 
from  Heaton  to  Delaval  West.    About  1.20  p.m. 


on  the  27th  of  August  I  visited  the  site  of  the 
accident.  Previous  to  this  I  had  been  on  the  spot 
about  11  a.m.  and  inspected  the  points  and  the 
interlocking  frame.  I  had  found  all  correct,  and 
received  no  complaints  of  anything  being  wrong. 
After  the  accident  I  found  that  my  men  were  on 
the  spot,  and  I  found  out  from  them  what  they 
had  done.  I  found  that  at  the  trailing  end  some 
of  the  stretcher  bars  were  broken,  and  at  the 
facing  end  the  points  were  disconnected.  I  made 
a  thorough  examination  of  the  rodding  between, 
the  signal  cabin  and  the  points.  The  rodding  is 
of  channel  iron.  I  think  it  is  five-sixteenths  of  an 
inch  in  thickness.  The  joints  are  made  with  fish 
plates,  and  are  supported  on  roller  sheaves.  They 
are  generally  at  8  feet  intervals  apart,  though  some 
may  be  a  few  inches  more.  I  found  the  rodding 
to  be  in  proper  working  order.  None  of  the 
joints  were  loose.  There  are  five  cranks,  one 
compensator,  and  three  shafts  between  the  facing 
points  and  the  signal  cabin.  All  the  connections 
were  in  good  order.  The  cranks  were  all  in 
proper  working  order.  There  was  no  looseness 
whatever  at  the  cranks.  I  consider  that  the  fact 
of  the  point  lever  being  brought  over  when  the 
points  were  held  must  have  been  due  to  undue 
pressure.  The  rod  must  have  had  a  certain 
amount  of  spring  in  it.  The  points  are  176  yards^ 
from  the  cabin ;  about  half  of  this  is  push  and 
the  remainder  pull.  I  could  find  nothing  to 
account  for  the  wedge  sticking.  After  the  train 
was  clear  the  stretcher  bars  were  repaired  smd 
both  points  were  connected  up  again.  No  altera- 
tion whatever  had  been  made  in  the  rodding 
between  the  signal  cabin  and  the  points.  After 
they  were  connected  up  again  they  appeared  to 
work  perfectly  well,  and  there  has  been  no  trouble 
with  them  sinoe. 


ConclvMon. 


The  accidait  was  caused  in  a  manner  which  is  most  unusual  at  the  present  day. 

When  the  10.33  a.m.  up  passenger  train  from  Blackhill  to  Kewcastle  approached 
Forth  goods  junction  the  distant  and  home  main  line  signals  were  off  for  it,  and  it 
jiccordingly  ran  past  the  signal-box  at  a  speed  of  between  thirty  and  forty  miles  an  hour. 
All  witnesses  agree  that  at  the  facing  point  east  of  the  signal-box  the  signal  was  off  for  the 
train  to  run  on  towards  Newcastle  on  the  up  main  line,  out  in  spite  of  this  fiwrtj  the  whole 
train  took  the  road  leading  to  the  up  goods  Une,  and  consequently  came  into  collision  with 
an  empty  cattle  train  which  was  standing  on  that  line.  Driver  Harkness,  who  was  in 
charge  of  the  engine  of  the  passenger  traon,  at  once  noticed  on  passing  the  &cing  point 
that  his  engine  had  taken  tiie  wrong  road,  and  he  immediately  took  all  possible  steps  to 
check  the  speed  of  tiie  train  ;  his  promptness  undoubtedly  prevented  the  collision  from 
having  far  more  serious  results  than  was  actually  the  case.  The  train  came  to  rest  with  its 
rear  brake  van  standing  on  the  niain  line  across  the  facing  points,  and  most  of  its  vehicles 
on  the  connection  leading  to  the  up  goods  line  ;  it  wae  tJius  standing  right  across  the 
track  of  the  main  down  line  trains,  but  fortunately  no  down  train  was  passing  at  that 
moment,  and  the  signalman  succeeded  in  blocking  the  line  before  any  started  from 
Newcastle. 

Immediately  after  the  traui  was  brouffht  to  rest  the  positions  of  the  fiicing  points  and 
of  the  wedges  were  examined  ;  it  was  found  that  the  points  were  lying  for  the  up  goods  line^ 
and  that  the  wedges,  though  not  fully  inserted,  were  sufficiently  home  to  hold  the  points 
securely  in  the  position  in  which  they  were  lying.  There  can  be  no  doubt,  therefore,  tiiat 
at  the  moment  that  the  train  reached  this  feeing  point,  though  the  signal  was  off  for  the 
main  line,  the  points  were  lying  for  the  up  goods.  The  train  aocoriingly  ran  through 
the  connection  leading  to  the  up  goods  line,  and  as  there  was  a  train  already  standing  on 
that  line,  the  collision  occurred. 

Subsequent  to  the  accident  experiments  were  carried  out  at  the  &cing  point  to 
asc^tain  how  it  was  possible  for  the  above  described  contradiction  between  the  pomts  and 
signals  to  have  occurred. 


18073 


p  J 


116 

The  points  were  set  for  the  up  goods  line,  and  the  wedge  lever  was  partially  pulleci 
so  as  not  to  withdraw  the  wedges  entirely,  but  to  leave  them  as  nearly  as  j)08sible  in  the 
exact  position   in  which  they  were  found  after  the   accident ;   the  wedges  were  then 
mechanically  secured  in  that  position,  so  that  it  should  not  be  possible  for  them  to  be 
moved  in  either  direction. 

It  was  then  found  that  it  was  possible :  firstly,  to  complete  the  movement  of  the 
wedge  lever,  though  the  wedges  themselves  were  not  free  to  move  ;  secondly,  by  exerting 
a  little  undue  pressure  to  pull  over  the  point  lever  to  its  full  extent,  though  the  points, 
which  were  securely  held  by  the  wedges,  could  not  move  at  all ;  and,  finally,  to  restore 
the  wedge  lever  to  its  normal  position,  i.e,^  to  go  through  the  necessary  movement  for 
completely  inserting  the  wedges,  though  the  latter  were  still  unable  to  move.  These 
lever  movements  having  been  carried  out,  the  point  and  wedge  levers  were  then  both  in 
their  right  positions  to  allow  the  main  line  signal  lever  being  pulled  over,  thereby 
lowering  that  signal.  It  appeared,  therefore,  that  assuming  that  something  had  occurred 
to  have  prevented  the  wedges  being  completely  withdrawn,  there  was  still  sufficient  play 
or  spring  on  the  rodding  to  allow  all  the  lever  movements  in  the  signal-box  to  be  carried 
out  which  were  necessary  to  release  the  lever  lowering  the  main  line  signal. 

A  few  minutes  previous  to  the  arrival  of  the  up  passenger  train  a  mineral  train  had 
been  passed  across  this  connection  fi'om  the  up  main  to  the  up  goods  line,  and  it  was  only 
five  minules  before  the  arrival  of  the  up  pas&enger  train  that  the  signalman  had  pulled 
over  the  necessary  levers  to  set  the  road  for  the  main  line. 

It  seems  therefore  probable  that  when,  after  the  mineral  train  had  passed  across 
this  connection,  the  wedge  lever  was  pulled  over  to  withdraw  the  wedges,  the  latter  for 
some  reason  were  not  fully  withdrawn,  but  that  they  stuck  before  they  were  clear  of  the 
points.  It  was  then,  as  shown  by  the  above  described  experiment,  possible  to  go  through 
all  the  necessary  operations  for  setting  the  points  and  lowering  the  signal  for  the  main 
line  though  the  points  were  still  set  for  the  up  goods  line  ;  and  there  appears  to  be  nc 
doubt  that  it  was  in  this  manner  that  the  accident  was  caused. 

It  is  difficult  to  satisfiictorily  explain  the  sticking  of  the  wedges  ;  they  were  care- 
fully examined,  but  nothing  could  be  found  to  account  for  it,  and  though  no  alteration 
was  made  to  them  they  were  found  after  the  accident  to  be  working  quite  satisfiwitorily. 
It  is  possible  that  the  sticking  may  have  been  caused  by  an  attempt  on  the  part  of  the 
signalman  to  withdraw  the  wedges  before  the  vehicles  of  the  mineral  train  were  clear  of 
the  locking  bar,  but  there  is  no  evidence  to  support  tliis  theory. 

It  should  be  noted,  however,  that  subsequently  to  the  levers  having  been  pulled  oxer 
with  the  view  of  setting  the  road  for  the  main  line  a  light  engine  and  a  portion  of  the  cattle 
train  had  run  along  the  up  goods  line  past  the  trailing  end  of  the  connection  between  it  and 
the  up  main  line.  If,  as  was  clearly  the  case,  the  points  of  this  connection  had  not  moved 
in  response  to  the  lever  movements,  these  points  must  at  that  time  have  been  lying  in  the 
wrong  direction  for  those  trains  and  must  have  been  burst  by  them.  The  damage  done 
to  the  trailing  points  shows  clearly  that  this  was  the  case.  Though  this  damage  to  the 
trailing  points  cannot  have  been  the  cause  of  the  wedges  sticking  in  the  first  instance 
when  they  were  withdniwn,  it  may  have  been  the  cause  of  their  &ilure  to  move  when  the 
attempt  was  made  to  insert  them  after  the  point  lever  had  been  pulled. 

But  though  it  is  difficult  to  precisely  explain  the  reason  for  the  &ilure  of  the  wedges, 
it  must  be  pointed  out  that  this  fiiilure  would  not  have  resulted  in  an  accident  had  there 
not  been  two  further  defects  in  the  arrangements.  Firstly,  the  rodding  connecting  the 
levers  in  the  signal-box  with  the  points  and  wedges  failed  in  that  it  allowed  the  levers  to 
be  completely  pulled  over  even  though  the  point  and  wedges  were  not  firee  to  respond  to 
their  movements ;  and,  secondly,  there  was  no  detecting  arrangement  provided  between 
the  points  and  the  signals  to  prevent  either  signal  being  lowered  unless  the  points  were 
lying  right  for  that  signal. 

As  regards  the  Mlure  of  the  rodding,  this  may  have  been  caused  either  by  looseness 
at  the  cranks  or  by  the  rodding  itself  possessing  too  much  spring.  The  cranks  were 
examined  after  the  accident  and  they  did  not  appear  to  be  unduly  loose,  but,  with  the 
number  of  cranks  and  rocking  shafts  which  intervened  between  the  levers  and  the  points, 
it  was  inevitable  that  there  should  be  a  certain  amount  of  looseness  between  these  two 
points.  The  rodding  appeared  to  be  in  &irly  good  order,  but  the  distance  apart  of  the 
supports  was  unusually  large.  8  feet  is  generally  regarded  as  the  maximum  distance  apart 
of  rodding  supports,  and  in  some  specifications  the  distance  is  not  allowed  to  exceed  6  feet ; 
but  in  this  instance  there  were  eighteen  cases  in  which  the  intervals  exceeded  9  feet, 
and  in  three  of  these  cases  it  was  over  10  feet.  These  intervals  are  sufficiently  large  to 
allow  of  the  possibility  of  the  rodding  being  able  to  buckle  between  the  points  of  support, 
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and  this  buckling  might  admit  of  the  point  lever  being  pulled  over  even  though  the  points 
were  not  free  to  move  with  it. 

It  was  probably  a  combination  of  the  two  above  mentioned  causes  which  led  to  the 
failure  of  the  rodding,  and  a  re-arrangement  of  the  rodding  at  this  point  is  clearly 
<lesirable. 

The  possibility  of  a  fiulure  of  the  point  rodding,  such  as  occurred  on  this  occasion, 
has  long  been  recognized,  and  it  is  on  that  account  that  the  provision  of  a  detecting 
-arrangement  at  all  facing  points  between  the  points  and  signals  is  now  made  a  require- 
ment. This  arrangement  ensures  that  even  though  the  lever  working  the  signal  be 
pulled  over,  the  signal  itself  will  not  respond  to  it  unless  the  points  are  lying  right  for 
the  line  to  which  tibat  signal  refers. 

The  North- Eastern  Railway  Company  are  in  the  habit  of  providing  a  detecting 
urrangement  of  this  description  at  their  facing  points,  and  it  is  difficult  to*  understand 
why  this  had  not  been  done  at  this  point,  especially  as  the  situation  is  one  in  which 
the  provision  is  especially  desirable. 

I  consider  that  it  was  the  absence  of  this  customary  safeguard  which  should  be 
regarded  as  the  main  cause  of  this  accident.  Since  the  accident  occurred  detectors  have 
been  provided  at  this  &cing  point,  but,  if  there  are  any  other  facing  points  on  the 
Company's  system  at  which  they  are  not  so  provided,  steps  should  certainly  be  taken  at 
^11  such  points  to  remedy  the  omission  forthwith. 

I  have,  &c.. 
The  Assistant  Secretary,  P.  G.  von  Donop, 

Railway  Department,  Board  of  Trade.  Lieut-Col.^  R.E. 


APPENDIX. 


Damuge  to  Engine. 

Engine,  No.  2,097. — Buffer  beam  broken  up  ; 
«moke  box  badly  damaged ;  chimney  knocked 
off ;  leading  wheels,  springs,  and  hangers  broken  ; 
eccentric  rods  broken  ;  one  connecting  rod  bent. 

Damotge  to  Carriages. 

Third-class  brake,  No.  1,828,  North-Eastem.— 
One  Bide  ducket  broken  off ;  two  luggage  com* 
partment  doors  damaged  ;  three  door  windows 
broken ;  one  quarter  light  broken ;  two  foot 
boards  damaged ;  two  door  hinges  broken ;  two 
side  panels  broken  ;  one  axle  box  broken. 

Third-class,  No.  2,154,  North-Eastem.— One 
foot  board  broken ;  duree  door  panels  broken  ; 
three  door  handles  broken ;  three  commode 
handles  broken  ;  two  door  windows  broken  ;  one 
quarter  light  broken ;  one  comer  pillar  and  one 
-end  sheath  broken. 

First-class,  No.  1,893,  North-Eastem.— One  foot 
board  broken ;  three  door  hinges  broken  ;  four 
•door  handles  and  four  commode  handles  broken ; 
two  door  windows  broken ;  one  end  sheath 
broken. 

Third-class,  No.  1,026,  North-Eastem.- One 
•door  handle  broken  off. 


Damage  to  Wagons. 

Cattle,  No.  11,837,  North-Eastem.— Totally 
destroyed. 

Cattle,  No.  10,110,  North-Eastem.— Totally 
destroyed. 

Cattle,  No.  28,202,  North-Eastem.— Totally 
destroyed. 

Cattle,  No.  4,211,  North-Eastem.— Totally  de- 
stroyed. 

Cattle,  No.  62,019,  North-Eastem.— End  broken. 

Cattle,  No.  28,166,  North-Eastem.— Buffer  nozzle 
blocks  broken. 

Cattle,  No.  4,287,  North-Eastem.- Buffer  nozzle 
blocks  broken. 

Cattle,  No.4,177,  North-Eastem. — Roof  damaged. 

Cattle,  No.  28,250,  North  Eastem.— End  broken. 

Cattle,  No.  12,823,  North-Eastem.— End  broken. 

Cattle,  No.  3,990,  North-Eastern.— Wheels  dis- 
placed,  and  axle  boxes  and  brake  work  broken. 

Crittle,  No.  3,842,  North-Eastem.— End  broken 
and  wheels  displaced. 

Damage  to  Permanent  Way. 

14  sleepers  destroyed  ;  28  chairs  broken  ;  one 
rail  broken  ;  one  switch  bar  broken ;  one  pair  of 
point  rod  and  bar  broken. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  13th  October. 


NORTH  EASTERN  RAILWAY. 


Board  of  Trade  (Railway  Department), 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  .  .7th  October,  1902. 

I  HAVK  the  honour  to  report  for  the  information  of  the  Board  of  Trade,  in 
•compliance  with  the  Order  of  the  10th  of  September,  the  result  of  my  enquiry  into  the 
■circumstances  under  which  a  collision  occurred  between  two  passenger  trains  at  about 
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4.40  p.m.   on  the    5th   of  September,  at   Harrogate   Station,  on  the  North   Eastern 
Railway. 

In  this  case,  as  the  12.20  p.m.  up  passenger  train  from  Edinburgh  to  London, 
consisting  of  an  engine,  tender,  and  seven  vehicles,  was  entering  Harrogate  Station  on 
the  up  main  line,  it  came  into  collision  with  the  rear  end  of  a  relief  train,  consisting  of 
an  engine,  tender,  and  five  vehicles,  which  was  standing  in  the  station  on  the  same  line. 

The  speed  of  the  12.20  p.m.  train  at  the  time  of  the  collision  was  small,  and  very 
little  damage  was  done  to  rolling  stock,  but  thirty-eight  complaints  have  been  received 
by  the  Company  from  passengers  reporting  personal  injuries  sustained,  though  it  is  under- 
stood that  none  of  these  were  of  a  very  serious  nature.  Most  of  the  injured  passengers 
were  travelling  in  the  relief  train. 

The  engine  of  the  12.20  p.m.  train  was  a  four-wheels-coupled  bogie  tender  engine, 
running  chimney  first ;  it  was  fitted  with  the  Westinghouse  automatic  brake,  working 
blocks  on  the  four  coupled  wheels  and  on  the  tender  wheels,  and  with  a  hand  brake 
working  the  blocks  on  the  tender  wheels. 

The  train  consisted  of  the  following  vehicles  attached  to  the  engine  in  the  order 
given  : — 

Wheels. 

1  brake  third       12 

2  composites        ...         ...         ...  12 

1  third-class  dining  car  ...         ...  8 

1  first-class  dining  car    ...         ...  8 

1  composite          ...         ...         ...  12 

1  brake  third        12 

The  train  also  was  fitted  with  the  Westinghouse  automatic  brake  working  blocks  on 
all  the  wheels  of  the  train. 

The  relief  train  consisted  of  an  engine,  tender,  and  the  following  vehicles  : — 

Wheels. 

1  brake  third  8 

2  composites  ...         ...         ...         8 

1  third-class  ...         ...         ...         8 

1  carriage  brake     ...         ...         ...         8 

This  train  also  was  fitted  vnth  the  automatic  brake,  working  blocks  on  all  wheels  of 
the  vehicles. 

All  the  brakes  are  reported  as  having  been  in  good  working  order. 

The  damage  to  permanent  way  was  nil  ;  that  to  rolling  stock,  which  was  entirely 
confined  to  the  relief  train,  is  given  in  the  Appendix. 

Description. 

Harrogate  Station  is  provided  with  separate  up  and  down  platforms,  and  the  up  and 
down  main  Unas  run  between  them  in  directions  which  are  almost  exactly  north  and  south, 
the  up  main  line  being  on  the  eastern  side  of  the  station. 

It  is  with  the  up  main  line  alone  that  this  accident  is  concerned. 

The  platforms  are  250  yards  in  length,  and  at  each  end  of  the  station  there  are 
signal  boxes,  known  as  the  north  and  south  signal  boxes,  respectively.  The  north 
box  is  situated  on  the  west  side  of  the  line  at  a  point  about  135  yards  to  the  north  of  the 
north  end  of  the  platform.     The  exact  position  of  the  south  box  is  inunaterial. 

The  up  line  is  provided  with  distant,  outer  home,  and  inner  home  signals,  all  of 
which  are  worked  from  the  north  box,  and  under  the  inner  home  signal  is  a  caliing-on 
arm,  similarly  worked. 

The  collision  occurred  at  a  point  82  yards  south  of  the  north  end  of  the  up  platform, 

and  the  following  distances  from  the  point  of  collision  rtre-noted  : — 

Yards. 
To  the  north  end  of  the  up  platform ...  82 


...         ... 


To  the  north  signal  box 

To  the  inner  home  signal  and  calling-on  arm, 

To  the  outer  home  signal 

To  the  distant  signal 

The  next  signal  box  to  the  Harrogate  north  box  is  the  Dragon   Junction   box, 
distant  1,414  yards  from  it.     The  gradient  for  an  up  train  approaching  Harrogate  Station 
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is  a  rising  one  of  1  in  66  the  whole  way  from  the  Dragon  Junction  box  to  a  point 
66  yards  north  of  the  north  end  of  the  platforms,  and  from  that  point  it  is  still  a  rising 
gradient  of  1  in  93  into  the  station  itself. 

The  up  line,  as  it  approaches  the  station,  is  on  a  left  handed  curve,  and  on  that 
•account  the  driver's  view  of  the  line  in  front  of  him  is  considerably  restricted.  There  is 
also  an  up  bay  line  on  the  north  side  of  the  up  main  line,  and,  when  there  are  vehicles 
standing  in  the  former,  the  view  from  an  engine  approaching  the  station  on  the  up 
main  line  is  ftirther  restricted. 

The  Company  has  exemption  from  block  working  through  the  station,  and  on 
account  of  the  rising  gradient  it  has  a  similar  exemption  for  up  trains  between  Dragon 
Junction  signal  box  and  Harrogate  Station  north  signal  box. 

In  accordance  with  this  exemption  from  block  working,  two  special  rules  have  been 
made  for  the  Harrogate  north  signal  box  with  regard  to  the  up  traflSc.  Firstly,  the 
signalman  in  that  box  is  allowed  to  accept  a  train  with  "  Line  clear  *  from  the  Dragon  box 
immediately  the  preceding  train  has  passed  his  box  ;  and  secondly,  trains  which  are 
to  be  admitted  to  the  station  by  the  calling-on  arm  need  not  be  brought  to  a  stand  at  the 
home  signal,  but  the  calling-on  arm  may  be  lowered  provided  the  speed  of  the  train 
has  been  sufficiently  checked  to  enable  the  driver  to  stop  it  at  that  signal. 

The  actual  wording  of  these  rules  is  as  follows  : — 

During  clear  weather  and  under  ordinary  circomstances  the  signalman  at  the  Harrogate 
north  cabin,  after  an  np  train  with  tail  lamp  attached  has  passed  his  cabin,  may  give  the  '*  Train 
out  of  section  *'  signal  to  Dragon  Junction,  and  a  following  train  may  then  be  accepted  at  ^^  Line 
clear/'  but  such  train  must  not  be  allowed  to  pass  the  North  Junction  home  signal  if  the 
preceding  train  is  standing  at  the  north  end  of  the  platform. 

When  the  up  platform  line  is  occupied,  the  '*  Calling-on  "  signal  may,  on  account  of  the 
rising  gradient,  be  lowered,  when  the  speed  of  an  approaching  train  has  been  so  reduced  as  to 
admit  of  the  driver  stopping  at  the  *^  Home  "  signal,  if  necessary. 

Evidence. 


Henry  Hill^  signalman,  stated  :  I  have  been  in 
the  service  of  the  Company  about  30  yeara, 
•during  29  of  which  I  have  been  a  signalman. 
I  am  employed  in  the  Harrogate  north  signal-box, 
where  I  have  been  employed  for  six  years.  I 
came  on  duty  on  the  5th  September  at  4.35  p.m. 
to  work  until  12.35  a.m.  on  the  6th.'  I  previously 
came  off  duty  at  12.35  a.m.  on  the  5th.  The 
12.20  p.m.  up  train  from  Edinbro*  to  London 
ran  in  two  portions.  The  first  portion  of  it 
arrived  at  Harrogate  at  4.39  p.m.  At  4.37  p.m.  I 
had  given  "  Line  clear "  to  Dragon  Junction  for 
this  train.  It  arrived  at  my  box  at  4.39  p.m. 
The  outer  home  signal  was  off  for  it.  The  inner 
home  signal  was  at  danger.  This  was  necessary 
as  the  tiain  had  not  been  accepted  by  south  box 
at  **  Line  clear."  It  had,  however,  been  accepted 
by  the  '*  Section  occupied  "  signal.  I  kept,  there- 
fore, all  my  signals  at  danger  until  I  saw  that  the 
train  had  been  slacked  at  the  *^Home"  signal. 
I  then  lowered  the  calling-on  arm  and  the  train 
ran  past  my  box  into  the  station.  My  instruc- 
tions with  regard  to  lowering  the  calling-on  arm 
is  that  a  train  must  be  brought  nearly  to  a  stand 
at  the  home  signal  before  it  is  lowered.  This 
rule  was  complied  with  in  the  case  of  the  above 
train.  I  was  offered  the  second  portion  of  the 
train  by  the  Dragon  Junction  box  at  4.45  p.m. 
I  at  once  accepted  it  under  **Lin^  clear."  I 
received  "  Train  entering  section  "  signal  for  it  at 
4.47  p.m.,  and  it  arrived  at  my  box  at  4.50  p.m. 
I  had  offered  this  train  to  sontii  box  at  4.45  p.m. 
It  was  at  once  accepted  by  the  south  box  by  the 
** Section  occupied"  signal  at  4.45  p.m.  My  dis- 
tant signal  was  at  danger  when  that  train  ran  past 
it.  My  outer  home  signal  was  lowered  for  the 
train.  My  inner  home  signal  was  at  danger. 
The  train  ran  past  my  outer  home  signal.  I 
kept  both  my  main  home  signal  and  the 
calling-on  arm  at  danger  until  the  train  was 
passing  the  outer  home  signal.  I  then  lowered 
the  calling-on  arm.    At  that  time  the  speed  of 


the  train  had,  in  my  opinion,  been  sufficiently 
slacked  to  enable  the  driver  to  stop  at  the  home 
signal.  When  I  saw  that  that  was  the  case  I 
lowered  the  calling-on  arm.  I  should  say  that 
the  speed  of  the  train  when  it  passed  my  box  was, 
roughly  speaking,  eight  miles  per  hour.  The 
speed  was  about  the  same  that  trains  ordinarily 
run  into  the  station  under  the  same  conditions. 
I  was  quite  satisfied  in  my  own  mind  that  the 
driver  had  slacked  his  train  before  I  lowered  the 
calling-on  arm.  I  had  been  standing  with  the 
lever  in  my  hand  watching  the  train  until  I 
thought  he  had  slacked  suffLoiently.  As  far  as  I 
^remember  it  was  a  bright  clear  day  without  any 
fog.  Just  before  the  train  reached  the  platform, 
and  before  the  collision  occurred,  I  noticed  that 
the  driver  did  not  appear  to  me  to  be  sufficiently 
checking  his  train.  Quite  two-thirds  of  the  trains 
that  run  into  Harrogate  Station  run  in  exactly 
the  same  conditions  as  on  this  occasion,  and  no 
similar  mishap  has  occurred  before. 

Jcanes  Haley ^  guard,  stated :  I  have  been 
27  years  in  the  service  of  the  Company,  during 
21  of  which  I  have  been  a  guard.  I  came  on 
duty  on  September  5th  at  9.10  a.m.  to  work  until 
8.29  p.m.  I  had  nearly  three  hours  off  at  New* 
castle  in  between.  I  came  off  duty  on  September 
4th  at  5.25  p.m.  I  was  in  charge  of  the  relief 
portion  of  the  12.20  p.m.  up  train  which  started 
from  Newcastle.  My  train  consisted  of  an  engine 
and  tender,  and  the  following  carriages  attached 
to  it  in  the  order  given  : — 

Wheels. 


1  brake  third 

...    8 

1  composite 

...    8 

1  composite 

1  third           

...    8 

...    8 

I  carriage  brake 

...    8 

We  arrived  at  Harrogate  Station  at  4.38  p.m.,  and 
came  to  rest  at  the  up  platform.    When  we  ran 
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into  the  station  the  outer  home  signal  was  off  for 
as.  I  did  not  notice  whether  the  inner  home 
signal  or  the  calling-on  arm  T^as  lowered  for  ns. 
At  the  time  the  collision  occnrred  I  was  standing 
near  the  second  carriage  from  the  engine.  The 
first  I  knew  of  the  collision  was  hearing  porter 
Keotley  shout  out  "  She's  here,"  but  1  myself  did 
not  see  the  second  train  approaching  until  the 
collision  occurred,  and  I  cannot  say  therefore  at 
what  speed  it  was  moving.  The  collision  was  not 
a  very  severe  one  according  to  my  idea.  The  rear 
vehicle  of  my  train  was  slightly  damaged,  but  I 
do  not  think  the  other  vehicles  were  damaged  at 
all,  and  none  of  the  vehicles  of  my  train  were 
derailed.  My  train  was  fitted  with  the  Westing- 
house  automatic  brake  working  blocks  on  all 
wheels  of  the  carriages.  It  was  in  good  order. 
1  do  not  know  whether  the  brake  blocks  were 
applied  to  my  train  at  the  time  of  the  collision. 
My  train  was  forced  forward  a  little  by  the 
collision. 

J.  T,  Ste((dy  driver,  stated  :  I  have  been  22  years 
in  the  service  of  the  Company,  during  six  and  a 
half  years  of  which  I  have  been  a  driver.  I^came 
on  duty  on  the'Sth  September  at  8.10  a.m.  to  work 
until  6.10  p.m.  I  came  off  duty  on  September  4th 
at  6.40  p.m.  On  September  5th  I  was  driving  the 
12.20  p.m.  up  train  from  Edinbro*  to  London, 
joining  the  train  myself  at  Newcastle.  My  engine 
was  a  four-wheels-coupled  bogie  tender  engine 
running  chimney  first.  It  was  fitted  with  the 
Westinghouse  automatic  brake,  working  blocks 
on  the  four  coupled  wheels  and  on  the  tender 
wheels,  and  with  a  hand  brake  working  the 
blocks  on  the  tender  wheels.  My  brakes  were 
in  good  order.  I  am  well  acquainted  with 
Harrogate  Station,  having  worked  trains  through 
it  for  about  six  years.  I  remember  my  train 
approaching  the  Harrogate  north  signal-box.  I 
remember  passing  the  up  distant  signal.  It  was 
at  danger  when  we  passed  it.  The  outer  home 
signal  was  off  for  us.  When  I  first  sighted  the 
inner  home  signal  it  was  against  us. .  I  could 
sight  the  inner  home  signal  before  I  passed  the 
outer  home.  When  I  was  passing  the  outer  home 
signal  I  opened  the  whistle,  and  the  calling-on 
board  fixed  underneath  the  inner  home  signal 
was  at  once  pulled  off  for  me.  My  speed  on 
passing  the  outer  home  signal  was  about  10  miles 
per  hour,  and  I  could  have  brought  my  train  to  a 
stand  before  reaching  the  inner  home.  When  I 
saw  the  calling-on  arm  lowered  for  me  I  pro- 
ceeded cautiously  forward.  When  I  reached  the 
end  of  the  platform  I  found  that  there  was  a 
train  standing  with  its  rear  bogie  carriage  in  rear 
of  the  commencement  of  the  old  portion  of  the 
covering.  My  mate  at  once  shouted  to  me 
^'  Whoa,"  and  I  myself  saw  it  at  the  same  time  as 
he  shouted,  but  we  were  unable  to  stop  before  we 
ran  into  it.  Directly  my  mate  shouted  to  me 
I  applied  the  brake.  On  September  4th,  the  day 
previous  to  the  accident,  I  was  driving  the  same 
train  into  Harrogate  Station,  and  I  had  to  whistle 
four  times  before  the  calling-on  arm  was  lowered 
for  me.  When  I  arrived  at  the  platform  I  found 
absolutely  nothing  standing  at  that  platform,  but 
on  September  5th  I  found  a  train  standing  at  the 
platform  further  back  than  I  expected  to  find 
one.  When  a  train  is  admitted  to  the  platform 
under  the  calling-on  arm  it  is  not  usual  to  find  a 
train  standing  so  far  back  as  was  the  case  on  this 
occasion.  The  only  rule  I  have  got  regarding  the 
use  of  the  calling-on  arm  is  rule  4!)b,  which  says 
that  unless  instructions  are  issued  to  the  contrary 
tlie  calling-on  arm  must  not  be  lowered  until  the 
train  has  been  brought  to  a  stand  at  the  home 
siirnal.    I  have  never  heard  of  any  instructions 


being  issued  to  the  contrary  of  this  rule.  I  havt^ 
never  seen  any  rule  to  the  effect  that  the  calling- 
on  signal  may  be  lowered  when  the  speed  of  an 
approaching  train  has  been  so  reduced  as  to  admit 
of  the  driver  stopping  at  the  home  signal.  I  con- 
sider that  the  speed  of  my  train  when  it  reached 
the  platform  was  not  more  than  four  or  five  miles 
per  hour,  and  it  was  at  that  point  that  I  firat  saw 
the  train  in  front  of  me.  The  bogie  carriage  was 
not  more  than  eight  or  ten  yards  from  me  when  I 
first  sighted  it.  The  fact  of  my  being  unable  to> 
see  the  bogie  carriage  sooner  was  due  to  there 
being  carriages  on  the  sidings.  I  had  steam  still 
full  on  when  I  saw  that  the  inner  home  signal 
was  at  danger.  The  first  time  that  I  shut  off 
steam  at  all  was  after  I  had  passed  the  calling-on 
board.  Before  I  reached  the  platform  I  shut  the^ 
steam  still  further,  and  just  before  I  sighted  the 
bogie  carriage  I  turned  steam  off  entirely.  1  first 
applied  my  brakes  when  I  sighted  the  bogie 
carriage  in  front  of  ^  me.  I  quite  understand  that 
the  lowering  of  the  calling-on  arm  means  that  the 
section  is  not  clear,  that  there  is  a  train  standing 
at  the  platform,  and  I  was  quite  prepared  to  find 
a  train  somewhere  at  the  platform,  but  I  was  not 
prepared  to  find  this  train  quite  so  close  to  me. 
I  have  very  often,  previous  to  the  occasion,  been 
admitted  into  the  Harrogate  Station  by  th& 
calling-on  arm,  and  as  a  rule  the  calling-on  arm 
is  lowered  before  we  come  to  a  stand.  What 
occurred  on  this  occasion  was  not  therefore^ 
unusual,  except  the  finding  of  a  train  so  far  down 
the  platform.  I  have  never  run  into  Harrogate 
Station  before  without  finding  room  for  my 
whole  train  at  the  platform.  Even  if  my  train 
had  been  brought  to  a  stand  before  the  calling-on 
arm  was  lowered  I  do  not  think  it  would  have 
prevented  this  accident. 

John  Edward  Hornm\  fireman,  stated  :  1  have 
been  about  10^  years  in  the  service  of  the 
Company,  during  seven  and  a  half  of  which  I 
have  been  a  fireman.  I  was  on  duty  with  driver 
Stead  on  September  5th,  and  I  worked  the  same 
hours  as  he  did  on  that  day  and  on  the  previous 
day.  I  remember  our  train  arriving  at  Harrogate 
north  signial-box.  The  outer  home  signal  was 
off,  and  the  calling-on  arm  under  tlie  inner  homa 
was  also  off  for  us.  When  we  passed  the  signal- 
box  our  speed  was  about  eight  or  ten  miles  per 
hour.  I  sighted  the  train  in  front  of  me  when 
we  had  just  reached  the  station  platform.  At 
that  time  our  speed  was  only  about  four  or  five 
miles  per  hour.  I  shouted  out  to  my  driver 
"  Whoa."  I  am  not  quite  scire  whether  steam  was 
off  previous  to  my  shouting  to  him.  I  think  that 
he  shut  off  steam  immediately  that  I  shouted 
"whoa,"  and  he  then  applied  the  brakes.  The 
brakes  appeared  to  check  the  speed  of  the  train  a 
lot,  and  at  the  time  the  collision  occurred  we 
were  going  very  slow.  I  have  often  run  into 
Harrogate  Station  before  on  trains.  Our  speed 
on  running  into  the  station  on  this  occasion  wa^. 
just  about  the  usual  speed.  I  have  frequently 
previous  seen  trains  admitted  te  Han*ogate  Station 
by  the  calling-on  arm,  and  on  these  occasions  we 
generally  find  a  train  standing  in  the  station  at 
the  top  end  of  the  platform.  I  had  never  found 
a  train  standing  as  far  down  the  platform  as  was. 
the  case  on  this  occasion. 

GJuirles  Bellamy^  guard,  stated :  I  have  been 
17  years  in  the  service  of  the  Company,  during 
seven  of  which  I  have  been  a  guanl.  I  came  on 
duty  on  September  5th  at  1.5  p.ni.  to  work  t(» 
8.50  p.m.  I  came  off  duty  on  the  previous  day 
at  7.30  p.m.  I  was  in  charge  of  the  12.20  p.m. 
up  train  to  London,  and  I  joined  the   train  at 
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Berwick.  My  train  consisted  of  the  following 
carriages  attached  to  the  engine   in  the  order 

given : — 

WlieelB. 

1  brake  third  ..        ...  12 

1  composite...         ...         ...  12 

1  composite...         12 

1  third-class  dining  car    ...      8 
1  'first-class  dining  car      ...       8 

1  composite...         12 

1  brake  third  12 

These  vehicles  were  all  fitted  with  the  Westing- 
house  automatic  brake  working  blocks  on  all  the 
wheels  of  the  train.  The  brakes  were  in  good 
order.    1  was  riding  in  the  rear  brake.    The  first 


I  knew  of  the  collision  was  feeling  that  the  train 
was  brought  to  a  sudden  stop,  and  then  I  went  to 
the  front  and  found  out  what  had  occurred.  I 
did  not  at  first  really  know  that  we  had  been  in 
collision.  I  had  noticed  that  we  were  admitted 
to  the  station  by  the  calling-on  arm.  There  was 
nothing  unusual  about  our  speed  of  entering 
the  station.  I  should  estimate  our  speed  when 
passing  the  signal  cabin  at  seven  or  eight  miles 
per  hour,  and  about  four  at  the  time  the  collision 
occurred.  I  did  not  notice  that  the  brakes  were 
applied  before  the  train  actually  stopped.  I  had 
not  applied  the  brakes  myself,  as  the  speed  of  the 
train  was  so  moderate  that  I  did  not  consider  it 
necessary  to  do  so. 


Concltmon. 

This  collision  must,  I  consider,  be  regarded  as  entirely  due  to  want  of  care  on  the 
part  of  driver  Stead  and  fireman  Homer,  who  were  in  charge  of  the  engine  of  the  12.20 
p.m.  passenger  train. 

That  train  had  been  duly  accepted  from  Dragon  Junction  by  signalman  Hill,  who 
was  on  duty  in  the  Harrogate  nortn  signal  box,  and  driver  Stead  himself  corrpborates 
signalman  Hiirs  statement  that,  when  the  train  was  approaching  the  inner  home  signal, 
its  speed  was  such  that  it  could  have  been  brought  to  a  stand  at  that  point.  Hill  appears, 
therefore,  to  have  been  thoroughly  justified,  in  accordance  with  the  Company's  rules,  in 
lowering  the  calUng-on  arm  for  the  train  to  enter  the  station. 

Both  driver  Stead  and  fireman  Homer  admit  that  it  was  the  calUng-on  arm,  and  not 
the  inner  home  signal,  which  was  lowered  for  them,  and  that  they  passed  that  signal 
under  the  clear  understanding  that  there  was  another  train  in  the  station  in  fi'ont  of 
them.  In  spite,  however,  of  this  knowledge  they  allowed  their  engine  to  come  into- 
collision  with  the  relief  train,  which  was  standing  in  the  station  with  its  rear  end  at  a . 
point  82  yards  firom  the  commencement  of  the  platform. 

Driver  Stead  pleaded  that  he  was  not  acquainted  with  any  rule  of  the  Company 
which  permitted  the  calling-on  arm  to  be  lowered  until  a  train  had  been  brought  to  a 
stand  at  it,  but  he  subsequently  admitted  that,  though  he  was  unacquainted  with  any 
such  rule,  he  knew  perfectly  well  that  it  was  customary  to  do  so,  and  chat  he  himself  had 
fi^uently  been  admitted  to  the  station  under  those  conditions  ;  in  that  respect,  therefore,, 
nothing  unusual  was  done  on  this  occasion,  and,  as  a  matter  of  fact,  everything  that  was 
done  was  entirely  in  accordance  with  the  Company's  rules. 

Stead  further  admitted  that  even  if  his  train  had  been  brought  to  a  stand  at  the  inner 
home  signal  he  did  not  think  that  it  would  have  prevented  the  occurrence  of  this  accident. 
The  fact  of  the  train  not  having  been  brought  to  a  stand  at  the  inner  home  signal  cannot 
therefore  be  regarded  in  any  way  as  absolving  driver  Stead  from  his  responsibility  in 
connection  with  this  accident. 

Both  driver  Stead  and  fireman  Homer  further  state,  firstly,  that  it  was  unusual  when 
admitted  to  the  station  by  the  calling-on  arm  to  find  a  train  so  fiir  down  the  platform  as 
was  the  case  on  this  occasion  ;  and  secondly,  that  the  curvature  of  the  line  and  the  vehicles 
on  the  bay  line  prevented  their  seeing  the  train  in  front  of  them  in  time  to  avert  the 
collision. 

The  first  plea,  viz.,  that  it  was  unusual  to  find  a  train  so  far  down  the  station,  cannot, 
I  consider,  be  accepted  as  any  excuse  for  the  driver  or  fireman  ;  they  were  fully  aware 
that  they  would  find  a  train  somewhere  in  the  staition  in  front  of  them,  and  they  were 
not  justified  in  assuming  that  it  would  be  standing  precisely  where  they  usually  found 
trains. 

As  regards  their  second  plea,  viz.,  that  their  view  was  interfered  with  owing  to  the 
curvature  of  the  line  and  owing  to  the  presence  of  vehicles  in  the  bay  line,  this  is 
undoubtedly  true  to  a  certain  extent,  and  especially  in  the  case  of  the  driver,  whose 
position  was  on  the  outside  of  the  curve.  A  trial  was,  however,  made  on  the  spot  under 
precisely  the  same  conditions  as  obtained  when  the  collision  took  place,  and  it  was  found 
that  the  fireman  could  have  seen  the  rear  end  of  the  train  when  he  was  120  yards  distant 
fi'om  it,  though  the  driver  could  not  do  so  till  he  was  within  about  50  yards  of  it. 
Considering  that  the  driver  and  fireman  were  well  aware  that  there  was  a  train  in  fi'ont 
of  them  it  was  the  duty  of  both  of  them  to  have  kept  a  most  carefiil  look-out,  and  had  the 
fireman  done  so  he  could  have  seen  the  train  in  front  of  him  in  ample  time  to  have 
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prevented  the  collision.  And  at  the  speed  at  which  the  driver  states  that  his  train  was 
moving  he  too  could  have  done  the  same  if  he  had  seen  it  as  soon  as  it  came  within 
his  view. 

There  can,  therefore,  in  my  opinion  be  no  doubt  that  the  responsibility  for  this 
collision  must  rest  on  the  driver  and  fireman  on  account  of  their  not  having  exercised 
sufficient  care  when  entering  the  station. 

The  Company  give  them  both  good  characters,  and  they  had  been  on  duty  eight  and 
a  half  hours  at  the  time  of  the  accident. 

I  have,  &c., 

P.   G.    VON   DONOP, 

The  Assistant  Secretary,  Lieut. -CoL,  R.E. 

Railway  Department,  Board  of  Trade. 


APPENDIX. 


Damage  to  Belirf  Train. 


Tender   of    Engine,  No.   1,930.— Both    inside  Composite,  No.  2,686.— One  end  bracket  broken, 

frames  and  front  buffer  beam  bent,  centre  drag-  Third-class   carriage,   No.  2,671.— Two   head- 

beam  rivets  broken  and  loose,  brake  weigh-bar  stocks,  one  cross  rail,  one  side  panel  broken,  bogie 

dhaCt  damaged.  frame  bent,  floor  deals  all  damaged. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  27th  October. 


SOUTH-EASTERN  AND  CHATHAM  RAILWAY. 

Railway  Department,  Board  of  Trade, 
8,  Richmond  Terrace,  Whitehall,  London,  S.W., 
Sir,  4th  September,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accordance 
with  the  Order  of  the  21st  August,  the  result  of  my  inquiry  into  the  circumstances  under 
which  an  accident  occurred  to  a  passenger  train  on  the  17th  August,  about  9.30  a.m.,  at 
Elephant  and  Castle  Station,  on  the  South-Eastem  and  Chatham  Railway. 

In  this  case  the  9.25  a.m.  down  train  from  Holbom  Viaduct  to  Queenborough  Pier 
was  travelling  over  a  crossing  at  the  north  end  of  the  station,  when  several  of  the  vehicles 
became  derailed.  Some  of  the  coaches  found  their  way  back  to  the  rails,  and  when  the 
train  was  brought  to  a  standstill  just  clear  of  the  station  platform,  only  the  last,  a  four- 
wheeled  brake  van,  was  actually  found  to  be  standing  on  the  ballast.  Several  of  the 
vehicles  were  lock-buffered. 

The  passengers,  fortunately,  all  escaped  actual  injury,  but  one  lady  &inted  from  the 
effects  of  shock. 

The  train  was  composed  of  a  four-wheels-coupled  engine  and  tender,  and  ten  vehicles, 
namely,  four  four-wheeled  brake  and  parcel  vans,  two  eight -wheeled  bogie  composites, 
three  six-wheeled  third-class,  and  a  four-wheeled  brake  van  at  the  rear.  It  was  fitted 
throughout  with  the  continuous  brake,  which  was  in  good  order. 

The  details  of  damage  to  coaching  stock  and  permanent  way  will  be  found  in  the 
Appendix. 

« 

Description. 

Elephant  and  Castle  Station  lies  between  Borough  Road  and  Walworth  Road. 
There  are  four  lines  of  rail  through  these  stations.  The  western  pair  of  lines  is  used  for 
the  Metropolitan  train  service  between  Victoria  and  the  City.  The  eastern  pair  is  for  the 
main  line  service  between  the  City  and  Heme  Hill. 

The  railway  is  laid  on  the  level  between  the  named  points. 

The  four  lines  approach  Elephant  and  Castle  Station  fix)m  the  north  by  a  curve  to  the 
right  with  a  radius  of  35  chains.  After  a  short  length  of  straight  line  over  the  New  Kent 
Road  bridge,  the  two  main  lines  run  through  the  station  on  a  second  curve  to  the  right, 
with  a  radius  of  45  chains.  The  main  lines  are  separated  from  the  Metropolitan  lines  in 
the  station  by  an  island  platform. 
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The  train  in  question  travelled  on  the  down  main  line,  the  most  eastern  of  the  four 
'lines  of  way.  It  approached  the  station  from  the  north,  and  passed  over  three  sets  of 
trailing  points  within  the  limits  of  the  station  yard.  The  first  of  these  connected  the 
down  with  the  up  main  linle  by  a  crossover,  and  was  about  100  yards  from  the  northern 
"extremity  of  the  down  main  platform.  The  second,  about  60  yards  from  the  same  spot, 
gave  access  to  sidings.  The  third  set  of  points,  belonging  to  a  second  up  and  down 
crossover  road,  was  nearly  opposite  to  the  southern  extremity  of  the  down  main 
platform,  which  has  a  length  of  about  115  yards. 

The  point  of  derailment  was  at  the  crossing  of  the  northern  crossover  road  with  the 
(iown  line,  and  the  rear  brake  van  came  to  a  stand  about  27  yards  south  of  the  second 
crossover,  having  run  a  distance  of  about  253  yards  off  the  metals. 

Elephant  and  Cantle  signal  cabin  is  situated  at  the  northern  end  of  the  island 
platform. 

.  Evidence. 


William  George  Wilkinson,  driver,  states :  I 
have  16  years'  service  with  the  Company  as  a 
driver.  My  hours  of  duty  on  Sunday  17th  August 
were  from  7.50  a.m.  till  9.30  p.m.  I  had  an 
interval  of  three  hours  off  duty  from  12  to  3  p.m. 
I  was  driving  the  9.25  a.m.  down  train  Holbom 
Viaduct  to  Queenborough  Pier  on  the  day  in 
question.  My  engine  was  a  four- wheels-coupled 
tender  engine,  chimney  leading.  It  was  fitted 
with  the  Westinghouse  automatic  brake,  with 
blocks  on  the  four  driving  and  six  tender  wheels. 
The  brake  was  in  good  working  order,  and  it  was 
fitted  with  an  ejector  operating  the  vacuum  brake 
on  the  train.  We  ran  through  from  St.  PauFs 
tnthout  being  checked  by  any  signals.  Our  speed 
approaching  Elephant  and  Castle  Station  would 
be  about  30  miles  au  hour.  Whilst  running  past 
the  platform  I  happened  to  look  back  from  the 
right  hand  side  of  the  engine  and  saw  dust  fiying 
from  the  rear  of  the  train.  I  immediately  applied 
the  power  brake,  as  I  thought  something  was 
wrong.  I  applied  the  brake  at  once  to  its  full 
extent,  and  the  train  came  to  a  stand  in  about  its 
own  length.  The  speed  of  the  train  must  have 
»been  decreasing  before  I  applied  the  brake,  other- 
wise we  would  not  have  come  to  a  stand  so 
quickly.  The  engine  kept  the  rails  the  whole 
distance.  I  experienced  no  unusual  movement 
on  the  engine  in  passing  over  the  three  sets  of 
trailing  points  in  the  station  yard.  I  got  down 
off  the  engine  after  coming  to  a  stand,  and  went 
back  and  found  the  rear  brake  with  all  four 
wheels  off  the  rails.  Five  or  six  of  the  coaches 
were  lock  buffered.  I  saw  platelayers  working 
on  the  down  main  as  we  approached  the  station. 
They  got  out  of  the  way,  but  showed  me  no  flag 
and  gave  no  signal.  I  cannot  say  whether  the 
power  brake  had  been  applied  from  the  rear  of 
the  train  before  I  made  my  application. 

Jaaeph  Austin^  fireman,  states:  I  have  about 
seven  years'  service  as  fireman.  I  was  with  driver 
Wilkinson  on  the  day  of  the  accident,  and  my 
hours  of  duty  were  the  same  as  his.  I  came  off 
duty  at  1.30  a.m.  on  Sunday  morning,  having  done 
a  special  tour  of  driving  on  Saturday  night.  This 
extra  tour  was  quite  exceptional.  I  had  no  idea 
that  anything  was  wrong  with  the  9.25  a.m.  train, 
until  my  mate  applied  the  power  brake.  I.  had 
not  noticed  any  slackening  of  our  speed  before  he 
made  the  application.  I  saw  the  men  in  the 
permanent  way  jump  clear  of  the  down  main 
line  as  we  neared  the  station.  I  heard  no  noise 
of  shouting,  and  saw  them  give  no  signal.  I  saw 
no  one  else  on  the  line  before  we  rt>ached  the  men 
who  were  engaged  in  working  on  the  down  main 
line. 

Harry  Peacoc/e,  signalman,  states  :  T  have  eight 
years'  service  as  signalman  and  have  been  five 
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years  at  Elephant  and  Castle  signal  cabin.  My 
hours  of  duty  on  17th  August  were  from  6  a.m. 
till  2  p^m.  Borough  Road  cabin  is  switched  out 
on  Sundays,  and  the  9.25  a.m.  train  ex-Holbom 
Viaduct  was  signalled  to  me  from  Charlotte  Street 
Junction  and  accepted  at  once.  I  pulled  off  all 
the  down  signals  for  the  train.  I  haid  instructions 
on  the  special  notice  sheet  to  block  the  down  main 
lino  from  10  a.m.  till  5  p.m.  on  the  day  in  question* 
The  ganger  has  to  sign  my  train  book  before  -he 
takes  possession  of  a  line.  Ganger  Miles  was  in 
charge  of  the  permanent  way  between  Borough 
Boad  and  Elephant  and  Castle  Stations*  1  expected 
him  therefore  to  come  to  the  cabin  about  10  a.m. 
to  sign  the  book.  For  ordinary  platelaying  work,, 
which  does  not  involve  blocking  the  line,  the 
ganger  is  not  obliged  to  give  me  notice  of  the 
work.  On  the  17th  of  August  Miles  came  to  my 
cabin  about  9  a.m.  and  asked  me  if  I  had  seen  the 
special  notice  above  referred  to.  I  said,  ^^  Tes." 
I  asked  him  if  he  would  block  the  line  after  the 
boat  train  leaving  Holborn  at  9.55  had  passed. 
This  train  is  due  to  pass  Elephimt  and  Castle^ 
Station  about  10.2  a.m.  He  said,  <'Yes."  He 
told  me  then  that  he  was  going  to  renew  some- 
chairs  on  the  down  main.  I  said,  "  During  the 
time  you  have  possession  of  the  line  ? "  He 
replied,  *'  Yes."  After  that  as  he  was  leaving  the 
box  he  said,  "  I  am  going  to  get  ready  for  the 
work."  Then  he  went  away.  I  was  booking  a 
Metropolitan  down  train  when  the  9.25  a.m.  was 
approaching  the  station.  I  heard  the  levers  con- 
trolling the  points  on  the  down  main  line  rattle, 
so  I  went  to  the  window,  and  saw  the  second  or 
third  coach  of  the  9.25  a.m.  train  as  it  pas^d 
my  box.  It  was  running  off  the  rails  towards 
the  six-foot-way.  I  went  back  at  once  to  the 
frame.  I  had  pulled  off  the  up  main  home  signal 
for  a  South-Western  train.  I  threw  this  signal  to 
danger.  I  then  put  the  Sykes  switch  in  position 
to  prevent  the  down  main  instrument  at  Charlott-e 
Street  Junction  from  showing  **  Line  clear  "  after 
T  put  the  down  main  starting  signal  to  danger. 
I  then  placed  the  down  main  distant,  home  and 
starting  signals  in  the  danger  position.  The 
engine  I  should  judge  would  at  this  moment  be 
passing  the  down  main  starting  signal.  I  then 
telephoned  to  Walworth  Road  to  stop  th«  up 
South- Western  train.  Whilst  telephoning  I  saw 
the  two  last  coaches  of  the  9.25  a.m.  running  past 
the  platform,  but  I  cannot  say  for  certain  whether 
they  were  off  the  rails  or  not.  I  should  judge 
that  the  train  was  travelling  at  its  usual  rate  of 
speed  when  I  first  saw  that  one  of  the  coaches 
was  derailed,  possibly  about  25  miles  an  hour, 
A  ganger  has  to  inform  the  signalman  concerned, 
and  sign  his  train  book  only  when  his  work  on 
tho  permanent  way  necessitates  the  actual  blocking 
of  the  line  concerned. 

Q2 
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.     John  Tooley^  passenger  guard,  states :   I  have 
^3  years'  service  with  the  Company  as  passenger 
gnard.    My  hours  of  duty  on  Sunday  17th  August 
.were  from  8.30  a.m.  till  8.30  p.m.    I  came  oflf 
duty  on*  the  preceding  Saturday  night  at  7.40  p.m. 
I  was  head  guard  of  the  9.25  p.m.  down  train  on 
the  day  in  question,  and  was  riding  in  the  second 
-vehicle  behind  the  engine.    The  train  was  com- 
posed  of   the  following  vehicles  in  the    order 
.named : — 

1  4- wheeled  parcel  van. 

1  4-wheeled  brake  van. 

2  4-wheeled  parcel  vans. 

2  8-wheeled  bogie  composites. 

3  6- wheeled  3rd  class  coaches. 
1  4-wheeled  brake  van. 

All  the  wheels  were  fitted  with  blocks  operated 
by  the  Vacuum  continuous  brake,  except  the 
centre  pairs  of  wheels  in  the  six-wheeled 
coaches.  The  brake  was  in  good  working  order. 
As  we  were  approaching   Elephant  and  Castle 

•Station,  somewhere  abcut  the  New  Kent  Roi^d 
bridge,  I  noticed  my  brake  van  give  a  jump  as  if 

»it  had  struck  something  or  run  into  something,  so 
I    looked    out    on    the   platform  side   and    saw 

'nothing  owing  to  the  curve  of  the  line.    I  then 

-^went  across  Xo  the  six-foot  side,  and  saw  there 

•was  something  amiss  with  the  rear  part  of  the 
train,  because  of  the  dust  that  was  rising.     I  went 

-to  the  brake  and  applied  the  vacuum  hard  on, 
and  held  the  handle  down  till  the  train  came  to  a 
stand.    We  were   then   about   the    end    of   the 

-covered  way  in  the  station.  When  the  train  stopped, 

•  I  got  down  on  to  the  ballast  in  the  six-foot- way, 
and  went  back  to  the  rear  of  the  train,  and  found 
the  last  vehicle  was  off  the  road.  The  train  was 
pretty  full  of  passengers  in  the  rear  portion,  but 
none  of  them  actually  complained  of  injuries. 
I  noticed  that  there  were  axle-boxes  broken  on 
both  sides  of  the  train  in  various  coaches,  and 

•that  some  of  the  carriages  were  buffer  locked. 
The  signalman  came  down  and  I  ascertained  he 
had  taken  the   necessary  precautions  to  protect 

^the  train. 

« 

.  William  Miles,  ganger,  st«tes:  I  have  about 
36  years'  service  with  the  Company,  and  have 
been  ganger  since  February,  1890.  My  section 
extends  from  Borough  Road  Station  to  Penrose 
Street,  between  Walworth  Road  and  Elephant 
3nd  Castle.  I  have  charge  of  all  four  roads  (two 
Metropolitan  and  two  main  lines),  for  this  length 
of  about  70  chains.  1  have  five  men  in  my 
gang.  I  received  instructions  from  Mr.  Archer, 
permanent  way  inspector,  to  block  the  down  main 
,line  from  10  a.m.  till  5  p.m.  on  the  17th  August, 
for  the  purpose  of  repairs  to  a  bridge  between 
^Borough  Hoad  and  Elephant  and  Castle  Stations. 
He  also  gave  me  permission  to  renew  some  chairs 
'\n  this  length,  but  he  did  not  instruct  me  to  do 
»this  work  between  any  specified  hours.  I  came 
out  on  work  about  9  a.m.  and  went  to  the  signal 
cabin.  1  told  signalman  Peacock  that  I  was 
going  to  renew  some  chairs.  I  did  not  tell  him 
when  I  was  going  to  commence  this  work.    I 


asked  him  if  he  knew  that  the  down  main  line  was 
to  be  blocked  at  10  a.m.,  and  he  said  "Yes.** 
I  then  left  the  cabin,  and  took  out  a  G  chair  on 
the  six-foot  side  of  the  down  main  line  crossing 
of  the  up  and  down  crossover  road  at  the  north 
end  of  the  station.  I  ought  to  have  blocked  the 
road  for  this  operation,  but  did  not  do  so,  because 
I  thought  I  had  time  between  the  running  of 
trains  to  do  the  work  without  blocking  the  line. 
The  running  wing  rail  was  lifted,  and  I  was 
putting  in  the  keys  of  the  A  and  B  chairs  of  the 
crossing  when  the  9.25  a.m.  train  approached. 
The  new  C  chair  was  under  the  rails,  but  not  in 
its  proper  position  when  the  train  ran  over  it. 
I  had  no  fbagman  out  on  the  dow:n  line  whilst 
carrying  out  the  renewal  of  the  chairs.  I  had 
four  men  with  me  that  morning.  One  of  these  I 
had  sent  for  an  adze,  anotber  for  spikes.  I  had 
therefore  only  two  men  left  and  could  not  send 
out  a  flagman,  which  I  know  it  is  my  duty  to  do. 
I  watched  the  train  run  over  the  crossing,  and  I 
saw  the  bolts  in  the  rail-joint  ahead  of  the 
crossing  break,  and  the  keys  shake  out  of  both 
the  '*  A  "  and  the  "  B  •'  chairs.  I  could  see  there 
was  one  coach  at  least  off  the  rails  in  the  middle 
of  the  train,  and  one  coach  off  at  the  rear  of  the 
train. 

Richard  Arclwr,  permanent  way  inspector, 
states  :  My  district  extends  from  Victoria  to  Snow 
Hill,  and  also  to  Penge.  I  told  ganger  Miles  to 
come  out  on  Sunday  (17th  August)  morning  and 
block  (No.  4)  the  down  main  line,  for  the  purpose 
of  bridge  repairs,  between  Borough  Road  and 
Elephant  and  Castle.  I  also  told  him  that  he 
could  renew  the  cro^^sing  chairs  at  the  up  and 
down  crossover  north  ol  Elephant  and  Casde 
Station  during  the  time  the  line  was  blocked. 
The  line  was  to  be  blocked  from  10  a.m  till  5  p.m. 
He  asked  me  on  the  15th  inst.  if  he  could  renew 
these  chairs.  1  told  him  specifically  that  he 
could  do  the  work  during  the  time  the  line  was 
blocked.  I  also  told  him  he  might  bring  his 
other  men  out.  He  has  five  men  brides  himself| 
but  one  was  ill.  Allowing  one  man  for  a  flagman, 
he  would  therefore  have  three  other  men  left  to 
renew  the  chairs.  He  was  not  concerned  with 
the  bridge  repair  work,  except  so  far  that  it  was 
his  duty  to  have  a  flagman  out  for  the  protection 
of  the  road  which  was  to  be  blocked.  It  would 
not  be  possible  to  renew  a  C  chair  withoat 
obstructing  the  running  road,  and  the  ganger 
should  therefore  have  acted  in  accordance  with 
paragraphs  250  and  251  of  the  Book  of  Rules  and 
Regulations.  Ordinary  chairs  can  sometimes  be 
renewed  without  blocking  the  line,  but  not 
crossing  chairs.  In  my  opinion  ganger  Miles  is 
responsible  for  the  accident  in  not  carrying  out 
the  regulations.  I  have  been  16  years  in  charge 
of  this  district,  and  Miles  has  been  one  of  my 
gangers  for  12  years.  I  have  found  him  hitherto 
a  respectable,  reliable  man.  I  have  had  no 
occasion  to  report  him  for  irregularities.  I  have 
heard  that  of  late  he  has  had  many  family 
anxieties  and  troubles. 


Condimon. 

It  is  clear  that  this  derailment  was  caused  by  the  condition  of  the  permanent  way  at 
the  crossino-  of  the  main  line  crossover  road  at  the  north  end  of  Elephant  and  Castle 
Station.  Ganger  Miles  states  that  the  "  C  "  chair,  holding  the  two  crossing  rails  and  both 
.  wing  rails,  was  not  in  position,  and  the  keys  of  both  the  "  A  "  chair  at  me  knee  of  the 
crossing  and  the  "  B  "  chair  at  the  point  of  the  crossing  were  so  loosely  in  position  that 
they  shook  out  as  the  engine  passed  over  the  crossing.  The  running  wing  rail  must 
have  been  thrown  out  of  position  by  the  engine,  and  the  derailment  of  the  coaches 
followed. 
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It  is  difficult  to  say  for  certain  how  many  of  the  vehicles  were  derailed,  but  from  the 
Appendix  it  will  be  seen  that  five  out  of  the  ten  carriages  had  one  or  more  axle  boxes 
broken,  and  it  appears  to  be  probable  from  these  broken  axle  boxes  and  the  locked  buffers 
that  at  least  eight  out  of  the  ten  coaches  were  off  the  rails  for  a  shorter  or  a  longer  period, 
first  towards  the  six-foot  way,  where  a  ground  disc  signal  was  broken,  and  afterwards 
towards  the  platform.  There  are  marks  to  show  that  some  of  the  vehicles  regained  the 
rails  at  the  main  line  crossing  at  the  south  end  of  the  station. 

The  responsibility  for  permitting  the  train  to  travel  over  the  line  when  it  was,  as 
above  explained,  in  an  unsafe  condition,  rests  with  ganger  Miles. 

He  appears  to  have  had  instructions  from  inspector  Archer  to  carry  out  renewals  of 
these  crossing  chairs  during  the  time  that  the  down  main  line  was,  in  accordance  with 
special  instructions,  to  be  blocked  for  bridge  repair  work,  viz.,  between  the  hours  of 
10  a.m.  and  5  p.m.  In  a  conversation  with  signalman  Peacock,  Miles  assented  to  the 
proposal  to  block  the  road  after .  the  boat  train  due  at  10.2  had  passed.  Ins(:ead  of 
waiting  until  the  line  had  been  blocked,  Miles  appears  to  have  commenced  work  about 
9.15  a.m.,  and  to  have  removed  a  crossing  chair  and  keys  of  two  or  three  other  chairs 
without  sending  out  a  flagman,  and  without  warning  the  signalman  of  his  intention.  He 
admits  that  it  was  his  duty  to  have  blocked  the  line  before  commencing  the  work  he  was 
engaged  upon. 

I  find,  therefore,  that  the  whole  blame  for  this  accident  Ues  with  ganger  Miles,  in  that 
he  neglected  the  ordinary  regulations  and  precautions  laid  down  for  the  protection  of 
trains  during  an  operation  involving  the  obstruction  of  a  running  road. 

Miles  has  been  in  the  service  of  the  Company  for  36  years,  and  has  been  in  the 

responsible  position  of  ganger  or  foreman  in  charge  of  a  section  of  permanent  way  for 

more  than  12  years.     His  character  hitherto  has  been  that  of  a  reliable  and  trustworthy 

man.     It  is  the  more  difficult  to  understand  how  he  could  have  been  so  culpably  negligent 

in  this  instance. 

It  is,  however,  too  often  the  case  that  permanent  way  men  in  carrying  out  renewals  of 
chairs  and  sleepers  appear  to  be  careless  of  the  rules  and  regulations  which  have  been  laid 
down  not  only  for  the  safety  of  the  traffic  on  the  'railway  but  for  their  own  safety  also. 
There  have  been  of  late  a  series  of  derailments  which  give  ground  for  this  contention. 
1  may  quote  as  examples  the  accident  on  the  Glasgow  and  South- Western  Railway  at 
Kilmarnock  Station,  on  the  19th  May,  and  that  at  West  Croydon  Station,  on  the  London, 
Brighton  and  South  Coast  Railway,  on  the  9th  July. 

This  carelessness  and  neglect  of  rules  argues,  in  my  opinion,  a  lack  of  discipline  in 
the  maintenance  staff,  the  growth  of  which  Railway  Companies  should  do  all  in  their 
power  to  summarily  check. 

I  have,  ifcc. 
The  Assistant  Secretary,  J.  W.  Prinolb, 

Railway  Department,  Board  of  Trade.  Major ^  B.E. 


APPENDIX. 


Damage  to  Coaching  Stock. 


No.  348,  luggage  van,  buffers  bent  and  one  end 
grazed. 

No.  39,  brake  van,  buffers  bent  and  one. end 
grazed. 

No.  221,  luggage  van,  two  buffers  bent,  and 
axle-box  broken. 

No.  223,  luggage  van,  two  axle-boxes  broken, 
and  brake  work  damaged. 

No.  1,157,  composite  carriage,  no  damage. 

No.  3450,  composite  carriage,  one  axle  box 
broken. 


No.  3,338,  third-class  carriage,  one  buffer  bent ; 
four  axle-guards  bent,  and  axle-box  broken. 

No.  3,122,  third-class  carriage,  two  buffers  bent, 
two  axle-guards  bent,  and  one  step-board  damaged. 

No.  3,346,  third-class  carriage,  one  bent  buffer ; 
two  axle-guards  bent ;  step-board  damaged,  and 
bearing  spring  broken. 

No.  290,  brake  van,  two  buffers  bent ;  two 
axle-guards  bent ;  two  step-boards  damaged,  and 
two  axle-boxes  broken. 


Damagb  to  Pkbmanbnt  Way. 


One  14-f  t.  wing  rail  broken ;  one  30-f  t.  rail 
bent ;  two  12-ft.  switches  broken ;  five  force- 
rods  broken ;  three  crossing  chairs  broken ;  five 
heel  chairs  broken ;  seven  slide  chairs  broken  ; 


four  check  chairs  broken ;  165  middle  chairs 
broken  ;  four  joint  chairs  broken  ;  104  fish  bolts, 
29  stud  bolts,  10  joint  chair  bolts,  six  sleepers, 
610  trenails,  and  150  keys  replaced. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  2nd  October. 
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Railway  Department,  Board  of  Trade^ 
8,  Riobmond  Terrace^  Whitehall,  London,  S.W.,  » 
-Sib,  September  13,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  your  Order  of  the  22nd  August,  the  result  of  my  enquiry  into  the  catisfe 
of  ijie  collision  which  occurred  on  the  16tih  August,  between  two  mineral  toiins  in 
Gyluchy  Tannel,  on  the  South  Wales  Mineral  Railway, 

In  this  case  the  4  p.m.  train  fix)m  Incline  Top,  Briton  Ferry,  came  into  collision  with 
(the  4;30  p.m.  train  from  Glyncorrwg,  while  the  two  trains  were  running  in  opposite 
directions  on  the  single  line  of  railway. 

.  Each  train  consisted  of  a  six-wheels-coupled  tank  engine  fitted  with  hand  brakes  ob 
lall  six:  wheels,  an  empty  coal  truck,  and  a  guard's  van. 

The  engine  of  the  train  from  Glyncorrwg  wag  running  bunker  first. 
!     »  The  drivers  and  firemen  of  both  engines  were  injured,  the  driver  of  •  the  engine  frohi 
4iicline(  Top  severely,  ^aud  a  cashier  of  the  Glyncorrwg  Colliery  Compiiny,  who  was  riding^ 
<H]i  the  «iginefrom 'Glyncorrwg,  and  seven  passengers^ who  had  pfermission  to  ride  itt  the 
guard's  van  were  severely  injured ;  two  of  the  latter  succumbing  to  their  injuries. 
1  Details  of  danc^age  to  rolling  stock  are  given  in  the  Appendix. 
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Deacriptivn. 


1 1 


This  line  is  used  for  mineral  trains  only,  aiud  is  not  equipped  in  any  way  for 
passenger  traffic.  It  is  about  12  miles  in  length  fix>m  Briton  Ferry  to  Glyncorrwg,  and 
between  Briton  Ferry  and  Incline  Top  is  a  steep  incline  of  about  1  in  10,  the  coal 
waggons  being  let  down  this  by  means  of  a  wire  cable  conta^lled  by  a  braked  wheel  at  the 
bead  of  the  incline. 

From  Incline  sTop  to  Glyncorrwg  the  line  is  a  single  one,  about  11  miles  in  length, 
with  passing'  places  for  trains  at  Ton  Mawr  and  Cymmer,  3i  and  7f  miles  respectively 
from  Incline  Top. 

At  Ton  Mawr  a  connection  is  made  with  a  branch  pf  the  Port  Talbot  Railway,  and 
at  this  place  is  a  signal  box  for  working  the  traffic  on  to  tand  off  that  railway.  * 

The  signalman  is  appointed  by  Ae  Glyncorrwg  Colliery  Company,  and  the  Port 
'.Talbot  Company  pay  half  his  wages.  This  signal  box* is  in  telephonic  communication 
with  Incline  Top  only.  •    .    ' 

At  Cymmer  there  is  a  small  office  and  a  weighbridge  with  telegraphic  communication 
to  both  Incline  Top  and  Glyncorrwg.  At  this  place  there  is  a  siding'  connection  with 
the  Great.  Western  Kail  way. 

There  are  three  trains  daily  each  way^  timed  to  pass  at  Cymmer  unless  special 
instructions  are  issued  by  the  traffic  manager  at  Briton  Ferry  or  Glyncorrwg  for  the 
trains  to  be  worked  otherwise. 

The  gradients  are  not  severe  for  this  class  of  line,  the  steepest  being  1  in  70,  and  the 
trains  are  not  as  a  rule  very  heavy. 

Evidence. 


Arthur  Steely  Traffic  Manager  of  the  South 
Wales  Mineral   Railway  from  Briton  Ferry  to 
Incline  Top,  states  :  This  line  is  roughly  12  miles 
long  from  Briton  Ferry  to  Glyncorrwg.    From 
Inclihe  Top  which  is  one  mile  from  Briton  Ferry, 
the  line  is  single  with  two  passing  places  at  Ton 
Mawr  and  Cymmer  respectively.    There  is  tele- 
graphic communication  between  Incline  Top  and 
Cymmer  and  between  Cymmer  and  Glyncorrwg. 
There    is    telephonic    communication    between 
lacline  Top  and  Ton  MaTTr,  but  none  between 
,  Ton  Mawr  and  Cymmer.    There  are  three  trains 
,  a4ay  between  Glyncorrwg  and  Incline  Top.    The 
'  standing  regulations  are  that  they  pass  each  other 
at  Cymmer,  and  no  special  instructions  should  be 
given  to  alter  the  standing  orders' unfH  communi- 
cation has  been  got  through  from  both  departing 
points  that  the  road  is  clear.     There  were  no 


printed  in^thxctions  at  the  time  of  the  accident* 
There  had  been  some  previously,  but  they  had 
fallen  intb  disuse.  Instructions  should ,  only 
be  given  for  special  working  by  me  at  Briton 
Ferry  end  aiid  Mr.  Matthew  Evans  or  his  assistant 
at  the  GlyntJbrrwg  end  of  the  line.  I  gave  no 
special  instructions  on  the  16th  August^  the  day 
of  the  accident.  I  have  been  35  years  connected 
with  the  line  and  this  has  been  the  method  of 
working  all  that  time,  and  there  has  been  nothing- 
approaching  a  collision  before.  The  line  has 
never  been  passed  for  passenger  traf&c,  and  theii& 
are  no  instructions  given  to  \h%  employees  as  to 
carrying  passengers,  beyond  an  order  to  prohibit 
their  riding  on  the  engine,  and  it  has  always  been 
the  custom  for  passengers  to  ride  in  the  brake 
vans  of  trains.  No  clu^ge  has  ever  been  made  to 
passengers.    Formerly  this  railway  v^as  the  only 
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means  of  communication  with  Gljncorrwg  ;  now 
there  are  the  Great  Western  Railway  and  Rhoadda 
and  Swansea  Bay  Railway,  which  both  ran  to 
Cymmer  about  3  miles  from  Glyncorrwg,  by 
-^Wiich  passengers  can  get  on  to  the  main  line 
system,  but  Neath,  the  marketing  place  for 
Glyncorrwg,  is  twiqe  the  distance  1^7  either  of 
tjiose  lines. 

W.  Matthew  Evans  states  : '  I  ain  the  traflSc 
manager  for  the  section  of  the  line  between 
lAcline  Top  and  Glyncorrwg.  I  have  heard 
Hr.  Steers  evidence,  and  agree  with  it  as  to  the 
method  of  working  the  line,  On  the  16th  August 
the  third  down  train  left  Glyncorrwg  about 
4^90  p.m.  1  gav^  no  instructions  as  to  any  special 
working  of  this  train.  I  was  not  on  duty  at  the 
time«  and  George  Stephens,  telegraphic  and  traf^c 
clerk,  was  in  charge  at  the  time  at  Glyncorrwg. 
I  am  colliery  manager  as  well  as  traffic  manager, 
and  the  despatch  of  trains  has  always  been  carried 
out  by  the  trafiSc  clerk. 

•  .  '  .       *       *        .■ 

George  Stephens,  traffic  and  telegraph  clerk  at 
Glyncorrwg,  states :  My  duties  are  to  despatch 
coal,  label  waggons,  and  to  signal  the  departure  of 
trsdns  by  wire  to  Oymmer  and  Briton  Ferry. 
There  ^re  three  trains  a  day  from  Glyncorrwg ; 
the  first  at  9  a.m.,  the  second  ^t  12.50  p.m.  and  the 
third  about  4.30  p.m.,  and  at  those  times  I  tell  the 
driver  to  start  without  previously  ascertaining 
that  the  section  to  Cymmer  is  clear.  Our  standing 
instructions  are  that  trains  are  to  pass  at  Cymmer, 

Sd  „  if  ,^rains  are  required  to  cross  at  Ton  Mawr 
e  instructions  are  to  have  line  clear  to  Ton 
Mawr.  Line  clear  to  Ton  Mawr  is  obtained  by 
Wiring  to  Incline  Top,  and  Incline  Top  communi- 
cating^ with  Ton  Mawr  and  th^en  feline  Top 
sending  the  reply  to  Glyncorrwg,  On  the 
16th  August  I  gave  no  special  instructions  to 
Rowland  Hughes,  the  driver  of  the  third  train, 
ahd  acccording  to  the  standing  orders  he  should 
have  waited  at  Cymmer  to  cross  the,  up  train.  I 
did  not  tell  Hughes  to  start  on  the  I6th,  as  I  was 
at  the  office,  and  the  train  started  from  the  siding 
about  25  yards  away.  On  this  occasion  there  were 
tio  coal  waggons,  so  the  train  left  at  the  scheduled 
timei;  if  there  had  been  coal  waggons!  should 
luive  told  him  to  start,  On  the  16th  Mr.  Perrott, 
the  cashier  of  the  Company  who  was  in  Glyncorrwg 
and  who  was  returning  by  the  third  train  said  to 
me,  "  Mr.  Tallamy  got  home  in  good  time  a  fort- 
night to-day,  he. took  the  engine  to  Ton  Mawr, 
I  am  going  to  take  the  engine  through  to  Ton 
Mawr."  I  said  "  All  right,  you  arrange  at  Cjippier," 
the  same  as  Mr.  Tallamy  had  done.  I  knew  that 
Mr.  Tallamy  had  done  this  and  it  was  with  my 
knowledge  and  sanction,  and  I  understood  when 
Mr.  Perrott  spoke  to  me  about  it,  that  he  wanted 
to  do  the  same,  and  I  was  quite  willing  that  he 
should  have  the  same  advantage.  Hughes,  the 
driver,  was  not  present  when  I  hiad  this  conversa- 
tion with  Mr.  Perrott  Hughes  told  me  he 
was  going  through  to  Ton  Mawr  and  I  said, 
'*  All  right.**  I  gave  him  to  understand  that  it  waa 
all  right.  As  the  train  started  I  wired  to  Cymmer 
that  the  train  had  started  but  got  no  reply,  and 
then  I  wired  to  Ineline  Top  to  ask  where  the 
other  engine  was ;  by  that  time  the  Glyncorrwg 
engine  had  gone  away  and  was  beyond  my 
control.  >  I  received  a  message  from  Incline  Top, 
'*  Engine  just  left."  I  told  Incline  Top  to  tele- 
phone to  Ton  Mawr  to  stop  the  up  train,  but  got 
no^/reply  as  there  was  no  one  at  the  Ton, Mawr 
signal  box.  When  I  let  the  Glyncojjrwg  train  go 
without  first  ascertaining  that  the  section  to  Ton 
M&wr  was  dear,  I  did  so  6n  the  understanding 
that  Mr.  Perrott  wis  t<y  make  the  arrangements  at 
Cymmer  for  the  two  trains  to  pass  at  Ton  Mawr. 
Mr.  Perrott  said  he  would  do  this. 


John  Perrott^  cashier  to  the  Glyncorrwg  Col- 
liery Company,  states :  On  the  16th  August  I  was 
returning  by  the  third  train  from  Glyncorrwg  to 
Briton  Ferry,  and  I  asked  Mr.  Stephens  if  we 
could  go  on  to  Ton  Mawr,  instead  of  having  the 
long  wait  at  Cymmer  as  usual.  He  said, '^  All 
right"  I  know  that  the  standing  InstrnctionB  arci 
that  trains  pass  at  Cymmer.  When  Mr.  Stephens 
said  '*All  right"  about  passing  at  Ton  Mawr,  ^e. 
said  nothing  about  my  making  arrangements  at 
Cymmer  for  the  trains  to  pass  at  Ton  MavTr. 
After  finishing  the  payments,  I  went  out  of  the 
office  ^it)i  Mr.  Stephens  and  met  Rowland  Blogh^ 
the  driver.,  just  outside,  and  said  to  him,  "  Geoi^e, 
(t.«.,  Mr.  Stephens),  says  we  can  pass  at  Ton  Mawr 
thi^  trip."  Hughes  then  asked  Mr.  Stephens  ^*  Is 
that  right  ? "  and  Mr.  Stephens  said  "All  rightj" 
Bugh^  then  brought  the  engine,  out  ready 
to  go  away,  and  befqre  he  left  he  ags^n  aske^ 
Mr.  Stephens  if  it  was  all  right  to  go  on  to 
Ton  Mawr,  and  Mr.  Stephens  said  **Yes."  Mr. 
Stephens  walked  towards  the  office  after  the  first 
conversation,  and  I  thought  that  he  had  gOQ^ 
there  to  wire  to  Inpline  Top  to  make,  ihe  ar- 
rangements. I  had  toid  nothing  to  Rowland 
Hughes  before  speaking  to  Mr.  Stephens  about 
running  on  to  Ton  Mawr.  t  am  quite  sure  that 
Mr.  Stephens  said  nothing  to  me  about  making, 
any  arrangements  at  Cymmer^  I  was  riding  qUi 
the  engine  of  the  train  on  the  journey  down.        ^ 

Rowland  Hughes,  engine  driver,  states  c  I  have 
be^i  36  years  in  the  Company's  service,  28  years 
as  driver.  I  came  on  duty  at  5.45  a.m.  on 
16th  August  to  work  till  5  p.m.  or  5.30  p.nu^ 
having  previously  come  off  duty  about  6  p.ni, 
on  15th.  The  standing  orders  are  for  trahU'W 
pass  at  Cymmer,  and  besides  Mr.  Evans  MA' 
Stephens  gives  instructions  as  to  any  departure 
from  these  orders  at  the  Glyncorrwg  end  of  the 
line.  On  the  16th  I  drove  the  third  train  down, 
and  Mr.  Stephens  instructed  me  to  go  on  to 
Ton  Mawr,  but  I  stopped  at  Cymmer  for  a  few 
minutes.  I  saw  no  signalman  there  in  the  bQX| 
but  I  did  not  look  for  him  as  I  had  orders  to  go 
on  to  Ton  Mawr,  so  I  proceeded.  If  the  signal- 
man had  wanted  to  have  stopped  me  thei^,  he 
would  have  come  out  and  signalled  to  me  by  hand. 
When  I  was  half-way  through  Gyluchy  tunnel,  I 
saw  the  up  train  enter  the  tunnel ;  I  applied  the 
brakes,  and  did  all  I  could  to  stop  the  ^in,  and 
I  did  BO  before  the  collision  occurred.  I  was 
running  bunber  first  at  the  time.  My  engine  was 
a,  six-wheels-c^upled  tank  engine,  fitted  wit]|m 
hand  brakes  only  on  all  six  wheels.  I  have  always 
observed  the  rule  of  crossing  the  other  train  s^t 
Cymmer,  unless  given  special  instructions  to  go  on 
to  Ton  Mawr.  The  first  I  heeurd  of  going  on  to 
Ton  Mawr  on  this  occasion,  was  when  Mr.  Perrotf 
and  Mr.  Stephens  were  just  outside  the  office,  an4 
I  heard  nothing  from  Mr.  Stephens  as  to  an^ 
arrangements  being  made  at  Cymmer.  I  drove  the 
same  train  a  fortnight  previously,  and  then  I  was 
told  nothing  at  Glyncorrwg  s^piout  passing  aUt 
Ton  Mawr,  but  }/Lt.  Tallamy  left  the  engine  at 
Cymmer  and  went  to  the  Bignal-i>ox,  ah  1  when  he 
returned  said  he  had  made  arrangements  to  pass 
at  Ton  Mawr^  which  wp  did.      > 

W.  J.  Revell  states :  I  come  on  as  relief  man 
at  Cymmer  once  a  year  for  a  fortnight,  and  my 
duties  lire  chiefiy  to  weigh  the  coal  waggons 
proceeding  on  to  other  lines.  It  has  always  b4en  my 
custom  to.l^nve-.work  by  t^e  seooi;i4  i;vaiaf  pft 
Saturdays,  as  no.  coal  comes  down  by  the  ^hi^ 
train.  On  the  l6tt  August  I  told  driver  Rowland 
Hughes  that  1  was '  going  by  the  second  dbwii 
train  when  ho  passed  with  tho  up  itf^ki  whtoii 
crossed  it  at  Cymmer,  and  I  locked  the  office  up 
before  leaving  at  about  1.30  p.m. 
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Conclusion. 

m 

The  South  Wales  Mineral  Railway  on  which  this  collision  occurred  is  as  its  name 
implies  used  for  mineral  traffic  only,  it  has  never  been  inspected  on  behalf  of  the  Board  of 
Trade,  and  is  not  equipped  in  any  way  for  the  conveyance  of  passengers. 

Its  termination  at  Glyncorrwg  lies  in  a  district  difficult  of  access,  and  ever  since  the 
line  was  first  opened  over  40  years  ago,  it  has  been  the  custom  to  allow  people  residing  in 
the  neighbourhood  to  ride  in  the  empty  trucks  or  brake  vans  of  the  trains,  in  order  to  go 
to  and  from  Neath,  2  or  3  miles  distant  from  Incline  Top,  to  do  their  marketing.  I  am 
informed  by  the  officials  of  the  railway  that  no  charge  has  ever  been  made  to  anybody  for 
this  privilege,  so  that  such  persons  are  not  passengers  in  the  ordinary  sense  of  the  word. 

The  traffic  on  the  line  is  worked  in  a  method  that  is  not  permitted  on  a  passenger 
line,  but  if  the  authorized  instructions  had  been  carried  out  no  such  collision  as  the  one 
now  reported  on  could  have  happened,  and  I  am  informed  no  similar  one  has  occurred 
since  the  line  was  first  opened. 

The  line  is  a  single  one  and  the  standing  instructions  at  the  time  of  the  collision 
were,  ^^  that  trains  pass  each  other  at  Cymmer  unless  special  instructions  to  pass  at  Ton 
Mawr  are  issued,  and  no  such  special  instructions  are  to  be  given  until  communication 
has  been  got  through  from  both  departing  points  that  the  line  is  clear." 

On  Saturday  16th  August,  Mr.  Perrott,  a  cashier  of  the  Colliery  Company,  was  going 
down  from  Glyncorrwg  by  the  third  train,  and  as  he  was  anxious  to  get  to  Briton  Ferry 
as  soon  as  possible,  asked  Mr.  Stephens,  the  traffic  and  telegraph  clerk  at  Glyncorrwg,  if 
the  train  could  run  through  to  Ton  Mawr,  and  pass  the  up  train  there  instead  of  waiting 
for  it  at  Cymmer. 

The  conversation  between  the  two  on  this  subject  was  held  in  the  presence  of  no  one 
else,  and  the  evidence  of  the  two  is  contradictory. 

Mr.  Perrott's  version  is  that  when  he  asked  Mr.  Stephens  if  the  train  could  pass  at 
Ton  Mawr  the  latter  said  "  all  right "  ;  and  that  when  Rowland  Hughes,  the  driver  of  the 
down  train  subsequently  asked  Mr.  Stephens  if  it  was  "  all  right  '  for  him  to  run  into 
Ton  Mawr,  the  latter  again  said  "all  right,"  and  that  in  consequence  he  (Perrott) 
assumed  that  Mr.  Stephens  would  make  the  necessary  arrangements. 

Mr.  Stephen's  version  is  that  Mr.  Perrott  came  to  him  and  said  that  "  Mr.  Tallamy 
(another  cashier)  took  the  train  to  Ton  Mawr  a  fortnight  ago  and  got  home  in  good  time. 
I  am  going  to  take  the  engine  through  to  Ton  Mawr,"  and  that  he  replied  "  all  right ;  you 
arrange  at  Cymmer'  as  Mr.  Tallamy  had  done. 

Mr.  Perrott  denies  that  Mr.  Stephens  said  anything  about  making  arrangements  at 
Cymmer,  and  Mr.  Stephens  insists  that  he  only  gave  permission  for  the  engine  to  go 
through  to  Ton  Mawr,  on  the  understanding  that  Mr.  Perrott  was  to  make  the  necessaiT 
arrangements  at  Cymmer.  There  was  no  third  person  present  when  the  conversation  took 
place,  so  it  is  impossible  to  say  which  is  correct. 

Before  the  train  started,  Rowland  Hughes,  the  driver,  asked  Mr.  Stephens  if  it  was 
all  right  to  run  through  to  Ton  Mawr  and  was  told  that  it  was,  and  Mr.  Stephens  said 
nothing  to  him  about  making  any  arrangements  at  Cymmer, 

Just  as  the  train  started  at  4.30  p.m.,  Mr.  Stephens  says  he  wired  to  Cymmer  to  say 
the  train  had  started  but  got  no  reply,  he  then  wired  to  incline  Top  to  ask  where  the 
other  engine  was,  and  received  a  message  back  that  it  had  just  left.  He  then  wired  to 
Incline  Top  to  telephone  to  Ton  Mawr  to  stop  the  up  train,  but  the  signal  box  there  was 
shut  up,  the  signalman  having  left,  so  there  was  no  possibility  of  communicating  with 
either  of  the  trains,  which  were  thus  proceeding  in  opposite  directions  on  a  single  line,  the 
down  train  with  instructions  to  pass  at  Ton  Mawr  and  the  up  train  to  pass  at  Cymmer, 
and  naturally  a  collision  ensued,  as  the  up  train  could  not  see  the  down  one  approaching 
it  being  in  a  tunnel  with  a  curve  at  the  top  end. 

The  tunnel  being  straight  at  the  lower  end,  R.  Hughes  the  driver  of  the  down  train 
caught  sight  of  this  up  train  as  it  entered  the  tunnel,  when  he  was  about  half  way 
through,  and  he  succeeded  in  stopping  his  train  just  as  it  was  run  into  by  the  up  train. 

Neither  of  rite  drivers,  firemen,  or  guards  are  to  blame  in  any  way  for  the  collision, 
as  they  were  acting  under  instructions  issued  by  authorized  persons. 

Although  Messrs.  Perrott  and  Stephens  disagree  as  to  the  conversation  between 
them,  as  to  any  arrangements  being  made  at  Cymmer  for  the  train  to  pass  at  Ton  Mawr, 
yet  there  is  no  doubt  that  it  was  Mr.  Stephens'  duty  to  have  ascertained  firom  Incline  Top, 
before  telling  Hughes  that  he  could  run  througn  to  Ton  Mawr,  that  the  up  train  had 
received  the  necessary  instructions  to  wait  at  Ton  Mawr  for  the  down  train.     He  alone 
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on  the  spot  had  authority  to  authorize  the  down  train  to  run  through  to  Ton  Mawr,  and 
he  should  have  first  ascertained  that  the  up  train  had  received  the  necessary  instructions. 
He  accordingly  in  my  opinion  is  to  blame  for  the  collision, 

I  do  not  consider  Revell,  the  man  at  Cynuner  is  to  blame,  as  he  only  comes  on  duty 
for  a  fortnight  in  the  year  during  the  holiday  of  the  regular  man,  and  he  only  acted  as 
he  had  always  done  on  Saturday  afternoons  when  the  coal  traflSc  had  ceased,  as  his  duties 
were  chiefly  to  weigh  the  coal  waggons  passing  through  his  hands. 

Barnes,  the  signalman  at  Ton  Mawr,  left  his  box  without  permission  shortly  after 
4  p.m.,  on  receiving  a  message  fi-om  the  Port  Talbot  (company  that  their  traffic  was 
finished  for  the  day,  and  for  this  he  is  much  to  blame. 

It  will  be  seen  firom  the  above  that  the  traffic  was  worked  in  a  very  lax  way,  but  I 
am  glad  to  be  able  to  say,  that  immediately  after  the  collision  the  Managers  issued  printed 
instructions  as  to  the  train  service  and  method  of  working,  and  now  any  train  required  to 
pass  another,  except  at  Cymmer,  is  not  to  start  without  first  obtaining  a  special  running 
permit  tictet  firom  the  officer  in  charge  at  the  departing  point ;  and  no  engine  is  to  pass, 
the  point  named  on  such  permit  ticket,  until  the  driver  hs^  obtained  a  fresh  permit  ticket 
fi'om  the  officer  in  charge  at  such  point. 

Also  the  clerk  in  ckai^  si,  Cymmer  weighbridge  and  the  signalman  at  Ton  Mawr 
box  have  received  definite  instructions  that  they  are  not  to  leave  their  boxes  until  the  last 
trams  have  passed  each  night. 

Similarly  the  Incline  Top  signalman  has  definite  instructions  not  to  leave  until  the 
arrival  of  the  last  train  each  ni^ht. 

Also  that  no  person  other  man  the  driver  and  fireman  is  to  ride  on  the  engine  without 
written  permission. 

In  addition,  I  consider  tJiat  before  a  train  is  allowed  to  depart  from  any  of  the  four 
points,  viz.,  Incline  Top,  Ton  Mawr,  Cymmer,  and  Glyncorrwg,  definite  information 
should  be  received  by  the  signalman  or  person  in  charge  tibat  the  line  is  clear  to  the  next 
point  in  advance.  To  do  this,  it  will  be  necessary  to  connect  Ton  Mawr  and  Cymmer  by 
telegraph,  a  distance  of  4^  miles,  but  the  expense  would  not  be  great,  and  the  convenience 
would  be  v^  great  for  regulating  the  traffic  and  the  passing  of  trains  in  safety. 

I  think  too  the  Company  would  find  it  advantageous  to  have  only  one  traffic  manager.^ 
the  line  being  only  12  miles  in  lengfth,  as  this  would  also  help  to  regulate  the  traffic  on 
the  whole  line. 

I  have,  &c., 

E.  Drcitt 

Major^  R.E. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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APPENDIX. 


Damage  to  Rolling  Stock. 

Up  Train* — Engine  frame  broken  and  all  the  Down  Train. — Engine  banker  driven  in  and 

piston   gearing   carried  away;    cylinder   plates  smaedied,  iit)n  headstock  gone,  brake  gear  broken  ; 

broken  and  buffer  plate  sznashed  ;  waggon  praoti-  waggon  tmnaed  over  on  nde  and  side  dlghtly 

cally  uninjoirMi ;  Iwake  vm>  headstoek  completely  damaged,  but  not  fleriously ;  brake  van  smashed 

gone,  middle  bearer  gone,  axle-boxes  broken  and  to  matchwood, 
brake  gear. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  2nd  October. 
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APPENDIX    B. 


REPORTS  OP  THE  ASSISTANT  INSPEOTINQ  OPPIOERS  OP  RAILWAYS  ON 
AOOIDENTS  TO  RAILWAY  SERVANTS  AND  OTHER  PERSONS  EMPLOYED 
ON  RAILWAY  PREMISES. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  18th  August,  1902, 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  30th  July,  the  result  of  nay  inquiry  into  the  cause  of  the 
accident  which  occurred  on  the  4th  July  to  shunter  Matthew  Vass  at  Lochrin  Iron 
Works  Sidings,  Whifflet,  on  the  Caledonian  Railway. 

A  *'  rake  *'  of  waggons  was  being  drawn  from  No.  2  siding.  Vass  was  riding  in  one 
of  the  waggons,  and  when  attempting  to  jump  to  the  ground  he  stepped  on  the  buflPer 
spindle  as  the  train  was  being  brought  to  rest,  with  the  result  that  his  foot  was  crushed 
between  the  buffer  head  and  the  socfcet  as  the  waggons  closed  together. 

There  was  no  necessity  for  Vass  to  ride  in  the  waggon,  nor  was  there  any  need  for 
him  to  attempt  to  jump  from  it  while  it  was  moving,  therefore  the  accident  was  solely 
attributable  to  his  own  want  of  caution. 

I  have,  &c., 

John  p.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  18th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  30t^  July,  the  result  of  my  inquiry  into  the  cause  of 
the  accident  which  occurred  on  the  17th  July  to  James  ihomson  at  Cartsdyke,  on 
the  Caledonian  Railway. 

Thomson  was  fireman  with  driver  Smith  working  a  light  engine  from  the  locomotive 
sheds. 

When  leaving  the  shed  he  commenced  to  water  the  coal  from  the  top  of  the  tender. 
After  completing  the  work,  and  when  placing  the  bucket  which  he  had  been  using  at  the 
back  of  the  tender,  Thomson  came  in  contact  with  the  overhead  footbridge  at  Cartsdyke 
Station,  and  he  was  thrown  down  on  the  coals  and  badly  injured. 

An  instruction  is  issued  by  the  locomotive  engineer  warning  men  against  the  dangerous 
practice  of  going  to  the  back  of  tenders  while  engines  are  in  motion.  Thotnson  informs 
me  that  he  has  never  seen  the  instruction,  but  driver  Smith  tells  me  he  has  some  slight 
recollection  of  seeing  it,  in  which  case  he  is  to  a  great  extent  responsible  for  the  accident, 
by  allowing  his  fireman  to  expose  himself  in  such  a  manner.  • 

The  instruction  referred  to  has  been  issued  in  the  form  of  a  circular  letter,  to  be 
posted  at  each  locomotive  depot.  I  found,  however,  that  the  copy  posted  at  Cartsdyke 
shed  prior  to  the  accident  has  been  practically  illegible  for  the  last  twelve  months,  and 
consequently  useless,  therefore  it  is  not  surprising  that  Thomson  should  state  that  he  was 
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not  aware  of  sach  a  waniing.     This  points  to  a  lack  of  supervision  which,  no  doubt,  will 
receive  attentdon. 

The  system  of  issuing  such  important  instructions  might  be  improved  by  placing 
each  engineman  in  possession  of  a  copy  and  receiving  his  signature  of  receipt,  and  I  would 
suggest  this  plan  for  the  Company's  consideration. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretarv, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  18th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  8th  August,  the  result  of  my  inquiry  into  the  cause  of  the 
accident  which  occurred  on  the  18th  July  to  shunter  Greorge  Wilson  at  Larkfield 
Carriage  Sheds,  on  the  Caledonian  Railway. 

Wilson,  who  was  performing  shunting  operations  in  the  carriage  sidings,  brought  an 
engine  into  No.  18  road  against  a  brake  composite.  After  attaching  the  carriage  he 
signalled  to  the  driver  to  come  back  into  the  shed,  and  jumped  on  to  the  footstep  of  the 
carriage  with  the  intention  of  getting  inside  the  brake  compartment  His  foot  slipped, 
however,  and  he  was  unable  to  effect  an  entrance,  with  the  result  that  he  was  crushed 
between  the  carriage  and  the  shed  doorway  and  considerably  injured. 

There  is  only  a  clearance  of  about  six  inches  between  the  carriage  and  the  doorway 
where  the  accident  took  place.  Wilson  was  fully  aware  of  this.  Had  he  desired  to  ride 
inside  the  compartment  when  the  carriage  was  being  propelled  into  the  shed,  he  should 
have  got  into  the  van  before  signalling  the  driver  to  come  back.  I  therefore  attribute 
the  accident  to  his  own  want  of  caution. 

It  is  to  be  regretted  that  more  clearance  was  not  provided  when  the  sheds  were  built. 
To  increase  the  space  now,  the  front  of  all  the  buildings  would  have  to  be  taken  down. 
It  seems  hardly  reasonable  to  ask  the  Company  to  undertake  such  a  work,  as  with  care 
on  the  part  of  the  staff  accidents  of  a  similar  description  should  not  occur.  I  would 
suggest,  however,  that  notices  should  be  posted  warning  men  of  the  insufficiency  of 
clearance  that  exists. 

I  have,  &c., 

John  P.  S.  Maik. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN   RAILWAY. 


Railway  Department,  Board  of  Trade, 
1 ,  Whitehall,  London,  S. W., 
SiK,  25th  September,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Bowrd  of  Trade,  in 
accordance  with  the  Order  of  the  21st  August,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  the  21st  July  to  John  Shaughnessy 
at  Drumbowie  Junction,  on  the  Caledonian  Railway. 

Drumbowie  Junction  is  situated  on  the  single  line  branch  from  Momingside  to 
Clelland  Junction,  and  tablets  have  to  be  exchanged  by  hand  with  passing  trains  at  this 
point.  The  speed  restriction  when  an  exchange  has  to  be  effected  similar  to  the  one 
under  notice  is  10  miles  per  hour. 

Shaughnessy,  who  is  signalman  at  Drumbowie  Junction,  informs  me  that  when 
attempting  to  exchange  tablets  with  the  8.35  p.m.  passenger  train  from  Momingside  to 
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Holytown  the  tablet  ring  which  he  had  to  receive  was  pushed  out  rather  fiir,  and  striking 
his  faf:e,  he  was  badly  cut  about  the  eye.  He  also  states  that  the  speed  of  the  train  was 
too  high  to  take  the  tablet  with  safety.  Against  this,  however,  the  driv^  and  firemen 
aBSure  me  that  the  speed  of  the  train  did  not  esoeed  the  limit  of  10  miles  per  hour,  and 
that  the  cause  of  the  &ilure  to  effect  the  exchange  was  due  to  the  fetct  that  Shaughnessy 
did  not  leave  the  box  in  time  to  take  up  a  proper  position.  The  train  was  afterwards 
pulled  up  in  its  own  length,  and  therefore  I  think  that  the  speed  can  not  have  been 
excessive.  In  any  case  Shaughnessy  was  not  compelled  to  take  the  tablet  if  he  considered 
it  dangerous  to  do  so,  I  understand  that  another  signalman  was  with  him  in  the  box  at 
the  time,  and  taking  everything  into  consideration  I  am  inclined  to  accept  the  driver's 
statement  as  being  the  correct  reason  for  the  occurrence. 

Tablets  are  exchanged  with  passing  trains  at  two  points  on  this  branch.  The  traffic 
is  not  particularly  heavy,  and  I  am  advised  that  the  haulage  of  the  branch  is  not  confined 
to  certain  engines,  but  is  distributed  amongst  a  laxge  number  of  other  workings. 

K  arrangements  could  be  made  to  limit  certain  engines  to  the  branch  I  would 
suggest  that  mechanical  tablet  exchanging  apparatus  should  be  supplied.  K  this  cannot 
be  done,  then  I  consider  it  might  be  an  advantage  to  increase  the  diameter  of  the  tablet 
rings  and  fit  them  with  leather  pouches  firmly  secured  to  the  rings  for  the  reception  of 
the  tablets,  so  that  the  exchange  may  be  effected  with  as  little  difficulty  as  possible  ;  and 
also  to. reduce  the  limit  of  speed  to  7  miles  per  hour* 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


CALEDONIAN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  20th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  12th  September,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  fatal  accident  which  occurred  on  the  26th  July  to  John  Menzies 
at  Forfar  Engine  Sheds,  on  li^e  Caledonian  Railway. 

At  4.30  a.m.  Meneies  was  engaged  in  renewing  the  brake  blocks  of  an  engine 
standing  on  No.  2  shed  road.  For  this  purpose  he  was  sitting  on  the  nil  with  his  legs 
between  the  two  driving  wheels.  While  he  was  in  this  position  the  engine  was  moved 
by  another  engine  in  front  coming  in  contact  with  it,  and  Menzies  had  his  right  leg 
•crushed  by  one  of  the  wheels,  his  injmies  subsequently  proving  fatal. 

The  engine,  in  front  of  the  engine  at  which  Menzies  was  working,  was  moved  by 
<;leaner  Duthie,  who  was  instructed  to  do  so  by  Henry  Hay,  acting  shed  turner  s 
assistant. 

Instructions  are  in  force  on  this  railway  stating  that  "  Not  to  be  moved  *'  boards 
must  be  placed  on  engines  at  which  men  are  working,  and  also  stipulating  that  the  wheels 
must  be  scotched.  These  boards  were  not  exhibited  on  the  engine  at  which  Menzies  was 
engaged,  nor  were  the  wheels  scotched,  the  deceased  man  being  alone  to  blame  for  this 
omission.  The  accident  must  therefore  be  attributed  to  this  failure  on  the  part  of 
Menzies  to  provide  £)r  his  own  safety. 

From  the  evidence  which  I  obtained  it  would  appear  that  it  has  been  no  uncommon 
practice  at  this  shed  for  these  orders  to  be  disregarded  in  the  past.  It  is  to  be  hoped 
that  more  stringent  measures  will  be  taken  to  ensure  strict  compliance  with  them  in 
futura 

Cleaners  are  not  authorised  to  move  engines,  and  as  Hay  was  aware  of  this  he  was 
to  blame  for  instructing  Duthie  to  set  the  engine  back. 

I  have,  &c^ 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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CALEDONIAN  RAILWAY. 

Eailway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  24th  September,  1902. 

I  HAVB  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  28th  August,  the  result  of  n)iy  inquiry  into  the  circum- 
stances attending  the  fiital  accident  which  occurred  on  the  19th  August  to  Assistant 
Brakesman,  John  McKie,  at  Quarter  Colliery,  near  Quarter  Road,  on  the  Caledonian 
Railway. 

At  8.55  a.m.  McKie  took  the  shunting  engine  into  No.  2  Store  siding,  to  attach  t.en 
waggons.  After  uncoupling  the  trucks  from  those  standing  in  the  siding  he  jumped  on 
to  tne  buffers  between  the  sixth  and  seventh  waggons  and  signalled  to  the  driver  to  draw 
ahead.  After  the  waggons  had  travelled  from  50  to  60  yards  a  cry  was  heard  and  when 
the  engine  had  been  brought  to  rest  McKie  was  found  lying  in  the  four-foot  way  under 
the  trailing  waggon,  both  his  legs  having  been  run  over.  His  injuries  were  of  such  a 
serious  nature  tnat  he  died  shortly  afterwards.  The  deceased  stated  before  he  expired 
that  he  slipped  and  fell  when  trying  to  step  from  one  buffer  to  the  other. 

A  notice  is  inserted  in  the  Appendix  to  the  working  time  table,  a  copy  of  which  I 
am  assured  McKie  possessed,  cautioning  men  against  riding  on  waggon  buffers  unneces- 
sarily. 

In  this  case  there  was  no  necessity  for  McKie  to  ride  on  the  waggon,  especially  in 
Buch  a  manner,  and  therefore  the  accident '  must  be  attributed  to  the  deceased  man's  lack 
of  caution. 

The  practice  is,  I  am  afraid,  far  too  common,  and  it  is  desirable  that  the  Company 
should  use  every  endeavour  to  put  a  stop  to  such  a  dangerous  custom. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GLASGOW  AND  SOUTH  WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  25th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  8th  August,  the  result  of  my  inquiry  into  the  causes  of 
the  accident  which  occurred  on  the  24th  July  to  William  McKie,  at  Dumfries,  on  the 
Glasgow  and  South  Western  Railway. 

McKie  was  working  as  fireman  with  the  4.25  a.m.  passenger  train,  Carlisle  to 
<Jla8gow.  On  entering  Dumfries  Station,  where  the  engine  had  to  obtain  a  supply  of 
water,  he  went  to  the  back  of  the  tender  to  be  in  readiness  to  receive  the  water  column 
hose.  McKie,  howev^,  forgot  that  an  overhead  footbridge  crossed  the  line  a  short 
•distance  south  of  the  water  column  with  the  result  that  he  was  knocked  down  by  coming 
in  contact  with  it  and  injured. 

An  instruction  is  issued  by  the  locomotive  engineer,  cautioning  enginemen  against 

Soing  to  the  back  of  tenders,  unless  it  is  absolutely  necessary,  while  engines  are  in  motion. 
[cKie  informs  me  that  he  thinks  he  remembers  seeing  the  instruction,  and  as  it  was  not 
necessary  for  him  to  take  up  such  a  position  until  the  engine  had  come  to  rest,  the 
•accident  must  be  attributed  to  his  own  want  of  care. 

I  would  draw  the  Company's  attention  to  the  &ct  that  the  instruction  mentioned  was 
not  posted  up  in  the  locomotive  shed  at  Dumfries.  This  omission  should  be  rectified. 
I  am  of  opinion,  however,  that  such  an  important  notice  (which  is  an  amplification  of 
Rule  24a),  should  be  handed  to  the  men  concerned,  who  should  acknowledge  its  receipt, 
to  ensure  that  each  man  is  in  possession  of  a  copy  and  aware  of  the  caution  contained 
therein. 

I  have,  &c., 

John  P.  S.  Main* 

The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade, 
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GLASGOW  AND  SOUTH  WESTERN  RAILWAY 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  27th  A^st,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Tnde,  that,  b 
accordance  with  the  Order  of  August  19th,  I  have  held  an  inquiry  into  the  circum«^ 
stances  attending  the  accident  which  occurred  on  August  8th,  at  College,  on  the  Glasgow 
and  South  Western  Railway,  whereby  foreman  surfaceman  Archibald  Ferguson,  and 
sur&ceman  Kenneth  Ohisholm,  were  injured. 

About  7.0  a.m.  Ferguson  asked  yardsman  Thomas  Copeland,  to  put  two  empty 
waggons  into  No.  1  road,  in  St.  John's  sidings,  in  order  that  the  sur&cemen  might  load 
up  some  old  sleepers  which  were  lying  in  the  four-foot  way  of  the  down  main  line.  The 
St.  John's  sidings  are  generally  used  only  as  exchange  sidings  and  not  for  loading  or 
unloading  purposes.  Uopeland  shunted  one  empty  waggon  into  the  siding  about  7.30 
a.m.  and  promised  to  supply  a  second  one  as  soon  as  possible.  The  first  waggon  was 
loaded  up  by  the  surfiicemen,  who  then  continued  their  ordinary  work  on  the  opposite 
side  of  the  main  lines.  About  9.30  a.m.  Cbpeland  shunted  a  second  empty  waggon  into 
No.  1  road,  and  the  surfisMjemen  at  once  crossed  the  main  lines  and  pushed  it  down 
towards  the  loaded  waggon.  They  then  commenced  to  push  the  loaded  waggon  further 
down  the  siding.  Meanwhile  Copeland  shunted  three  more  waggons  into  No.  1  road 
with  the  result  that  the  empty  waggon  intended  for  the  sleepers  was  forced  against  the 
loaded  one  which  the  surfacemen  were  pushing  towards  the  buffer  stops.  Ferguson's 
shoulder-blade  was  broken,  and  sur&ceman  Kenneth  Ohisholm  was  also  injured.  Cope* 
land  states  that  there  was  an  interval  of  only  about  three  minutes  between  the  two  shunts, 
imd  he  thought  that  the  sur&cemen  would  not  have  had  time  to  commence  dealing  with 
the  second  waggon.  I  consider,  however,  that  he  is  to  blame  for  not  having  satisfied 
himself  on  this  point  before  making  the  second  shunt.  Ferguson,  also,  is  not  free  firom 
blame,  seeing  that  he  placed  himself  and  the  rest  of  his  gang  in  such  a  dangerous  position 
without  informing  Copeland  of  his  intention.  A  reasonable  amount  of  discretion  on  the 
part  of  either  Copeland  or  Farguson  would  have  prevented  the  accident. 


I  have,  &c., 

J.  H.  Armytage, 


The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GLASGOW,  BARRHEAD,  AND  KILMARNOCK  JOINT  RAILWAY. 

Railway  Department,  Board  of  Trade^ 
1,  Whitehall,  Loudon,  S.W., 
Sir,  21st  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  uk 
accordance  with  the  Order  of  the  30th  September,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  fatal  accident  which  occurred  on  the  5th  oeptember  to  John 
Young  Currie,  at  Lugton,  on  the  Glasgow,  Barrhead,  and  Kilmarnock  Joint  Railway. 

Currie  was  engaged  four  days  prior  to  the  date  of  the  mishap  to  take  up  the  duties  of 
porter  and  fireman.  He  had  no  previous  railway  experience.  On  the  occasion  in 
question  he  was  learning  the  duties  of  fireman  with  driver  Kerr  and  fireman  Drain 
working  the  2.43  p.m.  passenger  train  from  Beith  to  Lugton.  When  the  train  arrived 
at  the  latter  station  Currie  left  the  footplate  to  disconnect  the  brake  pipes  and  slacken  the 
screw  coupling  between  the  engine  and  leading  coach.  After  completing  this  work  Currie^ 
stepped  out  on  the  six-foot  side  almost  immediatelv  in  front  of  the  2.30  p.m.  express 
passenger  train  from  Glasgow,  with  the  result  that  te  was  struck  by  the  buffer  plate  of 
the  engine  and  instantly  killed. 

It  is  stated  that  efforts  were  made  by  fireman  Drain  to  warn  Currie  of  his  danger  but 
without  avail. 

*  The  accident  may  be  attributed  to  misadventure,  but  it  is  to  be  regretted  that  driver 
Kerr,  in  whose  charge  the  deceased  was,  did  not  exercise  a  closer  supervision  o\  er  CurrieV 
actions  seeing  that  he  was  so  inexperienced. ' 
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The  slackening  of  the  screw  coupling  in  the  manner  stated  is  to  enable  the  coaches  to 
,be  fly  shunted  into  the  sidings  so  that  me  engine  may  be  placed  at  the  opposite  end  for 
the  return  trip.  The  uncoupling  is  effected  by  hand  as  the  train  is  drawn  into  the  siding, 
the  guard  standing  on  the  step  of  the  leading  coach  for  this  purpose.  This  operation 
appears  dangerous  although  fortunately  up  to  Uie  present  no  mishap  has  taken  place. 

Propping  and  fly  shunting  are  performed  daily  at  Lugton  owing  to  the  accom- 
modation being  insufficient.  Arrangements  could  be  made  without  much  trouble 
whereby  such  a  dangerous  system  of  working  might  be  avoided,  and  I  would  recommend 
that  the  Company  should  consider  the  matter  with  a  view  to  effecting  the  necessary  alteration 

at  an  early  date. 

I* 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  27th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  28th  July,  the  result  of  mv  inqui^  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  10th  July  to  Matthew  Smith  at 
Orimsby  Docks  on  the  Great  Central  Railway. 

Smith  was  employed  as  a  casual  labourer  by  Messrs.  Albert  and  Company,  who  have 
a  warehouse  on  the  dock  premises.  About  5  p.m.  he  was  taking  a  two- wheeled  barrow 
from  the  warehouse  to  the  fisl^  pontoon.  As  he  was  wheeling  the  barrow  round  the 
comer  of  a  building  he  saw  the  shunting  engine  approaching,  and  endeavoured  to 
draw  the  barrow  clear  into  the  space  between  the  builamg  and  tne  rails,  but  was  unable 
to  do  so  owing  to  the  presence  of  some  planking.  The  engine  struck  the  barrow  and 
Smith  was  somewhat  bruised. 

The  dock  lines  at  this  place  are  laid  amongst  a  large  number  of  warehouses  where 
there  is  a  considerable  amount  of  hand  barrow  work  performed.  Smith  had  been  employed 
in  a  similar  capacity  for  a  long  time,  and  was  thoroughly  acquainted  with  the  place  and 
the  conditions  prevailing.  I  consider  that  he  should  have  exercised  more  care  in  seeing 
that  the  road  ahead  was  clear  before  fouling  the  rails  with  his  barrow.  I  therefore 
attribute  the  accident  to  want  of  caution  on  the  part  of  Smith. 

At  present  the  shunting  engines  working  on  these  dock  lines,  which  in  many  cases 
twe  led  through  streets,  are  not  restricted  to  any  speed,  nor  are  they  fitted  with  any 
tippliance  to  give  warning  of  their  approach. 

I  would  recommend  that  the  speed  of  engines  working  in  this  locality  should  be 
limited  to  four  miles  per  hour,  and  would  also  suggest  that  they  should  be  fitted  with 
bells  worked  fix)m  some  moving  part  of  the  motion,  or  some  similar  device  to  give  warning 
oi  their  proximity. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  6th  September,  1902. 

I   HAVE   the  honour  to  report,  for  the  information  of  the  B<»rd  of  Trade,  in 
accordance  with  the  Order  of  the  12th  September,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  the  27th  August  to  fireman 
•J.  Parkin  at  Lincoln  on  the  Great  Central  Railway. 
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As  a  li^ht  engine  was  leaving  the  locomotive  sheds  for  the  passenger  station,  Parkin 
went  to  the  Dack  of  the  tender  to  break  and  stack  the  coal.  After  completing  the  work,, 
and  when  Parkin  was  retarning  to  the  foot  pkte  his  head  came  in  conta^^t  with  an  over- 
head  foot  bridge  under  which  the  engine  was  passing  and  he  was  thrown  down  and 
severely  injured.  There  was  no  necessity  for  Parkin  to  perform  the  work  and  expose 
himself  in  sudh  a  manner  while  the  engine  was  in  motion,  and  therefore  the  accident  must 
be  attributed  to  his  own  want  of  caution. 

A  notice  cautioning  enginemen  against  leaving  the  footplates  o£  engines  in  motion 
was  issued  in  1899.  Parkin  has  been  a  fireman  for  six  years,  and  although  I  am  assured 
that  the  notice  in  question  is  posted  at  the  dep&t  to  winch  he  is  attached,  yet  he  informs 
me  that  he  has  never  seen  it  nor  did  he  know  of  the  existence  of  such  an  instruction. 
Parkin  was,,  no  doubt,  very  remiss  in  failing  to  acquaint  himself  with  the  notice.  Still  I 
think  the  system  of  issuing  such  instructions  might  be  improved  by  placing  each  man  in 
possession  o£  a  copy  so  that  there  will  be  no  possibility  of  their  being  overlooked,  and  I 
would  suggest  that  the  Company  should  adopt  this  plan. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade.  • 


GREAT  CENTRAL  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  16th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade  that,. 
in  accordance  with  the  Order  of  October  8th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  September  Xlfh  at  the  Brunswick  Locomotive 
Shed  of  the  Great  Central  Railway,  whereby  cleaner  James  Gough  was  injured. 

About  1  p.m.  Gough  and  another  cleaner  named  Sydney  Cornock  were  cleaning  a  four- 
wheels-coupled  tender  engine  (No.  441),  which  was  standing  on  No.  4  road  just  outside  the 
shed.  Driver  Thomas  Siddell  was  asked  by  the  assistant  turner  to  move  this  engine  in 
order  to  release  another  engine  which  was  standing  behind  it.  Siddell  states  that  he  shouted 
"  Look  out  441  !  "  and  opened  the  whistle  when  he  got  on  to  the  engine.  No  warning 
however  was  heard  by  the  cleaners,  and  when  Siddell  put  the  engine  into  forward  gear, 
Gough,  who  was  cleaning  the  links  was  squeezed  across  the  chest  between  the  link  motion 
and  the  bogie  rod.  However,  he  did  not  leave  duty  till  September  13th,  and  did  not 
report  the  accident  until  September  25th. 

I  consider  that  the  accident  was  due  to  the  fact  that  Siddell  &iled  to  satisfy  himself 
that  all  was  clear  before  preparing  to  move  the  engine.     If  he  had  looked  round  the 
engine  before  getting  on  to  the  foot  plate  he  would  have  seen  the  cleaners  at  work. 
However,  from  the  evidence  o£  both  Siddell  and  John  Ralph,  the  assistant  engine  turner, 
this  necessary  precaution  is  not  invariably  taken  by  men  moving  engines  in  this  shed. 

In  order  to  prevent  similar  accidents  in  future  I  consider  that  the  Company  should 
issue  definite  instructions  on  the  point  in  question  to  all  concerned. 

I  have,  &c., 

J.  H.  Abmttaqe. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  EASTERN  RAILWAY. 


Railway  Department,  Board  ot  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  15th  Au^st,  1902. 

1  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  ia 
accordance  with  the  Order  of  July  29th,  I  have  held  an  inquiry  into  the  circumstances, 
attending  the  accident  which  occurred  on  July  4th  at  Cambridge,  on  the  Great  Eastern 
Railway,  whereby  engine-cleaner  Christopher  Lander  was  injured. 
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About  7.15  aan.  Lander  and  three  other  cleaners  were  cleaning  engine  No.  463, 
which  was  standing  in  No.  3  road  outside  the  locomotive  shed.  This  engine  was  coupled 
to  engine  No.  773,  and  acting  fireman  Greorge  Anderson  wished  to  uncouple  the  engines, 
in  order  to  facilitate  the  work  of  the  engine  turner.  The  coupling,  however,  was  taut, 
and  Anderson  put  engine  No.  773  into  forward  geai*,  and  opened  the  regulator  in  order  to 
loosen  the  coupling.  As  the  engine  did  not  move  he  reversed  the  gear,  and  was  about  to 
open  the  regulator,  but  the  steam  which  was  already  in  the  cylinaer  caused  the  engine 
to  move  back  about  a  yard.  Engine  No.  463  was  moved  a  similar  distance,  and  Lander, 
who  was  sitting  on  the  connecting  rod,  was  squeezed  against  the  weigh  bar  shaft,  and 
injured  internally.  Anderson  states  that  he  shouted  "  Look  up  on  No.  3  !  "  before  getting 
on  to  the  footplate,  but  the  warning  was  not  heard  by  any  of  the  cleaners,  and  Anderson 
took  no  further  steps  to  satisfy  himself  that  eveiything  was  clear.  Moreover,  he  had 
previously  been  forbidden  by  Mr.  Mannoch,  the  district  locomotive  superintendent,  to 
move  any  engines  in  steam,  and  he  must  be  held  responsible  for  the  accident. 

Although  Anderson  fully  admitted  his  responsibility  in  this  case,  I  am  not  satisfied 
that  proper  and  sufficient  precautions  are  taken  at  this  shed  for  the  protection  of  cleaners 
and  others  similarly  employed.  The-  notice  prohibiting  unauthorised  persons  fi-om 
moving  engines  in  steam  was  not  posted  up  in  the  shed  at  the  time  of  my  \isit,  having 
been  temporarily  mislaid,  and  it  is  a  significant  fiact  that  the  district  locomotive  super- 
intendent and  the  shed  foreman  did  not  agree  as  to  the  exact  meaning  of  that  notice. 

I  consider  that  it  would  be  advisable  to  issue  definite  written  or  printed  instructions  to 
the  effect  that  turners  and  other  authorised  persons  must  satisfy  themselves  that  all  is  clear 
before  moving  engines  in  or  about  the  shed.  The  limited  accommodation  in  the  shed  at 
Cambridge  renders  it  especially  necessary  that  every  possible  precaution  should  be  taken. 

I  have,  &c., 

J.  H.  Ahmytagk. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  NORTHERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.AV,, 
Sib,  loth  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  July  29th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  July  11th  at  Ardsley,  on  the  Great  Northern 
Railway,  whereby  platelayer  Willian\  Shaw  was  injured. 

About  7.45  a.m.  Shaw  was  engaged  in  cleaning  up  the  permanent  way  at  the  entrance 
to  the  West  Yorkshire  yard.  While  he  was  removing  some  ashes  from  the  points  with 
his  shovel,  he  was  knocked  down  by  the  shunting  engine,  the  approach  of  which  he  fiuled 
to  observe.     His  hand  was  cut,  and  his  ankle  was  sprained. 

The  shunting  engine  had  been  working  in  this  part  of  the  yard  for  some  time 
previously,  and  had  quite  recently  passed  over  the  points. 

If  Shaw  had  exercised  a  reasonable  amount  of  discretion  he  would  ha\'e  noticed  that 
shunting  operations  were  in  progress,  and  I  attribute  the  accident  to  want  of  caution  on 

his  part. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  NORTHERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  6th  September,  1902. 

I  HA\'E  the  honour  to  re[)ort,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  28th  Aujiust,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occun-ed  on  the  2.4th  July  to  R.  Wing,  a  fireman  in 
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the  service  of  the  Great  Eastern  Railway  Company,  at  Spalding,  on  the  Great  Northern 
Railway. 

Wing  was  working  as  fireman  with  the  1.50  a.m.  express  goods  train,  Doncaster  to 
Whitemoor.  When  approaching  Spalding  he  was  engaged  trimming  the  coal  in  the 
bunker,  and  as  the  engine  was  stopping  he  climbed  to  the  back  of  the  tender  to  get  one  of 
the  fireirons.  While  Wing  was  in  this  position  his  body  came  in  contact  with  an  over- 
head bridge  under  which  tine  engine  was  passing,  and  he  was  thrown  down  and  slightly 
injured. 

Wing  has  been  a  fireman  for  over  four  years,  is  thoroughly  acquainted  with  the  road, 
and  assures  me  that  this  is  the  first  time  he  has  placed  himself  in  such  a  position  of 
danger  while  the  engine  has  been  in  motion.  He  agrees  that  his  action  was  an  infiinge- 
ment  of  the  general  warning  expressed  in  Rule  24a,  and  due  to  thoughtlessness  in  um 
instance. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  NORTHERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W. 
SiK,  10th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  ()rder  of  September  3Uth,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  September  4th,  at  Ardsley,  on  the  Great 
Northern  Railway,  whereby  labourer  Joseph  Heaton  was  fatally  injured. 

About  10  p.m.  Heaton  was  instructed  by  boilersmith  Thomas  House  to  examine  some 
boilers  which  were  being  washed  out.  The  boilers  were  not  readv  for  examination  and 
Heaton  went  with  coalman  Matthew  Lowe  to  a  public-house*  Both  men  returned  to  the 
coal  stage  at  the  locomotive  shed  about  11  p.m.  and  Heaton  was  seen  to  leave  the  coal- 
men's cabin  shortly  afterwards.  He  was  not  seen  again  till  midnight  when  he  arrived  at 
the  other  end  of  tne  coal  stage  in  a  semi-conscious  condition.  He  was  suffering  from  a 
severe  wound  in  the  back  of  his  head  but  was  unable  to  explain  how  he  met  with  the 
accident.     He  was  conveyed  to  Leeds  infirmary  where  he  died  on  September  6th. 

No  one  witnessed  the  accident,  but  from  the  evidence  it  appeared  that  Heaton  had  been 
playing  some  practical  jokes  with  the  coalmen's  food  before  leaving  the  cabin,  and  I  am 
inclined  to  think  that  his  injuries  were  caused  by  falling  from  the  upper  level  of  the  coal 
stage  to  the  siding  below  in  which  some  loaded  waggons  were  standing.  Some  waggons 
were  standing  on  the  upper  level  close  to  the  door  of  the  coalmen's  cabin,  and  Heaton 
robably  attempted  to  hide  behind  these  waggons  when  leaving  the  cabin,  but  missed  ins 
boting  in  his  anxiety  to  escape  detection.  However,  in  the  absence  of  any  direct  evidence, 
I  consider  that  the  unfortunate  mishap  must  be  attributed  to  misadventure. 

I  have,  &c., 

J.  H.  Abbcytage. 
The  Assistant  Secretary, 

lUUway  Deparonent,  Board  of  Trade. 
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GREAT  WESTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W.. 
Sir,  21st  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accordance 
with  the  Order  of  the  1 2th  September,  the  result  of  my  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  the  22nd  August  to  Greorge  Grarraway,  at 
Melksham,  on  the  Great  Western  Railway. 

Garraway  was  working  as  guard  with  a  goods  train  which  arrived  at  Melksham 
at  7.50  p.m.     During  shunting  operations  it  was  necessary  to  tow  rope  a  number  of 
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waggons  along  the  up  line  by  the  engine  running  on  the  down  line.  A  steel  wire  rope 
57  feet  in  length  was  used  to  perform  the  operation.  As  the  waggons  were  being  drawn 
the  hook  slipped  from  the  hole  in  the  sole  Ixir  of  the  truck  to  which  it  was  attached  and 
struck  Grarraway,  who  was  standing  in  the  six-foot  way,  with  the  result  that  he  was 
somewhat  bruised. 

The  slippmg  of  the  hook  was  apparently  due  to  the  &ct  that  it  had  not  sufficient 
hold. 

The  accident  is  one  which  may  be  expected  when  tow  roping  has  to  be  resorted  to. 

I  understand  that  the  Company  have  under  consideration  a  scheme  for  providing 
additional  accommodation  at  this  place  whereby  the  necessity  for  tow  roping  will  be 
avoided. 

As  at  present  the  practice  is  of  daily  occurrence,  I  would  recommend  that  the 
necessary  alterations  should  be  agreed  upon  and  the  work  commenced  without  delay. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  WESTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  6th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  September  24th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  August  26th  at  Barrs  CJourt  Station,  Hereford, 
on  the  Great  Western  Railway,  whereby  fireman  Alfred  J.  Jones  was  injured. 

Jones  was  fireman  on  the  8.20  a.m.  passenger  train  from  Hereford  to  Oxford.  While 
the  train  was  standing  at  the  up  platform  Jones  proceeded  to  attend  to  the  regulator 
lubricator,  which  is  placed  on  the  top  of  the  dome.  It  was  necessary  for  the  engine  to  go 
ahead  in  order  to  pick  up  a  saloon,  and  Edward  Unitt,  the  driver,  called  out  to  warn 
Jones.  Jones,  however,  remained  on  the  top  of  the  boiler,  and  the  back  of  his  head  came 
into  contact  with  the  footbridge  at  the  north  end  of  the  station,  and  was  cut. 

The  lubricator  ought  to  have  been  filled  and  adjusted  before  the  engine  left  the  shed, 
and  Jones  must  be  held  responsible  for  unnecessarily  placing  himself  in  such  a  dangerous 
position.  Driver  Unitt  is  also  to  blame  for  starting  his  engine  while  Jones  was  in  that 
position. 

In  order  to  prevent  further  accidents  of  this  nature  I  consider  that  it  would  be 
advisable  for  the  Company  to  issue  specific  instructions  forbidding  enginemen  and  firemen 
to  remain  in  such  dangerous  positions  on  engines  which  are  in  motion. 

I  have,  &c., 

J.  H.  Armytage* 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  WESTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  6th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  September  24th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  August  29th,  at  the  Morpeth  Dock  of 
the  Mersey  Docks  and  Harbour  Board,  whereby  carman  John  Wharton  was  injured. 

About  3.15  p.m.  \Miarton,  who  is  in  the  service  of  the  Great  Western  Railway,  was 
in  charge  of  a  loaded  lurry  from  the  dock  warehouse  to  the  town.  Owing  to  a  portion  of 
No.  7  bridge  being  temporarily  closed  for  repairs  it  was  necessary  for  the  lurry  to  be 
taken  across  two  lines  of  rails  before  reaching  the  bridge. 
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While  the  lurry  was  crossing  the  down  line  it  was  struck  in  the  rear  by  a  Great 
Western  shunting  engine,  and  Wharton  fell  to  the  ground,  sustaining  injuries  to  his  head 
and  one  of  his  legs. 

Wharton  appears  to  have  turned  his  lurry  suddenly  across  the  lines  while  the 
engine  was  approaching,  and  I  attribute  the  accident  to  want  of  caution  on  his  part. 

I  have,  &c., 

J.  H.  Armvtage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  WESTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  6th  November,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  14th  October,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  25th  September  to  William  Webb  at 
Reading  (Locomotive  Yard),  on  the  Great  Western  Railway. 

A  train  of  11  loaded  ballast  waggons  had  been  placed  in  a  short  siding  near  the 
Coal  Stage.  As  soon  as  the  wasfgons  had  been  brought  to  rest,  Webb,  with  a  number  of  other 
labourers,  commenced  to  let  down  the  side  doors  preparatory  to  discharging  the  ballast 
After  doing  so,  and  when  Webb  was  in  the  act  of  climbing  on  to  the  truck  with  his 
right  hand  resting  on  the  buflfer  head,  the  waggons  were  closed  up,  and  his  fingers  were 
crushed  between  the  buffers. 

Foreman  Frederick  Sumbler,  who  was  in  charge  of  the  gang  to  which  Webb  was 
attached,  requested  assistant  guard  G.  W.  Clifford  to  instruct  the  driver  to  set  back,  so 
that  the  train  might  be  divided  at  the  sixth  waggon.  Clifford  states  that  he  gave  a  shout 
before  signalling  to  the  driver,  but  it  was  not  heard  by  Webb  or  the  men  working  with 
him,  and  as  Clifford  was  on  the  opposite  side  of  the  train  he  had  no  assurance  that  his 
warning  had  been  heard,  or  that  the  men  were  clear.  He  is  therefore  responsible  for  the 
accident,  which  was  due  to  his  failure  to  give  proper  warning  in  accordance  with 
Rule  112a.  I  also  consider  that  Sumbler  should  have  exercised  more  care  to  see  that 
his  men  did  not  commence  work  until  the  shunting  operations  were  completed. 

Smnbler  is  attached  to  the  Locomotive  Department  as  a  platelayer  in  charge  of  a 
gang  of  twelve  men  who  perform  outside  work  at  engine  sheas.  I  find  he  is  not  in 
possession  of  a  Rule  Book,  the  excuse  being  that  he  is  engaged  as  a  workshop  employee. 
Seeing  that  his  work  is  platelaying  and  the  removal  of  ashes  and  the  discharge  of  ballast 
in  loco  yards,  I  consider  that  he  should  be  supplied  with  one,  and  also  the  men  in  his 
gan^,  so  that  they  may  be  personally  acquainted  with  the  precautions  necessary  when 
performing  such  work. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


GREAT  WESTERN   RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  27th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  vnth  the  Order  of  the  14th  October,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  26th  September  to  J.  T.  Tiller  at 
Saltash  on  the  Great  Western  Railway. 

Tiller  was  working  as  fireman  with  the   7.30  p.m.  goods  train  from  Penzance  to 
Plymouth.     On  approaching  Saltash  at  2.55  a.m.  it  was  necessary  to  exchange  the  staffs. 
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Tiller,  however,  &iled  to  place  the  staff  which  had  to  be  given  up,  on  the  elbow  of  the 
setting  down  post,  and  slipped  when  attempting  to  pick  up  the  staff  which  had  to  be 
taken  forward,  with  the  result  that  he  fell  from  the  footplate  and  was  badly  injured. 

Staffs  are  exchanged  in  the  following  manner  at  this  place.  A  steel  leather- 
covered  hoop  is  attached  by  means  of  a  bayonet  joint  to  the  staff.  When  it  has  to  be 
given  up  the  fireman  is  required  to  hang  it  on  an  arm  fitted  to  a  post  placed  some  five  feet 
&om  the  rail.  When  a  staff  has  to  be  picked  up  the  action  is  reversed,  the  staff  being 
held  outwards  by  a  spring  controlled  socket,  and  the  fireman  cranks  his  arm  to  engage  the 
hoop.  After  dark,  lamps  are  focussed  on  the  point  of  the  setting  down  arm  and  on  the 
hoop  of  the  staff  to  be  picked  up.  The  speed  must  not  exceed  15  miles  per  hour  when  an 
exchange  has  to  be  effected. 

The  method  employed  appears  to  be  superior  to  the  double  hand  exchange.  In  thii 
case  Tiller  failed  to  locate  the  point  of  the  aetting  down  arm,  although  the  lamp  was  lit 
and  the  speed  did  not  exceed  10  miles  per  hour,  possibly  owing  to  the  fact  that  the  white 
metal  knob  fitted  to  the  end  of  the  arm  was  broken  off.  1  understand  that  this  knob  has 
been  missing  for  the  last  two  months. 

The  mishap  may  be  classed  as  accidental.  At  the  same  time  it  appears  desirable  that 
more  care  should  be  taken  to  keep  the  appliance  intact. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  oif  Trade. 


HIGHLAND  RAILWAY. 


Railway  Department,  Board  o£  Trade, 
1,  Whitehall,  London,  S,W., 
Sir,  21st  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  8th  C^ctober,  the  result  of  ray  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  16th  September  to  Charles  Michie 
between  Newtonmore  and  Inchlea  on  the  Highland  Railway. 

During  the  running  of  the  3.15  p.m.  passenger  train  from  Inverness  and  when  the 
train  was  about  two-and-a-half  miles  South  of  Newtonmore,  one  of  the  sight  feed  lubricator 
glasses  on  the  engine  burst.  Michie  who  was  acting  as  driver,  shut  off  the  live  steam, 
and  closed  the  stop  cock  on  the  lubricator  with  the  intention  of  renewing  the  glass. 
As,  however,  there  was  still  an  escape  of  steam  passing  the  stop  cock,  Michie  decided  to 
leave  the  footplate  and  go  to  the  front  of  the  engine  to  close  the  discharge  at  the  steam 
chest.  After  doing  so  and  when  returning  to  the  footplate,  Michie  slipped  on  the  framing 
and  fell  to  the  ballast  and  was  injured. 

There  was  no  urgent  necessity  for  Michie  to  expose  himself  in  such  a  manner  while 
the  engine  was  in  motion,  and  as  he  disobeyed  an  order  prohibiting  such  a  practice  he 
must  bear  the  entire  responsibility  for  the  mishap. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  11th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  28th  July,  the  result  of  my  inquiry  into  the  causes  of 
the  accident  which  occurred  on  the  4th  July  to  Thomas  Moor?  at  Walkden  on  the 
Lancashire  and  Yorkshire  Railway. 
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Moore  was  working  as  fireman  with  the  2.30  p.m.  mineral  train,  Wemeth  to 
Atherton.  On  approaching  Walkden,  where  some  shunting  had  to  be  performed,  he 
decided  to  oil  the  glands.  To  do  so  he  left  the  footplate  without  his  driver's  knowledge 
or  consent  to  go  to  the  front  of  the  engine  while  it  was  still  running.  In  stooping  down 
to  perform  the  work,  Moore's  foot  slipped  and  was  crushed  between  the  small  end  of  the 
connecting  rod  and  the  motion  plate. 

Moore  has  acted  as  fireman  for  the  past  nine  months  and  is  in  possession  of  a  rule 
book.  He  informs  me  that  his  action  in  this  case  was  a  violation  of  Bule  24a  as  he 
unnecessarily  exposed  himself  to  danger.  Such  being  the  case  he  must  bear  the  entire 
responsibility  for  the  occurrence. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND   YORKSHIRE   RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  loth  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that  in 
accordance  with  the  Order  of  July  29th,  I  have  held  an  inquiry  into  the  circumstances- 
attending  the  accident  which  occurred  on  July  6th,  at  Normanton,  on  the  Lancashire  and 
Yorkshire  Railway,  whereby  goods  guard  Joseph  Bates  was  injured. 

Bates  was  guard  of  a  special  cattle  train  from  Liverpool  to  Normanton.  As  the 
train  was  approaching  the  North  Yard  at  Normanton  about  10.40  a.m.,  he  wa& 
instructed  by  the  shunter  in  charge  to  detach  his  brake  van,  in  order  that  it  might  be 
left  on  the  down  independent  line  while  the  waggons  were  being  placed  m  the  yard. 
Bates  stood  on  the  footboard  at  the  front  end  of  the  brake,  and  attempted  to  release  the 
coupling  with  his  left  foot,  but  the  buffers  were  closed  up  suddenly  and  his  foot  was 
crushed  between  the  drawbar  hooks. 

This  method  of  uncoupling  brake  vans  appears  to  be  a  common  operation  both  at 
Normanton  and  at  other  places  on  this  Company's  system,  and  I  do  not  think  that  Bates- 
can  be  blamed  for  adopting  it  in  this  case.  1  consider  that  the  operation  is  unnecessarily 
dangerous,  and  it  is  to  be  hoped  that  the  Company  will  issue  and  enforce  instructions  for 
its  discontinuance. 

I  have,  &c., 

J.  H.  Armytaor. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade, 


LANCASHIRE   AND    YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  ist  September,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in^ 
accordance  with  the  Order  of  1 2th  August,  the  result  of  my  inquiry  int«  the  circumstances 
attending  the  accident  which  occurred  on  the  18th  July,  to  brake-oiler  George  Morgan, 
at  Exchange  Station,  Liverpool,  on  the  Lancashire  and  Yorkshire  Railway. 

A  train  of  coaches  had  been  placed  on  the  loop  line  leading  from  No.  1  siding  and 
left  in  that  position  while  the  engine  proceeded  into  No.  2  road  to  attach  a  milk  truck  and 
bogie  brake  van  which  were  afterwards  drawn  out  of  this  road  and  backed  down  No.  1 
siding  to  pick  up  a  bogie  coach.  After  the  coach  had  been  attached  »hunter  Davies 
signalled  driver  bibbey  ahead  to  run  clear  of  the  points  leading  back  into  No.  2  road. 
Bibbey,  however,  misjudged  the  distance  and  collided  with  the  stationary  coaches  moving 
them  forward  a  short  distance.  Morgan  was  engaged  cleaning  and  oiling  the  brake  geai- 
under  one  of  the  vehicles,  and  as  they  were  moved  forward  he  was  struck  by  a  truss-bar- 
and  somewhat  injured. 
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A  red  flag  had  been  placed  by  Morgan  at  the  end  of  the  train  &rthest  from  the 
engine,  but  the  evidence  is  conflicting  as  to  whether  the  same  precaution  had  been  taken 
on  the  carriage  which  the  engine  was  approaching.  However,  this  is  immaterial,  as  driver 
Bibbey  was  aware  that  similar  work  was  performed  by  the  carriage  stafl^  every  morning 
at  this  place,  and  whether  a  red  flag  was  exposed  or  not,  he  should  have  exercised  more 
caution  in  approaching  the  carriages  to  avoid  colliding  with  them. 

The  loop  line  leading  from  No.  1  siding  is  not  the  most  desirable  position  in  which 
to  place  carriages  requiring  such  attention,  out  I  understand  that  arrangements  will  be 
made  to  perform  this  work  while  the  carriages  are  standing  on  the  platform  road  in 
future. 

I  have,  &c., 

John  P.  S.  Main, 
The  Assistant  Secretary, 

Kailway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  25th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  1 2th  August,  the  result  of  my  inquiry  into  the  causes  of 
the  fatal  accident  which  occurred  on  the  19th  July,  to  James  R.  Shortland,  at  Brindle 
Heath  Junction,  on  the  Lancashire  and  Y'orkshire  Railway. 

The  10.25  p.m.  goods  train,  Bolton  to  Middleton,  arrived  at  Brindle  Heath  Junction 
At  1.30  a.m.,  and  as  some  shunting  had  to  be  performed  the  train  was  backed  into  No.  10 
siding.  The  engine,  with  four  waggons  attached,  was  uncoupled  from  the  train  and  run 
into  No.  3  siding  for  the  purpose  of  picking  up  six  trucks.  Guard  Davenport  who 
was  working  yn£h  the  train  walked  down  between  No.  2  and  No.  3  sidings  to  lift  the 
brakes  of  the  waggons  which  had  to  be  attached  before  the  engine  came  back  against 
the  trucks,  and  in  returning  between  No.  3  and  No.  4  sidings  he  found  Shortland  lying 
in  the  six-foot  way,  having  evidently  been  crushed  between  the  buffers  as  the  waggons 
<^me  together.     His  injuries  were  of  such  a  serious  nature  that  he  died  shortly  afterwards. 

Shortland  was  acting  as  inspector  in  charge  of  the  sidings,  and  it  is  assumed  that  he 
walked  down  No.  3  siding  with  the  object  of  speaking  to  Davenport,  and  failing  to  find 
him  on  one  side  of  the  waggons  he  crossed  the  four-foot  way  to  the  other  side  in  front  of 
the  on-coming  trucks  with  results  as  stated  above. 

This  appears  to  be  a  very  likely  explanation  of  the  occurrence.  The  accident  took 
place  within  a  few  feet  of  a  large  four  burner  gas  lamp  which  was  alight  at  the  time,  and 
may  I  think  be  attributed  to  want  of  caution  on  the  part  of  the  deceased. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  2nd  September,  1902. 

I  HAVE  ihe  honr)ur  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  20th  August,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  fatal  accident  which  occurred  on  the  4th  August,  to  cleaner  Herbert 
Crosby,  at  Agecroft  engine  sheds,  Pendleton,  on  the  Lancashire  and  Yorkshire  Railway. 

Crosby  had  been  instructed  to  clean  engine  474  standing  on  No.  4  road.  At 
7.20  p.m.  it  was  necessary  to  move  the  engine,  as  one  standing  behind  it  was  required. 
■^Cleaner  Pugh  was  acting  as  assistant  to  fireman  Scarlett  who  was  marshalling  the  engines. 
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Pugh  informs  me  that  he  shouted  "  Look  out  474  "  as  he  walked  past  die  engine,  and  also 
looked  into  the  motion  and  again  gave  warning  before  any  movement  was  made.  He 
however  received  no  reply,  and  thinkinff  all  was  clear  he  coupled  the  engines  together. 
J^ugh  then  climbed  on  to  the  foot-plate  and  again  called  out  and  soimded  the  engine  whistle. 
A  few  minutes  after  the  engine  had  been  drawn  away  shedman  McGhie  foimd  Crosby 
lying  in  the  pit  unconscious  and  badly  crushed,  his  injuries  being  so  severe  that  he  expired 
fiJiortly  afterwards. 

it  is  di£Scult  to  arrive  at  a  conclusion  as  to  how  the  accident  occurred,  but  there  can 
be  no  doubt  that  Crosby  was  working  at  the  engine  and  foiled  to  hear  the  warning,  with 
the  result  that  he  was  crushed  by  some  part  of  the  motion. 

1  am  satisfied  that  warning  was  given  before  any  movement  took  place,  therefore  the 
accident  must  be  attributed  to  misadventure. 

Crosby,  I  am  informed,  was  a  sharp  active  lad  and  in  full  possession  of  all  his 
faculties. 

From  the  evidence  which  I  obtained  it  would  appear  that  considerable  care  is  taken 
before  moving  engines  in  the  locomotive  sheds.  The  Company's  representative  informed 
me,  however,  that  there  were  no  instructions  in  connection  with  such  operations,  beyond 
the  advice  given  by  the  oflScer  in  charge  of  the  shed  to  the  men  performing  such  duties. 

This  is  unusual,  as  beyond  the  verbal  instructions  so  given,  it  is  the  general  custom 
to  post  up  rules  for  the  guidance  of  the  staff  engaged  at  such  work,  and  I  would  suggest 
that  this  Company  should  consider  the  advisability  of  similar  action. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Siu,  6th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  September  24th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  September  13th,  near  the  Red  Bank 
sidings,  at  Manchester,  on  the  Lancashire  and  Yorkshire  Railway,  whereby  porter  Donald 
Watkinson  Avas  fatally  injured. 

About  10.10  p.m.  Watkinson  arrived  with  a  train  of  empty  coaches  at  Red  Bank 
carriage  sidings,  which  are  about  three  quarters  of  a  mile  from  Victoria  Station.  At 
11  p.m.  he  was  found  lying  between  the  up  fast  and  the  down  slow  lines,  a  short  distance 
from  the  up  home  signal  of  the  "  Footbridge  "  signal-box.  He  was  then  lying  clear  of 
both  lines,  but  he  had  apparently  been  struck  by  a  passing  train,  having  received  internal 
injuries,  which  proved  fatal  shortly  afterwards. 

There  it^  no  direct  evidence  as  to  how  the  accident  occurred,  but  I  am  inclinedi  to 
think  that  he  was  injured  in  attempting  to  join  an  up  passenger  train  which  appears  to 
have  been  cliecked,  but  not  actually  brought  to  a  stand,  on  the  &st  line  at  the  home  signal 
about  10.36  p.m.  Under  the  circumstances,  I  consider  that  the  unfortunate  mishap  may 
be  attributed  to  misadventure. 

It  appears  to  be  a  regular  practice  for  train  porters  to  return  from  Red  Banktsidings 
to  Victoria  Station  by  trains  which  are  stopped  at  this  signal.  As  it  is  necessary  for  the 
men  to  cross  both  the  up  and  down  slow  lines  in  order  to  reach  the  up  fast  line,  I  consider 
that  the  Company  should  prohibit  such  a  dangerous  practice. 

I  have,  ^1 

J,  H.  Abmytage« 

The  Assistant  Secretary. 

Railway  Department,  Board  of  Trade. 
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Railway  Department,  Board  of  Trade,     , 
1,  Whitehall,  London,  S.W., 
Sib,  3rd  November,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  October  16th,  I  have  held  an  inquiry  into  the  circumstance 
attending  the  accident  which  occurred  on  September  25th  at  Hightown,  on  the  Lancashire 
and  Yorkshire  Railway,  whereby  ballastman  Joseph  Culshaw  was  injured. 

About  11  a.m.  the  Ormskirs  ballast  train  was  standing  on  the  up  main  line  at  tl^e 
east  end  of  Hightown  Station.  Three  waggons  loaded  with  sand  were  in  front  of  the 
engine.  In  order  to  put  these  waggons  on  to  the  train,  the  engine  was  taken  into  the 
up  siding,  and  the  sand  waggons  were  pushed  back  to  the  train  by  the  ballastmen.  As 
the  waggons  reached  the  train,  Culshaw  put  on  the  coupling  with  his  left  hand,  but  his 
right  hand  was  caught  between  the  buffers  and  two  of  his  fingers  were  crushed. 

It  was  no  part  of  Culshaw's  duty  to  perform  the  coupling  operation  and  the  accident 
was  due  to  his  own  want  of  caution. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 

LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade,^ 

1,  Whitehall,  London,  S.W., 
Sir,  22nd  October,  1902.  . 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  October  8th,  I  have  held  an  inquirv  into  the  circum- 
stances attending  the  accident  which  occurred  on  August  25th  at  Wolverhampton,  qa-. 
the  London  ana  North  Western  Railway,  whereby  loader  William  Sillito  was  fiitelly 
injured. 

About  9.80  p.m.  Sillito  was  engaged  in  sheeting  a  waggon  which  was  standing  on  the 
"  back "  road,  outside  the  goods  shed.  While  he  was  standing  in  the  four-foot  way 
nulling  down  the  bheet,  anotner  waggon  was  shunted  into  the  same  road  by  capstanman 
'^avile  Smyth.  Sillito  was  caught  between  the  buffers  of  the  waggons  and  sustained 
injuries  which  proved  &tal  on  August  29th. 

It  is  only  under  exceptional  circumstances  that  waggons  are  sheeted  on  the  "  back ," 
road,  as  this  road  is  almost  continually  used  for  shunting  purposes.  Sillito,  however, 
fa^ed  to  inform  the  capstanman  that  he  was  about  to  commence  sheeting,  and  the  accident 
must  be  attributed  to  his  neglect  in  this  respect. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH- WESTERN  RAILWAY. 

ft ' 
*  * 

Railway  Department,  Board  of  Trade,^ 
1,  Whitehall,  London,  S.W.,  . 

Sir,  3rd  November,  1902.  i 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  October  21st,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  September  24th  at  London  Road  Goods 
Station,  Manchester,  on  the  London  and  North- Western  Railway,  whereby  scalesman 
Charles  Atkins  was  injured. 

About  3  a.m.  Atkins  was  engaged  in  untjdng  the  sheet  strings  on  a  .waggon  standing 
in  what  is  known  as  the  "  top  yard  run."  While  he  was  leaning  over  the  buffer  another 
waggon  was  shunted  into  tiie  same  road  by  porter  brakesman  Herbert  Peacock.  The 
waggon  at  which  Atkins  was  working  was  moved  about  two  feet,  and  his  left  arm  was 
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bruised  slightly.  About  an  hour  later  he  discovered  that  his  arm  was  bleeding  from  a 
wound  which  was  apparently  the  result  of  the  blow,  but  it  has  not  been  ascertained 
exactly  how  the  wound  was  caused.  Peacock  stated  that  he  gave  the  usual  warning  (by 
sounding  a  horn  and  shouting  the  name  of  the  road)  before  moving  the  waggons,  but  this 
warning  was  not  heard  by  Atkins. 

I  am  of  opinion  that  the  present  method  of  giving  warning  of  the  movement  of 
waggons  in  this  part  of  the  warehouse  is  not  satismctory,  and  I  am  not  surprised  that 
Atkms  failed  to  hear  the  warning  given  in  this  case.  If  the  Company  are  unable  to 
arrange  for  the  sheet  strings  to  be  untied  at  a  point  where  the  w«^gons  are  not  liable  to 
be  moved  during  the  operation,  it  is  to  be  hoped  that  they  will  direct  their  attention 
towards  devising  some  more  efficient  method  of  warning.  • 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  WTiitehall,  London,  S.W., 
Sir,  3rd  November,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  October  21st,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  September  24th  at  the  Alexandra  Dock  Goods 
Station  of  the  London  and  North- Western  Railway,  whereby  sheeter  George  Fletcher  was 
mjured. 

About  7.45  p.m.  Fletcher  was  engaged  in  sheeting  a  low-sided  waggon  which  was 
standing  on  No.  5  road  inside  the  warehouse.  Some  waggons  were  being  moved  on 
No.  6  road  by  meaiis  of  a  capstan,  and  Fletcher  states  that  he  stepped  into  the  four-foot 
way  of  No.  5  road  behind  the  corner  of  the  low  sided  waggon,  in  case  the  capstan  hook 
should  fly  off  the  waggon  in  No.  6  road.  While  he  was  in  that  position  a  waggon  was 
shunted  into  No.  5  road  by  capstanman  George  Rourke.  This  waggon  struck  a  meat  van 
which  was  propelled  towards  Fletcher,  and  he  was  squeezed  across  the  chest  between  the 
buffers. 

Fletcher  admitted  that  he  heard  the  warning  given  before  the  movement  was  made, 
but  he  neglected  to  move  into  a  position  of  safety,  and  the  accident  must  be  attributed  to 
his  own  want  of  caution. 

I  have,  &c., 

J.  H.  Abmytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON  AND   SOUTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Wnitehall,  London,  S.W., 
SiB,  9th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  28th  July,  the  result  of  my  inquiry  into  the  causes  of 
the  accident  which  occurred  on  the  10th  July  to  Checker  C.  Gaston,  at  Poole,  on  the 
London  and  South- Western  Railway. 

Two  fiimiture  van  waggons  had  been  loaded  and  placed  in  the  loop  siding  behind 
twelve  other  waggons.  The  trucks  were  not  coupled  together  and  there  was  a  space  of  a 
few  feet  between  them.  At  4.45  p.m.  shunter  Matcham  asked  Gaston  to  assist  him  to 
rope  the  vans  to  the  waggons,  and  when  about  to  perform  the  work  while  Graston  was 
passing  between  the  trucks  they  were  closed  together  and  he  was  caught  between  the 
buffers  and  crushed.' 

Driver  Bartlett,  who  was  in  charge  of  the  shunting  pilot,  moved  the  waggons  to  place 
his  engine  in  position  for  oiling  purposes.     He  assures  me  that  he  looked  back  to  see  if 
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any  men  were  working  about  the  waggons,  and  seeing  no  one  and  also  knowing  that  it 
was  the  shunters'  meal  hour,  when  the  men  were  not  engaged  in  the  J^ard,  he  coneludedjit 
Was  quite  safe  to  move  them. 

Matcham,  who  wad  Yardsman  in  charge,  informs  me  that  be  looked  ■  aloDg»  ^m 
i^aggons  but  did  not  see  the  engine,  and  knowing  that  shunting  was  not  genefall^r 
performed  between  4  and  5  o'clock  he  thought  tJ^t  the  work  could  be  ui^erkaken 
without  risk. 

Matchum  displayed  a  want  of  care  in  &iling  to  assure  himself  that  no  movement  ot 
the  waggons  would  be  likely  to  take  place  before  commencing  the  work,  and  Bartlett  was 
not  stlmciently  careful  in  assuring  himself  that  it  was  safe  to  move  the  trucks.  However, 
the  work  should  have  been  performed  at  the  loading  dock  or  in  a  siding  devoted  to  such 
a  purpose  and  not  on  an  open  loop  siding.  No  doubt  more  care  will  be  taken  to  see  that 
this  system  is  adopted  in  future. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Seai*etary, 

Railway  Department,  Board  of  Trade. 
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LONDON  AND   SOUTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  8th  September,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  accord- 
ance with  the  Order  of  the  28th  August,  the  result  of  my  inquiry  into  the  circumstances 
attending  the  &tal  accident  which  occurred  on  the  12th  August  to  John  Ameris,  at 
Twickenham,  on  the  London  and  South- Western  Railway. 

Ameris  was  employed  as  point  cleaner  and  signal  lighter,  and  had  been  engaged  in 
this  capacity  at  Twickenham  for  about  three  months.  His  a^e  was  16  years.  At 
7.40  a.m.  on  the  morning  in  question,  a  train  of  carriages  was  pushed  up  the  long  siding 
to  clear  the  down  siding  points  for  outlet  to  the  main  line.  After  the  carriages  had  passed 
over  the  points  it  was  found  that  Ameris  had  been  run  over  and  instantaneously  killed 
when  he  was  evidently  cleaning  the  switch. 

The  carriages  are  shunted  in  a  similar  manner  and  at  the  same  time  every  morning, 
I  understand  that  Ameris  was  aware  of  this,  and  that  he  was  also  fully  acquainted  witb 
the  working  of  the  yard.  Shunter  DoUery  assures  me  that  he  looked  down  the  siding 
before  signalling  to  the  driver  to  come  back,  and  saw  no  one  working  at  the  points  at 
that  time.  From  the  position  in  which  the  tools  used  by  Ameris  were  found,  it  10 
assumed  that  he  was  working  with  his  back  towards  the  approaching  train. 

I  am  advised  that  he  had  been  cautioned  on  several  occasions  against  performing  the 
work  in  such  a  manner,  the  last  time  being  some  two  weeks  before  the  accident  occurred. 
It  would  therefore  appear  that  Ameris  displayed  a  want  of  caution.  At  the  same 
time  I  think  that  the  mishap  may  be  attributed  to  misadventure. 

The  deceased  was,  I  consider,  rather  young  to  perform  such  work,  and  I  would 
recommend  that  the  duty  of  cleaning  points  at  busy  parts  of  the  line,  similar  to  the  place 
under  notice,  should  be  delegated  to  more  experienced  men. 

I  have,  &c., 

John  P.  S.  Maim. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDONIAND  SOUTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  Ist  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  12th  September,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  the  24th  August  to  Arthur  Rocfe, 
at  Guildford,  on  the  London  and  South-Western  Railway. 
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Rose  was  working  as  fireman  with  the  6  p.m.  passenger  train  Portsmouth  to 
Waterloo.  On  arrival  at  Guildford,  where  the  train  was  booked  to  stop,  he  proceeded  to 
place  the  engine  head  lamps  in  position.  After  returning  to  the  footplate  Rose  was  in 
the  act  of  replacing  one  of  the  lamps  which  he  did  not  require,  in  the  tool  box  at  the  front 
of  the  tender,  when  his  foot  slipped  on  the  sand-box  on  which  he  was  standing,  and 
overbalancing,  he  fell  to  the  ballast  and  was  somewhat  injured. 
The  mishap  appears  to  have  been  accidental. 

I  have,  &c., 

John  P.  S.  Main. 
i  The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade, 


LONDON,  BRIGHTON  AND  SOUTH  COAST  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
SiB,  20th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  17th  September,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  the  Ist  September  to  Alfred  W. 
Johnson  at  Grosvenor  Road,  on  the  London,  Brighton  and  South  Coast  Railway. 

Johnson  was  working  as  fireman  with  the  7.40  a.m.  passenger  train  from  Victoria. 
When  approaching  Grosvenor  Road  Station  he  climbed  on  to  the  bunker  to  free  the  coal 
which  was  choking  the  shoot.  While  Johnson  was  in  this  position  he  failed  to  notice  an 
earth  wire  led  across  the  line  from  the  signal  cabin  to  the  platform  roof,  with  the  result 
that  he  came  in  contact  with  it  and  was  thrown  down  and  badly  bruised. 

The  height  of  the  wire  was  between  15  and  16  feet  above  rail  level.  It  had  been 
placed  in  this  position  about  six  weeks  prior  to  the  date  of  the  accident.  J<jhnson  was 
not  aware  of  its  existence,  and  thinking  that  there  was  a  considerable  distance  clear  of 
overbridgeSj  he  assumed  that  it  would  be  quite  safe  to  perform  the  work.  An  Order  is 
in  force  prohibiting  engine  men  from  leaving  the  footplates  of  engines  in  motion. 
Johnson  was  acquainted  with  this  instruction,  and  as  there  was  no  necessity  for  such 
.exposure  on  his  part,  he  alone  is  to  blame  for  the  mishap. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


LONDON,  BRIGHTON  AND  SOUTH  COAST  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  20th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  24th  September,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  the  9th  September  to  A.  J. 
Henderson,  at  Croydon,  on  the  London,  Brighton  and  South  Coast  Railway. 

Henderson  is  a  private  carting  contractor.  At  4  p.m.,  while  he  was  engaged  in 
unloading  some  goods  from  a  van  standing  in  No.  2  siding,  the  waggon  was  moved 
slightly  and  Henderson  was  thrown  down  and  injured. 

The  movement  of  the  van  appears  to  have  been  caused  by  an  engine  and  brake 
coming  back  rather  sharply  against  the  waggons  standing  in  front  of  the  van. 

No  warning  was  given  by  head  shunter  Thomas  Luxon,  who  was  in  charge  of  the 
operation,  before  bringing^  the  engine  and  brake-van  into  the  siding.  He  was  well  aware 
that  this  road  was  used  for  loading  and  unloading  purposes,  and  that  there  was  a 
likelihood  that  ^he  waggons  might  be  moved.  Luxon  must  therefore  bear  the  entire 
responsibility  for  the  mishap,  which  was  due  to  his  failure  to  give  warning  in  accordance 
with  Rule  112a. 
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Henderson  states  that  on  several  occasions  trucks  have  been  moved  while  he  has 
been  engaged  in  unloading. 

This  points  to  a  lack  of  care  on  the  part  of  the  shunting  staff  in  Croydon  Goods 
Yard  which  no  doubt  the  Company  will  take  steps  to  remedy. 

I  have,  &c., 

John  P.  S.  Main: 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MANCHESTER  SHIP  CANAL  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  24th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that 
in  accordance  with  the  Order  of  August  13th,  I  have  held  an  inquiry  into  the  cu^cum- 
stances  attending  the  accident  which  occurred  on  July  8th  in  the  Mode  Wheel  Gridiron 
Sidings  on  the  Manchester  Ship  Canal  Railway,  whereby  shunter  Frederick  Crompton  was 
fatally  injured. 

About  5.30  a.m.,  Crompton  was  working  with  a  pilot  engine  to  which  he  intended  to 
attach  certain  timber  waggons  which  were  standing  in  No.  5  siding.  The  engine  was 
standing  in  No.  7  siding  and  Crompton  went  to  No.  5  siding  in  order  to  release  the 
waggons  which  were  secured  by  means  of  a  piece  of  wood  which  had  been  placed  in  front 
of  one  of  the  wheels  of  the  leading  waggon.  The  siding  is  on  a  gradient  of  1  in  156,  and 
under  ordinary  circumstances  waggons  would  run  down  by  gravity.  No  one  actually 
witnessed  the  accident,  but  a  few  minutes  after  Crompton  had  left  the  engine  he  was  found 
by  the  fireman  lying  in  the  six-foot  between  No.  5  and  No.  4  sidings,  his  left  arm  having 
been  badly  crushed  by  the  waggon  wheels.  He  died  in  hospital  from  the  eflfects  of 
amputation.  The  waggons  were  moving  slowly  out  of  the  siding  at  the  time  when 
Crompton  was  found  by  the  fireman. 

From  the  evidence  I  am  inclined  to  think  that  the  waggons  were  rather  stiff  and 
&iled  to  run  out  of  the  sidinff  when  the  piece  of  wood  was  removed  from  the  jfront  wheel. 
Crompton  probably  started  the  waggons  by  using  the  piece  of  wood  as  a  lever  against  the 
spokes  of  a  wheel,  but  owing  to  the  wood  breaking  he  fell  with  his  left  arm  on  the  rail 
and  the  waggon  wheel  passed  over  it. 

I  consider  that  the  accident  may  be  attributed  to  misadventure. 

I  have,  &c., 

J,  H.  Armttage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND   RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  6th  October,  1902. 

I  HAVE  th^  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that, 
in  accordance  with  the  Order  of  August  13th,  I  have  held  an  inquiry  into  the  circumstances 
attending  the  accident  which  occurred  on  July  25th  at  Derby,  on  the  Midland  Railway, 
whereby  porter  guard  Appollos  P.  D.  Catton  was  fatally  injured. 

About  7.45  p.m.,  Catton  was  assisting  shunter  John  Railings  to  make  up  a  train  of 
empty  coaches  in  the  Park  carriage  sidings.  The  shunting  engine  was  attached  to  four 
vehicles,  the  last  one  being  a  corridor  dining  car.  As  these  vehicles  were  being  set  back 
on  to  another  dining  car  which  was  standing  on  the  "  back  "  road,  Catton  went  between 
the  cars  in  order  to  couple  them  together.  Railings  signalled  to  the  driver  to  stop  as  soon 
as  he  realised  Catton's  intention,  but  there  was  not  sufficient  time  to  prevent  the  accident^ 
and  Catton's  head  was  crushed  between  the  corridor  gangways  of  the  cars. 


A  notice  wc^s  issued  in  August  1899  prohibiting  couplers  from  standing  between 
corridor  vehicles  in  motion.  Although  I  could  not  obtain  any  direct  evidence  on  this 
point  it  is  probable  that  Catton  was  aware  of  this  notice  and  the  accident  must  be 
attributed  to  want  of  caution  on  his  part. 

I  have,  &c., 

J.  H.  Armttage. 
Th^  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND  RAILWAY.  - 


.  Railway  Deportmeat,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  6th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  tha  Order  of  the  24th  September,  the  result  of  my  inquiry  into  thd 
oircumstancea  attending  the  fatal  accident  wluch  occuirred  on  the  9th  September  to  Hubert 
at  Poplar,  on  the  Midland  Railway. 

Pearoe  was  employed  as  a  waggon  repairer.  On  the  morning  in  question  he 
aecompamed  labourer  Barrett  from  Kentish  Town  to  Poplar  goods  sidings  to  effect 
some  repairs  to  a  private  owner's  waggon  standing  at  die  latter  place.  When  the 
men  arrived  at  Poplar  they  were  instructed  by  examiner  Webb,  who  is  in  charge  of 
the  waggon  repairing  in  the  yard,  to  take  some  brake  and  draw-gear  material  from  a 
waggon  standing  in  No.  2  siding  and  place  it  in  the  defective  waggon  which,  was  standing 
behind  five  others  in  No.  3  road.     Webb  then  left  them(  for  another  part  of  the  yard. 

After  Barrett  and  Pearce  had  removed  the  material  they,  proceeded  to  push  the. 
waggon,  forward  so  that  the  draw*bar  might  be  placed  in  position  and  the  brake  ^r 
fixed,  Pearce  being  on  one  side  of  the  waggon  and  Barrett  on  the  other.  Just  as  mey 
got  the  truck  into  position,  and  when  Pearce  was  crossing  between  the  buffers  o£  thft 
defective  waggon  and  those  standing  a  few  feet  in  the  rear,  some  other  waggons  were 
shunted.into  me  siding  and  closing  all  the  waggons  up,  P^rce  was  caught  and  crushed 
between  the  buffers  with  fatal  results. 

Red  flags  were  not  placed  on  the  leading  vehicle  in  front  of  the  defective  waggon 
nor  was  the  head  shunter  advised  in  accordance  with  instructions. 

Both  men  possessed  a  copy  of  these  instructions  and  Barrett,  who  was  the  senior, 
assures  me  that  before  the  work  was  actually  commenced,  the  red  flags  would  have  beea 
placed  in  position.  Knowing  that  this  precaution  had  not  been  taken  and  that  there  was. 
eveiT  likelihood  that  waggons  would  be  shunteil  into  the  siding,  Pearce  undoubtedly 
displayed  a  want  of  cautbon  in  crossing  between  the  buffers,  and  the  accident  must  be 
attributed  to.  this,  cause. 

Webb,  who  has  been  blamed  for  failing  to  make  proper  arrangements  for  the 
protection  of  the  men,  informs  me  that  he  did  not  intend  the  work  to  be  ^commenced  until 
the  waggon  was  under  the  crane  and  properly  protected.  Barrett  did  not  understand  this 
and  it  is  to  be  regretted  that  Webb's  instructiona.  wece  not  more  explicit.  However,  it  is 
only  fair  to  note  that  each  waggon  repairer  is  expected  to  take  steps  to  provide  for  his 
own  safety,  and  therefore  it  seems  unfair  that  Webb  should  bear  the  onus  of  responsibility. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


MIDLAND   RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Wnitehall,  London,  S.W., 
Sib,  22nd  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that,  in 
accordance  with  the  Order  of  October  8th,  I  have  held  an  inquiry  into  the  circumstances 
alftending  the  accident  which  occurred  on  September  21st,  at  Hunslet,  on  the  Midland 
Railway,  whereby  ganger  John  Clarke  was  fatally  injured. 
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At  about  7.15  a.m.  Clarke  was  engaged  in  oiling  the  points  in  the  down  shunting 
•fiidingB.  A  train  was  being  marshalled  in  the  sidings,  and  while  Clarke  was  oiling  4  pair 
idf  points,  he  was  knocked  down  by  a  covered  salt  waggon,  which  was  being  drawn  ov^r 
the  points  by  a  horse.  The  horse  driver,  Thomas  Dennis,  was  on  the  opposite  side  of  the 
waggon  and  did  not  see  Clarke.  The  waggon  wheels  passed  over  Clarke's  legs,  causing 
injuries  which  proved  fatal  shortly  afterwards. 

Clarke  must  have  been  aware  that  shunting  operations  were  in  progress,  and  tliie 
accident  can  only  be  attributed  to  his  own  want  of  caution. 

I  have,  &c., 

J.  H.  Abmytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade. 

1,  Whitehall,  London,  S.W., 
Sib,  29th  Au^t,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Tyade,  that,  in 
accordance  with  the  Order  of  August  19th,  I  have  held  an  inquiry  into  the  circungt- 
stances  attending  the  accident  which  occurred  on  July  2oth,  on  the  Traneiit  branch  of  the 
North  British  Railway,  whereby  goods  guard  Alexander  Bissett  was  injured.  .. 

Tranent  Goods  Station  is  connected  with  the  main  line  by  means  of  a  single  line 
branch  from  Prestonpans,  worked  on  thesStaff  system.  About  300  ywds  from  Preston  pans 
there  is  a  sharp  curve,  beyond  which  is  a  connection  with  a  Colliery  siding.    , ,         -^^ 

Bissett  was  second  guard  of  a  goods  train  from  Prestoi3Lpans ,  to  Tranent,  consisting 
of  10  waggons,  which  was  being  propelled  towards  Tranent  about  11.20  a.m.  and  he;  rod/e 
on  the  leading  waggon  which  was  loieided  with  manure.  As  the  train  came  round  thie 
curve  Bissett  saw  a  waggon  loaded  with  bricks  standing  on  the  branch  line  just  beyoufi 
the  Colliery  siding  points.  He  signalled  to  the  driver  to  stop,  but  there  was  not  sufficient 
time  to  stop  the  train,  and  it  struck  the  waggon  sharply,  some  of  the  bricks  &lling  on 
to  Bissett,  bruising  his  fiwje  and  body.  Goods  •  guard  George  Bold,  who  had  left  the 
waggon  of  bricks  at  this  point  on  the  previous  day,  stated  that  he  had  frequently  left 
waggons  in  the  same  place  on  previous  occasions,  and  it  was  admitted  by  the  station 
master  and  the  district  traffic  inspector  that  the  practice  was  not  an  uncommon  one. 
Neither  of  the  guards  of  the  Tranent  train,  however,  were  aware  of  this  practice,  which 
is  a  most  undesirable  one,  especially  having  regard  to  the  curvature  and  gradient  of  the 
line,  and  it  is  to  be  hoped  that  the  Company  will  issue  instructions  for  its  discontinuance. 
In  accordance  wiui  special  instructions  issued  by  the  Company,  it  is  necessary  for  ,a 
guard  to  ride  on  the  leading  vehicle  of  every  train  while  it  is  being  propelled  up  the 
Tranent  branch,  which  is  about  a  mile  in  length.  In  order  to  enable  the  guards  to 
perform  this  duty  safely,  I  consider  that  a  brake  van  or  other  suitable  vehicle  should  hfi 
provided  for  their  use. 

I  have,  &c., 

J.  H.  Armytagk. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 

.  ^  •  '  Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  2oth  September,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  28th  August,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  (accident  which,  occurred  qxi  the  14th  August  tsp  James 
(iimpbell,  at  Sighthill^  Glasgow,  on  the  North  British  Railway.  .  ,   ,m.    . 
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Campbell  is  employed  as  a  porter  in  the  goods  shed.  On  the  morning  in  question 
he  was  engaged  tyin^  sheet  strings,  with  his  right  foot  resting  on  the  buffer  spindle  of  a 
waggon  standing  in  No.  3  road.  While  he  was  in  this  position  a  truck  was  shunted 
into  the  shed  and  coming  in  contact  with  the  stationary  waggons  closed  them  up,  with 
the  result  that  Campbell's  foot  was  crushed  between  the  buffer  head  and  socket. 

Shunter  David  Thompson  was  responsible  for  shunting  the  truck  into  No.  3  road. 
He  gave  no  warning  to  the  men  working  inside  the  shed  before  doing  so  for  the  reason 
that  he  did  not  intend  the  truck  to  run  so  tax.  He  omitted  to  follow  the  waggon  to 
apply  the  brake  as  instructed  in  Rule  184,  and  to  this  &ilure  on  his  part  the  accident 
must  be  attributed. 

T  have,  &c., 
The  Assistant  Secretary,  John  P.  S.  Main. 

Railway  Department,  Board  of  Trade. 


NORTH   BRITISH   RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sir,  25th  September,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  28th  August,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  19th  August  to  cleaner  James 
Marlin,  at  Cowlairs,  on  the  North  British  Railway. 

Marlin,  who  is  in  the  service  of  the  Glasgow  and  South-Western  Railway  Company, 
was  acting  as  fireman  with  driver  James  Lindsay  when  working  some  exchange  traffic 
from  St.  Enoch  to  Cowlairs.  On  arrival  at  the  latter  station  the  vehicles  had  to  be  placed 
in  the  down  loop  siding.  As  the  train  had  been  brought  to  rest  over  the  points  leading 
to  this  siding  it  was  necessary  to  draw  it  back  a  short  distance  so  that  the  road  might 
be  set.  When  the  points  had  been  cleared  Marlin  left  the  footplate  without  Lindsay's 
knowledge  and  went  between  the  engine  and  the  first  horse  box  to  uncouple,  but  as  he 
was  unable  to  disconnect  the  brake  pipe  he  came  out  again,  and  attempted  to  regain  the 
footplate  just  as  the  engine  was  started.  Marlin,  however,  slipped  on  the  foot  step,  and 
felling  his  right  foot  was  run  over  by  the  leading  tender  wheel.  I^indsay  was  recei\'ing 
the  necessary  hand  signals  from  the  platform  on  the  opposite  side,  his  whole  attention 
being  given  to  the  shunter  in  charge,  hence  his  failure  to  notice  Marlines  action. 

Marlin  had  been  in  the  service  of  the  Glasgow  and  South-Westem  Railway  Company 
for  three  months,  but  had  previously  been  employed  as  cleaner  for  six  months  with  the 
North  British  Railway. 

I  imderstand  that  he  had  only  acted  as  fireman  on  eighteen  occasions  prior  to  the 
accident,  and  he  was,  therefore,  inexperienced.  The  mishap,  however,  may  be  attributed 
to  misadventure. 

Lindsay  had  only  been  engaged  driving  for  two  months,  and  was  also  to  a  certain 
extent  new  to  the  work. 

I  consider  it  most  desirable,  when,  owing  to  shortness  of  staff  it  is  necessary  to  employ 
inexperienced  cleaners  as  firemen  that  they  should  be  placed  with  experienced  drivers,  and 
I  would  suggest  that  this  system  should  be  adopted  as  far  as  possible  by  the  Company  in 
fiiture. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
Sib,  14th  November,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order,  of  the  2nd  September,  the  result  of  my  inquiry  into  the  cir- 
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camstances  attending  the  fiatal  accident  which  occurred  on  the  22nd  August  to  Thomas 
Ewinff,  in  St,  Margaret^s  Locomotive  Shed,  Edinburgh,  on  the  North  British  Railway. 

The  engine  shed  in  which  the  accident  occurred  is  a  circular  buildinj?  with  a  turn- 
table in  the  centre,  the  engines  being  stabled  on  lines  radiating  from  this  turntable.  The 
shed  is  an  old  one,  and  the  accommodation  is  very  limited.  The  turntable  is  42  ft.  in 
diameter,  and  is  operisited  by  pushing  two  handles  (one  at  either  endj  which  project  a  few 
feet  beyond  the  edge  of  the  table  pit.  It  is  understood  that  only  drivers  and  firemen  are 
authorised  to  work  the  table.  .  Ewing  was  an  engine  kindler,  but  had  previously  been 
employed  as  a  driver. 

Boiler  washer  William  Walker  desired  to  have  a  dead  engine  moved  from  No.  3  bay 
and  placed  in  No.  7  bay  for  washing-out  purposes,  and  at  7.45  p.m.  he  requested  the 
night  foreman,  David  Marshall,  in  the  presence  of  Ewing,  to  send  someone  to  perform 
the  work.  Walker  states  that  Marshall  instructed  Ewing  to  do  so,  but  Marshall  denies 
this.  However,  Ewing  proceeded  to  make  the  movement,  and  Walker  assisted.  The 
engine  was  drawn  on  to  the  table  by  another  engine,  and  wheu  both  were  in  position 
the  men  commenced  to  turn  the  table,  Ewing  pulling  at  one  of  the  handles.  The  table 
swung  past  the  catch  for  No.  7  bay,  and  Ewing,  failing  to  notice  the  close  proximity  of 
another  engine  which  had  been  levered  forward  on  the  next  road,  was  crushed  between 
the  engine  on  the  table  and  the  engine  in  the  bay  with  fatal  results. 

The  mishap  may  be  classed  as  accidental.  The  deceased  man,  however,  displayed  a 
want  of  care  by  pulling  the  bar  instead  of  pushing,  as  by  adopting  the  latter  method  he 
would  have  clearly  seen  his  danger  and  been  able  to  avoid  the  other  engine  without  difficulty. 

The  evidence  is  conflicting  as  regards  the  instructions  given  by  Marshall.  Still,  this 
does  not  signify,  as  I  am  satisfied  that  Ewing  had  been  accustomed  to  undertake  the  same 
work  previously,  and  I  have  every  reason  to  think  that  he  was  fully  qualified  to  do  so. 

Owing  to  the  limited  space  which  exists,  and  the  consequent  danger  of  marshalling 
engines  in  this  shed  by  the  use  of  a  turntable,  I  would  suggest  that  some  other  means 
should  be  supplied  for  operating  the  table,  such  as  fiiction  gearing  worked  firom  the 
turntable  platform,  so  that  the  projecting  handles  may  be  dispensed  with,  and  also  that 
instructions  should  be  issued  that  only  one  engine  should  be  allowed  on  the  table  when, 
turning. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
1,  Whitehall,  London,  S.W., 
^iRj  18th  August,  1902 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in- 
accordance   with   the    Order  of  the   8th  August,  the   result  of  my  inquiry  into   the 
causes  of  the  accident  which   occurred  on  the  18th   July,  to  fireman  H.  Gowdy,  at 
Monkwearmouth,  on  the  North-Eastern  Railway. 

During  shunting  operations  in  the  goods  yard  driver  Hardy  found  that  his  view  of 
the  shunter  was  likely  to  be  obstructed  by  a  lump  ot  coal  on  the  bunker  of  the  engine 
and  he  told  his  fireman  Gowdy  to  go  round  and  break  it.  Gowdy  accordingly  went  on 
to  the  top  of  the  bunker  and  stooped  to  clear  an  overbridge  under  which  the  eogine  was 
passing,  but  failing  to  recollect  the  position  of  the  loading  gauge  which  spans  the 
shunting  neck  a  few  yards  beyond  the  bridge,  his  body  came  in  contact  with  it  as  he  rose 
up,  and  he  was  thrown  fi-om  the  engine  and  severely  injured. 

The  coal  should  have  been  properly  stacked  before  the  engine  left  the  loco,  shed^ 
and  Hardy  informs  me  that  he  instructed  Gowdy  to  remove  the  lump  in  question  at  that 
time,  but  he  failed  to  do  so.  However,  Hardy  admits  that  he  was  to  blame  for  requesting 
his  fireman  to  place  himself  in  such  a  dang:erous  position  while  the  engine  was  in 
motion,  and  such  being  the  case  he  must  to  a  great  extent  bear  the  responsibility  for  the 
accident.  ^     .        .        . 
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.,:  I 'Understand  that  this  Company  do  not  specially  draw  the  attention  of  enginemea  to 
th6  danger  of  placing  themselves  in  exposed  positions  on  engines  in  motion*  The  issue 
^.,such  mstructions  has  been  adopted  on  other  systems,  and  I  would  recommend  thut  this 
Oompany  should  consider  the  advisability  of  similar  action. 

I  have,  &c., 

John  P.  S.  Main. 
..,  The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


•/ 
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NOKTH-EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  I^ndon,  S.W., 
'Sir,  1st  Sept«nber,  1902. 

I  'HAVE  the  honour  to  report,  for  the  informaticm  of  the  Board  of  Trade^  in 
acc6rdance  with  the  Order  of  the  20th  August,  the  result  of  my.  inquiry  into  the  causes 
of  the  accident  which  occurred  on  the  30th  July  to  William  Spence  at  Cargo  Fleet,  on 
the  North-Eastern  Railway. 

*^  Spence  is  employed  as  a  waggon  examiner,  and  on  the  morning  in  question  be 
•Commenced  to  inspect  some  60  wacfmns  standing:  on  No.  1  loop.  Findins:  one  of  the 
wggon  brake,  4ui«d  to  b.  tafcif  up,  he  cliSbed  on  the  bUr  .nd  Withdrew  the 
ttdjusting  pin.  He  was  unable,  however,  to  lift  the  brake  connecting  rod,  as  it  was  stiff, 
and  he  jumped  down  into  the  four- foot  way  to  knock  it  up  with  his  hammer.  After 
;doing  so,  and  just  as  he  was  raising  himself,  the  waggons  in  front  were  closed  up,  and 
'Spence  was  caught  between  the  buffers  and  slightly  crushed. 

The  work  was  of  such  a  trifling  nature  that  Spence  did  not  consider  it  necessary  to 
ta^ke  the  precaution  of  placing  flags  on  the  leading  waggons  at  either  end  of  the  loop. 
The  loop  is  open  at  both  ends,  and  shunting  engines  are  constantly  moving  in  and  out  of 
the  sidings.  Spence  was  aware  of  this,  and  I  consider  by  failing  to  protect  himself  in  the 
manner  prescribed  by  the  Company  before  commencing  such  work  he  displayed  a  want  of 
-care  to  which  the  accident  was  directly  attributable. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


JTORTH -EASTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W,, 
Sir,  Ist  September,  1902. 

I  HAVE .  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
.'accordance  with  the  Order  of  the  20th  August,  the  result  of  my  inquiry  into  the  circom- 
stances  attending  the  accident  which  occurred  on  the  8th  August  to  shunter  C.  Hodgson, 
at  Hull  (Craven  Street  sidings),  on  the  North-Eastern  Railway. 

At  3.10  p.m.  Hodgson  gave  instructions  for  the  shunting  engine  to  be  brought  bock 
pp  |ihe  Shupting  Neck  for  the  purpose  of  propping  13  waggons  out  of  the  adjacent 
^)ding.  To  per^rm  the  operation  he  obtained  a  pit  prop  and  priced  it  between  the  third 
waggon  and  the  runner  truck  attached  to  the  engine.  The  waggoAS  were  propelled  for 
^  ai3tance  of  from  30 .  to  40  yards  when  the  prop  split,  and  the  two  portions  striking 
.Hodgson,  who  was  holding  it  in  position,  lie  was  knocked  down,  and  the  trailing  waggon, 
passed  over  his  legs,  rendering  subsequent  amputation  necessary. 

TJie  prop  in  question  was  a  piece  of  timber  6  feet  6  inches  long,  which  Hodgson  had 
Dieted  ifp  in  the  yard,  and  was  unprotected  by  ferrules  at  the  ends,  therefore  its  failure 
m,  th^  manner  stated  is  not  surprising.  ,  '  i  ,        • 

Hodgson  is  an  experienced  shunter,  and  must  have  known  the  danger  of  y^ing  such 
,a  substitute  instead  of  the  authorised  appliance,  therefore  the  accidepi  naust  be  ^ttr^buted 
to  his  own  want  of  caution, 
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•  1  am  advised  that  propping  is  only  performed  at  this  place  when  the  sidings  are 
blocked  with  traffic,  and  that  it  does  not  occur  once  a  month.  I  also  understana  that 
the  Company  are  remodelling  the  yard  in  connection  with  some  extensive  alterations, 
which,  when  completed,  will  permit  of  the  withdrawal  of  such  an  appliance.  In  the 
meantime  every  effort  should  be  made  to  keep  one  road  clear  for  running  round  purposes 
when  waggons  have  to  be  taken  from  the  middle  road,  so  that  this  dangerous  praeft'de 
may  be  avoided  as  much  as  possible. 

I  have,  &c., 

John  P,  S.  Main. 
The  Assistant  Secretary,  •  ^    . 

Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 


•  4 

•     4    ■  .     '     «• 
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Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S:W., 
Sir,  10th  October,  1902: 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade^  that, 
in  accordance  with  the  Order  of  September  30th,  I  have  held  an  Inquiry  into  *^he 
circumstances  attending  the  accident  which  occurred  on  August  18th  at  Snildori,  on' the 
North-Eastern  Railway,  whereby  fireman  Charles  Scott  was  mjured. 

Scott  was  fireman  on  a  mineral  engine  which  was  worked  into  Shildon  with  a  train, 
and  then  had  to  run  to  Darlington  with  a  brake-van  only,  Scott  forgot  to  alter  the  hea'd 
lamps  before  starting,  and  proceeded  to  do  so  while  the  engine  was  running  on  th^  up 
independent  line  at  a  speed  of  about  six  miles  an  hour.  When  returning  to  the  footplate 
he  slipped  from  the  framing  and  fell  to  the  ground.  One  of  his  hands  was  run  over  by 
the  tender  wheels,  the  fingers  being  cut  off. 

Scott  admitted  that  his  action  was  a  breach  of  Rule  24  of  the  Railway  Clearing 
House  Rule  Book,  and  he  inust  therefore  take  the  responsibility  for  the  accident. 

Both  Scott  and  his  driver,  Edward  Brayton,  stated  that  the  practice  of  passing 
along  the  framing  of  engines  in  motion  is  by  no  means  uncommon  on  this  Company's 
system.  In  order  to  prevent  further  accidents  of  a  similar  nature  I  consider  that  the 
Company  should  issue  and  enforce  instructions  forbidding  such  a  dangerous  practice. 

I  have,  &c., 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


NORTH-EASTERN  RAILWAY. 

•   '  ■   • 

Railway  Department,  Board  of  Trade,  ^  ,  •  ^ 

1,  Whitehall,  London^  S,W.,         ..  i 
Sir,  26th  November,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that^dn 
accordance  with  the  Order  of  September  30th,  I  have  held  an  inquiry  into  the  circum- 
stances attending  the  accident  wmch  occurred  on  September  22nd  at  Tyne  Dock,  on.  the 
North-Eastern  Railway,  whereby  casual  sheetman  John  Sharpe  was  injured. 

About  9.30  a.m.  Sharpe  was  engaged  in  sheeting  a  loaded  high  side  wa^on  which 
was  standing  against  a  stop-block  at  the  end  of  No.  4  road  near  the  ^'  Factory  "  warehouse. 
While  Sharpe  was  standing  in  the  four-foot  way,  tying  down  the  end  of  the  sheet,  horse- 
shunter  John  Leask  brought  another  waggon  into  the  same  road.  Leask  warned  Shappe 
of  the  approach  of  the  waggon,  but  Sharpe  did  not  move  until  the  waggon  was  close  to 
him,  and  his  body  was  squeezed  between  the  buffers  of  the  waggons. 

I  am  satisfied  that  the  accident  was  caused  by  want  of  caution  on  the  part  of  t^e 
injured  man. 

I  have,  Ac, 

J.  H.  Armytage. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 
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NORTH   LONDON  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  13th  November.  1902. 

1  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  14th  October,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  accident  which  occurred  on  the  15th  September  to  Henry  Lee, 
in  Devon's  Road  sidings,  on  the  North  London  Railway. 

Lee,  who  is  employed  as  a  carriage  cleaner,  joined  an  empty  train  in  the  Devon's 
Road  sidings  at  6.30  a.m.  to  ride  with  it  to  South  Acton  to  perform  some  work  at  that 
station.  The  train  was  drawn  out  of  the  sidings  towards  the  South  Bromley  up  home 
si^^l  by  the  shunting  engine  which  was  controlled  by  driver  David  Leaney.  After  it 
had  been  brought  to  a  stand,  two  engines  were  attached  to  the  other  end  of  tne  train  and 
it  was  drawn  ahead  along  the  departure  loop  ;  Leaney  with  the  shunting  engine  following 
behind  to  again  enter  the  carriage  sidings.  The  train,  however,  was  brought  to  a  stand 
with  the  trailing  brake  van  over  the  points  leading  to  the  sidings  owing  to  another  train 
being  in  front.  Leaney  failed  to  notice  this  in  time  and  collided  with  the  van,  and  Lee, 
who  was  riding  in  the  middle  compartment  of  the  carriage  next  the  brake  van,  was  some- 
what injured  by  the  shock. 

It  was  broad  daylight  at  the  time.  Leaney  was  thoroughly  acquainted  with  the 
working  and  the  power  brake  on  the  shunting  engine  was  in  good  order.  I  am  therefore 
of  opinion  that  the  accident  was  due  to  a  careless  look-out  on  Leaney's  part,  and  his  failure 
to  have  his  engine  under  proper  control  when  performing  such  an  operation.  His  fireman, 
J.  Eisele,  is  likewise  deserving  of  censure  as  he  also  displayed  carelessness  in  failing  to 
keep  a  proper  look-out. 

The  stock  was  damaged  to  a  considerable  extent  by  the  collision. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


SOUTH-EASTERN  AND  CHATHAM   RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  11th  August,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  28th  July,  the  result  of  my  inquiry  into  the  causes  of 
the  fetal  accident  which  occurred  on  the  15th  July  to  Alired  Newman,  at  Dover,  on  the 
South-Eastern  and  Chatham  Railway. 

Two  engines  without  steam  were  standing  on  the  straight  road  adjacent  to  the  main 
line,  and  it  was  necessary  to  draw  them  over  the  points  leading  to  the  coal  siding.  To 
effect  the  movement  a  tow  rope  was  used.  The-  rope  was  attached  to  the  draw  bar  hook 
of  the  trailing  enmne  and  an  engine  in  steam  standing  on  the  main  line  by  Newman  who 
was  acting  shed  fireman  with  driver  Durrant. 

When  the  engines  had  been  drawn  a  few  yards  and  were  still  in  motion,  Newman 
detached  the  tow  rope,  but  in  doing  so  he  either  tripped  over  a  point  rod,  or  stumbled 
and  fell  with  his  right  le^  across  the  rail,  and  the  leading  tender  wheel  passed  over  it,  his 
injuries  being  of  such  a  severe  nature  that  he  expired  shortly  afterwards. 

Tow  roping  is  always  attended  with  considerable  risk,  and  at  this  place  the  danger  of 
such  an  operation  is  greatly  increased  by  the  presence  of  some  point-rod  boxing  which 
stands  about  1 5  inches  high  and  occupies  most  of  the  six-foot  space  between  the  main 
line  and  the  siding. 

The  work  can  be  performed  by  other  means,  and  to  avoid  the  recurrence  of  such  an 
accident,  1  would  recommend  that  the  Company  should  strictly  prohibit  the  use  of  a  tow 
rope  at  this  place.  The  point  rod  boxing  referred  to  should  also  be  altered  so  that  it  will 
cause  less  obstruction  than  at  present  ;  the  better  system  being  to  sink  the  rodding  in 
troughs  and  box  it  up  level  with  the  ballast. 
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The  accident  may  be  attributed  to  misadventure,  but  seeing  that  the  operation  of  tow- 
roping^  has  been  performed  at  this  place  with  the  knowledge  of  the  responsible  officers,  I 
am  of  opinion  that  the  Company  must  bear  a  certain  amount  of  responsibility  for  £Eulinff 
to  pat  a  stop  to  snch  a  dangerous  practice,  and  it  is  desirable  that  immediate  effect  should 
be  given  to  the  above  recommendations. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


SOUTH-EASTERN  AND  CHATHAM  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sib,  6th  Septembr,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  28th  August,  the  result  of  my  inquiry  into  the  circum- 
stances attending  the  accident  which  occurred  on  the  1st  August  to  Thomas  Tomsett,  at 
Maidstone  West,  on  the  South-Eastem  and  Chatham  Railway. 

Tomsett,  who  is  employed  as  a  carpenter,  had  been  engaged  casing  in  some  signal 
wires  and  point  rods.  After  completing  the  work  the  locomotive  forman  asked  him  to 
strengtiien  some  staging  which  is  erected  near  to  the  down  main  line.  Tomsett  complied 
with  the  request  and  in  the  course  of  the  work  he  found  it  necessary  to  saw  a  smallpiece 
out  of  an  upright  which  he  was  placing  under  the  planking  as  an  extra  support.  To  do 
so  he  rested  the  upright  on  the  outer  edge  of  the  staging  next  the  main  line,  and  when 
he  was  engaged  with  the  saw  he  was  struck  by  the  engine  of  a  special  train,  the  approach 
of  which  he  failed  to  notice,  and  his  head  was  severely  injured. 

There  was  no  necessity  for  Tomsett  to  expose  himself  in  such  a  manner  by  taking 
up  such  a  dangerous  position  and  he  displayed  a  want  of  thought  by  so  doing.  I  consider 
die  accident  was  solely  attributable  to  the  injured  man's  own  want  of  caution. 

I  have,  &c., 

John  P.  S.  Main. 
T^^  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


SOUTH-EASTERN  AND  CHATHAM  RAILWAY. 

Railway  Department,  Board  of  Trade, 

1,  Whitehall,  London,  S.W., 
Sir,  27th  October,  1902. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
accordance  with  the  Order  of  the  17th  September,  the  result  of  my  inquiry  into  the 
circumstances  attending  the  &tal  accident  that  occurred  on  the  12th  August,  to  Thomas 
Moore,  in  Bopeep  Tunnel,  St.  Leonards,  on  the  South-Eastem  and  Chatham  Railway. 

There  are  two  lines  of  way  through  Bopeep  Tunnel,  but  the  traffic  is  worked  under 
special  instructions,  only  one  train  being  allowed  in  the  tunnel  at  a  time.  Moore  was 
ganger  of  the  length,  and  after  commencing  duty  at  6  a.m  he  proceeded  to  walk  through 
the  tunnel.  Shortly  after  entering  he  met  a  down  train  and  evidently  stepped  clear  on  to  the 
up  road  to  avoid  it,  thinking  no  doubt  that  he  was  quite  safe  in  doing  so.  An  up  goods 
tmin,  however,  passed  the  starting  signal  at  the  St.  Leonards  entrance  to  the  tunnel  when 
it  was  at  danger,  and  Moore  &iling  to  notice  its  approach  was  knocked  down  by  it  and 
sustained  injuries  which  proved  fatal. 

Roots,  who  was  driver  of  the  up  train,  must  to  a  great  extent  bear  the  reponsibility 
for  the  accident.  He  failed  to  locate  the  starting  signal,  as  it  was  obscured  by  smoke  and 
steam,  and  assumed  that  it  was  showing  clear,  as  he  was  under  the  impression  that  the 
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dirita'it^iignal 'sittikted  in  the' Hastings  tunnel  was  standing  in  the  "ofF^*  position.     Roots 
c6ng^qifiently'  did  not  slacken  spe6d  for  the  home  signal,  and  finding  it^W*d  ^*off/*  fte* 
coiicltrdefl  -that  the  section  ahead  was  clear.     Roots  Wis  to  blame  for  failing  to  comply 
with  Ruli^  74.     He  passed  the  starting  signal,  when  he  had  no  assuranfce'^ftS  to  its  position; 

Signalman  Lewis  Davis,  who  was  in  charge  of  the  St.  Leonards  cabm,  endfeavoared 
to  attract  the  attention  of  the  enginemen,  when  he  saw  that  no  effort  was  being  made  to 
stop- the'  up  train  short  of  the  starting  signal,  but  they  failed  to  understand  what  was 
required. 

This  was  the  first  occasion  on  which  Roots  had  been  in  charge  of  a  train  as  driver 
over  this  portion  of  the  line.  He  informs  me,  however,  that  he  was  well  acquainted  with 
the  signals.  The  distant  signal  referred  to  is  a  ground  disc  placed  in  the  six-foot  way 
305  yards  from  the  St.  Leonards  end  of  the  Hastings  tunnel.  It  has  been  known  to 
stick  in  a  semi  "off"  and  "on"  position.  When  Davis  heard  that  the  up  train 
had  passed  through  the  tunnel  he  pulled  over  the  distant'  signal.  He  states  that  it 
appeared  to  work  satisfactorily.  The  disc  was  examined  later  by  the  signal  fitter,  who 
informs  me  that  he  found  it  in  good  working  order. 

The  up  starting  signal  at  St.  Leonards  is  electrically  locked  from  Bopeep,  when  the 
dowi^  road,  is  occupied,  but  the  up  distant  signal  is  quite  fi^ee. 

.  .It  fafis  been  customary  in  the  past  to  pull  off  the  up  home  signal  at  St.  Leonards, 
wjb^^.jr^ceiving.  "train  on,  line"  from  Hastings,  although  the  section  ahead  may  have 
been  blocked^ 

Taking  all  the  facts  into  consideration,  I  am  of  opinion  that  although  Roots  was 
undoubtedly  very  much  to. blame,  there  were  extenuating  circumstances  which  cannot  be 
overlooked. 

i  .  .  ^he  situation  of  the  up  di&tant  signal  is  bad,  and  it  is  possible  it  may  have  stuck  on 
theMpccfLSJon  under  notice.  It  should  have  been  locked  with  the  starting  signal.  The 
pmqtice  of  pulling  off  the  up  home  signal,  although  the  section  ahead  was  blocked  when 
'f.tip^ion  line"  was  rjeceived  fi-om  Hastings,  was  against  block  regulations  and  practically 
a  tj^j^tfioT  enginemen.  .  And  also  the  dirty  condition,  of  both  the  home  and  starting  signal 
arms  rendered  it  extremely  difficult  to  locate  them  in  the  smoke  and  steam,  which  aln^pst 
in^rajriably  clouds  the  exit  from  the  Hastings  tunnel  and  entrance  to  the  Bopeep  tunnel.  The 
si^a)liag|  at  the  place  is  now  being  altered,  the  up  distant  being,  placed  outside  the  end 
of  the  Hastings  tunnel,  and  the  up  starting  signal,  with  others,  carried  on  &  bridge  a  felv: 
feet  clear  of  the  entrance  to  the  Bopeep  tunnel.  Both  signals  will  be  locked  from  Bopeep 
cabin.  The  signalmen  have  also  been  instructed  that  they  must  strictly  carry  out  the 
block:  i*egul'ationa  in  regard  to  the  home  signal.  I  would  suggest,  as  a  further  precaution, 
that  instructions  should  be  issued  that  a/^  trains  must  be  brought  to  a  stand  at  the  home 
signal,  when  the  section  ahead  is  blocked,  before  being  allowed  to  draw  forward  to  the 
starting  signal  at  this  place,  as  even  under  the  new  conditions  the  starting  signal  cannot 
be  seen  on  many  occasions  owing  to  the. smoke  and  steam  issuing  from  the  Bopeep  tunnel. 

I  would  also  recommend  that  the  signal  arms  should  be  painted  more  regularly  and 
kept  in  a  cleaner  "condition. 

I  have,  &c., 

John  P.  S.  Main. 
The  Assistant  Secretary, 

Railway  Department,  Board  of  Trade. 


« .» 


For. other  Reports  of  Inquiries  into  Accidents  which  have  occurred  during  the  nine 

months,  ^(?c  [Cd.  1232  and  Cd.  1308].. 


'       •    c   I. 
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BBPORTS  OP  SUB-INSPEOTORS  A.  FORD  AND  J.  J.  HORNBY  ON  AOOIDENTS 
TO  RAILWAY  SERVANTS  AND  OTHER  PERSONS  BMFLOYi® -ON 
RAILWAY  PREMISES. 


Bailway. 


OALSDOXriAK... 


Partioolan  of  Aooident,  ko. 


Date  of  Aooident— 15th  July,  1902. 
Place  at  which  Accident  happened 
-^ree^loaning.  Name  of  Person 
injured — John  MoGonnaohie.  Age 
of  Person  Injared — 26.  Capacity 
in  which  employed — ^Porter.  Num- 
ber of  booked  working  hours  per 
diem — 12.  How  long  on  duty  at 
time  of  Accident — 9  hours.  Nature 
of  injury— Severe  braises  to  back 
and  right  side. 

Description  of  Accident — At  Green- 
loaning  there  is  a  short  loop  line 
ruling  parallel  with  the  down 
main  line.  From  the  '4oop*'  there 
is  a  siding  leading  to  the  goods 
shed,  and  about  40  yards,  north- 
wards there  is  another  connection 
thtough  which  Tehiolee  are  run  to ' 
a  group  of  storage  sidings.  On  the 
date  in  question,  on  arrival  of  a 
goeds  train  at  about  2.60  p.m.,  there 
were  10  carriage  trucks  to  detach 
in  one  of  the  storage  sidings,  after 
which  the  engine  had  to  be  taken 
to  the  goods  shed.  It  was  MoCon- 
na6hie*s  duty  to  attend  to  the  hand 
points,  and  after  he  had  tamed  the 
engine  and  trucks  into  the  storage 
sidings  instead  of  going  direct  to 
the  goods  shed  points,  or  otherwise 
waiting  until  the  engine  had  run 
Imok  to  the  loop,  be  seems  to  have 
sauntered  about  on  the  off  side 
until  the  engine  was  actually 
running  from  the  siding^,  and  then 
failing  to  notice  the  latter  ap- 
proaching he  leisurely  attempted 
to  cross  the  "  lead  *'  en  route  to  the 
goods  shed  line  points  ^ith  the 
result  Uiat  he  was  knocked  down 
between  the  rails  and  the  engine 
passed  over  him. 

Date  of  Accident— 27th  August,  1902. 
Place  at  which  Accident  happened 
—Motherwell  u^oods  yard.  Name 
of  Personkilled— Alexander  Fraser. 
Age  of  Person  killed— 53.  Capacity 
in  which  employed — Chief  yards- 
man.  Number  of  booked  working 
hours  per  diem — 12.  How  long  on 
duty  at  time^  of  ^cc^dei^tr-Z  hours 
40  minutes. 

Deeoription  of  Accident— TheHothar- 
well  goods  yard  is  situated  on  the 
weet  side  of  the  down  main  line 
immediately  south  o^  the  passenger 
station.  There  are,  seven  sidings 
all  of  which  lead  to  the  No.  2  short 
loop  or  shunting. neok.  The  li^tter 
runs  in  front  of  the'sbunters^  cabin 
which  is  placed  on  an  embankment 
asoended  by  eight  s^ps.  At  about 
8.40  on  the  night  in  questiop  ^s  the 
shunting  engine,  with' sisven  wag* 
gons  in  the  rear,  was  funning  from 
the  sidings  to  the  shunting  neok 
for  marshalling  purposes  the 
shunter,  W.  Beattie,  called  to  Fraser 
who  was  standing  near  the  cabin 
thalt  a  certain  pilot  engine  (for 
which  Fraser  had  been  waiting)  was 
theb  running  into  the  up  sidings 
opposite.  Hearing  that,  Fraser  ran 
down  the  steps  referred  to  above 


Oonolusions  of  the  Sub- 

Inspeotor  as  to  the  causes 

of  the  Aocident. 


Reoommendationa. 


In  this  case,  as  McConnachie 
f uUy  admits,  the  accident, 
which  might  have  proved 
far  more  serious,  was  due 
to  his  own  want  of 
caution. 

A.F. 


j'l  ■  I  I 


Fraser  was  well  acquainted 
with  the  yard  and  there  is 
no  doubt  he  was  fully 
aware  that  some  of  the 
waggons  had  to  be  shunted 
ba<3c  to  the'  sidings,  but 
from  a  statement  which  he 
made  immediately  after 
the  mishap  it  appears  that 
he  thought  he  should  have 
thne  to  cross  the  shunthig 
neck  before  the  waggons 
were  moved.  Theacciaent 
was  due  to  want  of  caution 
on  the  part  of  the  deceased. 


'  -  » 


There  are  no  lamps  fixed  for 
lighting  up  the  shunting 
neok  m  question.  The 
night  shunting  is  heavy 
and  for  future  safety  I 
recommend  that  at  least 
one  good  lamp  should  be 
fixed  near  to  the  steps 
leading  to  the  shunters* 
cabin. 

A.  P. 
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BEPOBTS  OF  SUB-INSPECTORS  OF  RAILWAYS  ON   AOGIDBNTS — continued. 


Bailwaj. 


OAIilDOinAV— «NI<. 


Obwhibb  Lm 


Pftrtioalan  of  Aoddenti,  &o. 


and  Attempted  to  oroes  the  ehiintinff 
neok  just  behind  the  last  of  the 
■even  waggons  mentioned,  bat  jost 
at  that  moment  the  waggons  were 
set  baok  with  the  result  l^bat  he 
was  knooked  down  and  so  injured 
that  he  died  the  next  day. 


Date  of  Accident — 20th  Angnst,  1902. 
Plaoe  at  which  Aooident  happened 
— Hartford  and  Greenbank.  Name 
of  Person  injured — Joseph  Thomas 
Wright.  Age  of  Person  injured — 
28.  Gapao'ty  in  which  employed 
— Shimter.  Number  of  booked 
working  hours  per  diem — 10.  How 
long  on  duty  at  time  of  Accident — 
6^  hours.  Nature  of  injury — 
Perineum  injured. 

Description  of  Accident — At  about 
2.20  a.m.  on  the  morning  in 
question  Wright  was  engaged 
shunting  nine  waggons  by  gravita- 
tion into  three  different  sidings. 
To  make  the  first  shunt  he  had  to 
release  the  brake  of  l^e  leading 
waggon  for  which  purpose  it  was 
necessary  to  take  out  the  pin  which 
held  the  brake  lever  down,  and  to 
do  so  he  placed  one  end  of  his 
coupling  pole  under  the  bottom  of 
the  waggon  and  the  other  end  on 
the  top  of  the  brake  lever,  and  then 
pressed  his  weight  on  the  pole  to 
force  the  brake  lever  down,  and 
while  so  engaged  the  pin  fell  out, 
and  when  it  <&d  so  the  brake  lever 
suddenly  flew  upwards  between  his 
legs  witSi  the  result  that  he  was  so 
injured  as  to  cause  him  to  be  off 
duty  one  month. 

Date  of  Accident — Ist  September, 
1902.  Plaoe  at  which  Accident 
happened — ^Warrington.  Name  of 
Person  killed  —  Thomas  Beckett. 
Age  of  Person  killed— 32.  Capacity 
in  which  employed — Acting  Shun* 
ter.  Number  of  booked  working 
hours  per  diem — 12.  How  long  on 
dut^  at  time  of  Accident — 13  hours. 

Description  of  Accident  —  Beckett 
had  been  a  porter  at  Warrinsrton 
for  eight  years,  but  for  five  months 
previous  to  the  accident,  he  had 
been  acting  as  passenger  shunter. 
His  working  hours  were  12  per 
diem,  but  owing  to  there  b^ng 
three  special  tra^  due  to  arrive 
within  the  first  hour  after  he  should 
have  finished  duty,  he  was  kept  on 
to  attend  to  them. 

The  first  of  the  spedal  excursion 
trains  was  from  Southport,  and 
conveyed  portions  for  the  Midland 
and  Great  Central  lines  respec- 
tively. The  two  others,  the  first  for 
the  Midland,  and  the  second  for  the 
Great  Central  lines,  were  from 
Liverpool.  On  arrival  of  the  train 
from  Southport  it  was  shunted 
into  the  No.  3  siding,  after  which 
the  portion  for  the  Midland  line 
was  attached  to  tJie  Midlimd  train 
(ex  Liverpool)  and  despatched  in 
safety.  The  Great  Central  train 
arrived  shortly  afterwards,  but 
after  having  attached  the  engine  to 
the  standing  vehicles,  and  when 
stepping  bade  to  give  the  driver  a 
signal,  Beckett  got  foul  of  Uie 
parallel  up  loop  line,  and  faUing  to 
notice  a  light  engine  that  was  then 
approaching,  he  was  knocked  down 
and  so  injured  that  he  died  on  the 
fourth  day  following. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Bcwoni  inendatiops. 


The  mishap  was  due  to 
Wright  disregarding  his 
special  instructions  by 
using  his  coupling  pole  to 
release  the  waggon  brake 
instead  of  a  briS^  stick  for 
which  there  was  no  ne- 
cessity. At  the  s«me  time 
there  is  no  corroborative 
evidence  that  the  accident 
happened  as  stated.  No 
one  witnessed  it  and  al- 
though Wright  worked  for 
8f  hours  afterwards  he 
neither  mentioned  the 
matter  to  those  working 
with  him  nor  reported  it 
to  his  superior  officer 
before  going  off  duty. 

J.  tJ.  H* 


The  ejmoe  between  the  No.  3 
siding  and  up  loop  line 
referred  to  is  6  feet  i 
inches. 

It  was  dark  at  the  time,  so 
that  except  for  the  head 
light,  the  approaching 
light  engine  would  not  be 
seen,  and  as  it  was  then 
running  with  closed  regu- 
lator, probably  the  noise 
from  the  train  engine 
would  prevent  the  former 
being  heard. 

There  is  no  doubt  that 
Beckett  did  not  give  the 
attention  necessary  for  his 
own  safety,  but  at  the  same 
time  it  should  be  noticed 
that  at  the  time  of  the 
mishap,  he  had  been  on 
duty  for  18  hours. 

That,  in  my  opinion,  would 
prevent  him  moving  as 
freely  or  being  as  watch- 
ful as  is  necessary  with 
men  engaged  in  shunting 
operations. 

To  my  mind,  there  was  no 
necessity  for  this.  These 
excursion  trainsrunweekly 
and  better  arrangements 
should  have  been  made  to 
cover  the  duties  of  the 
staff  concerned. 

A.  P. 
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BMFOBLTS  OF  StTB-nrSPBCfTOBB  OF  BAILWATS  OK  AOOIDBNTS— e;on<intl«d. 


BaUwaj. 


Olamow  AJTD  South 

WSBTBBBT. 


Obiat  Oshtbal 


ParttoaUun  of  Aoddesit,  ko. 


Date  of  Aoddent—SStii  Jnly,  1902. 
Plaoe  M  whioh  Aooident  happened 
-^Haybole.  Name  of  Person  killed 
— Jolm  Oram.  Age  of  Person; 
killed— 60.  Oapaoil^  in  which 
employed — Ganger  of  Platelayers. 
Nnmber  of  booked  working  honzs 
per  diem — 10|.  How  long  on  duty 
at   time   of    Aooident — 7^   hoiir& 

Besoription  of  Aooident— At  abont 
2.16  p.ni.  Oram  and  one  of  his 
labourers  named  James  Irvine 
were  working  on  the  down  main 
line  about  §60  yards  north  of 
Haybole  Station,  when,  obeeiringa 
down  passenger  train  approaching, 
Irvine  moved  to  the  off  or  west 
side  of  the  same  Hue,  and  Oram 
stepped  back  and  stood  between  the 
rails  of  the  up  main  line  for  the 
train  to  pass.  Before  the  down 
train  had  cleared  the  point  in 
question,  an  Officers*  special  train 
arrived  on  the  up  Hne.  At  this 
point,  the  lines  are  on  a  rather  sharp 
ourve  which  unfortunately  pre- 
vented Oram  seeing  the  special 
train  until  it  was  close  to  him,  but 
even  then,  instead  of  trying  to  get 
clear  on  the  east  or  off  side,  he 
sprang  into  the  six-foot  space  and 
colliding  with  the  moving  carriages 
of  the  down  passenger  train,  he 
rebounded  and  was  struck  and 
killed  by  the  special  train. 

Date  of  Accident  — 4th  July,  1902. 
Place  at  which  Accident  happened 
—  East  Marsh  Sidings,  Grimsby. 
Kame  of  Person  injured  —  James 
Pursglove.  Age  of  Person  injured — 
37.  Capacity  in  which  employed — 
Foreman  Shunter.  Number  of 
booked  working  hours  per  diem — 
10.  How  long  on  duty  at  time  of 
Accident  —  2f  hours.  Nature  of 
In  j  ury — Internal. 

Description  of  Accident — At  about 
10.46  a.m.  whilst  Pursglove  was 
running  along  the  six-foot  space 
between  the  shunting  line  and  tihe 
No.  1  Marshalling  siding  for  the 

gurpoee  of  giving  certain  necessary 
itructions  to  an  engine  driver,  his 
right  foot  was  caught  under  an 
exposed  signal  wire  whic^  caused 
him  to  fall  to  the  gfround  witib  the 
result  stated  above. 


Oonolusions  of  the  Sub- 

Inspeotor  as  to  the  causes 

of  the  Aooident. 


Date  of  Accident— 16th  July,  1902. 
Plaoe  at  which  Accident  happened 
—Nottingham  Goods  Station. 
Name  of  Person  injured — ^Robert 
Thomas  Hovell.  Age  of  Person 
injured — 21.  Capacity  in  whioh 
employed— rShunter.  Number  of 
bo&ed  working  hours  per  diem 
— 12.  How  long  on  dut^  at  time 
of  Aooident — 6i  hours.  Nature  of 
Injury — ^Right  foot  run  over  neces- 
sitating its  amputation. 

Description  of  Accident— On  the  date 
in  question  a  telegram  was  received 


The  mishap  was  due  to  the 
non-obsorvanceof  tiie  Gom- 

'  pany*s  rule  278a.  Had 
Oram  stood  dear  of  all 
running  lines  as  there 
dixeoteojtheaccidentwould 
not  have  nappened. 

In  this  case,  I  am  of  opinion 
tbat  the  actions  of  the  en- 
gine driver  and  fireman  of 
the  Officers*  special  train 
(A.  Laverie  and  A.  Mo 
Dowdl)  deserve  special 
mention.  They  were  un- 
able to  prevent  the  acci- 
dent because  owing  to  the 
curve  referred  to  they 
were  unable  to  see  Oram 
more  than  about  90  yards 
distant,  but  then  so  prompt 
were  their  efforts  that  in 
addition  to  sounding  the 
engine  whistle  as  a  warn- 
ing, they  brought  the  train 
to  a  stand  when  the  saloon 
had  only  just  cleared  the 
spot  where  the  deceased 
was  lying. 

A.F. 


In  this  case,  although  in  his 
desire  to  get  to  the  engine 
driver,  Pursglove,  know- 
ing the  position  of  the 
wire,  may  not  have  exer- 
cised all  the  care  he  might 
have  done,  T  am  of  opinion 
that  the  primary  cause  of 
the  mishap  was  owing  to 
the  exposed  condition  of 
the  signal  wire  over  which 
he  stumbled. 

The  signal  wire  in  question 
is  connected  to  the  siding 
outlet  signal  which  is 
fixed  on  the  off  or  north 
side  of  the  two  marshal- 
ling sidings,  and  is  worked 
from  the  New  Bridge  Sig- 
nal Cabin  situated  on  che 
opposite  side  of  the  main 
lines. 

The  wire  passes  under  the 
rails  of  the  different  End- 
ings, and  being  fully  ex- 
posed, it  now  forms  an 
obstruction  across  the 
paths  along  which  the 
shunters  have  to  run. 

For  future  safety,  at  mv 
request,  the  Company's 
Cmef  Signal  Inspector 
who  att^ded  my  In- 
quiry agreed  to  at  once 
protect  the  wire. 

A.F, 

From  the  evidence  g^ven  I 
am  inclined  to  thSik  the 
door  was  not  properly 
fitftened  before  the  wag- 
gon left  Grimsby,  and 
that  it  had  simplv  been 
kept  in  position  by  the 
placing  and  tying  of  the 
sheet.  Then  when  the  lat- 
ter was  released — although 
not  removed — ^the  first  sud- 
den movement  of  the  wag- 
gon caused  the  door  to 
falL 
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BBP0RT8  OF  SUB-IHSPBOTOBS  OP  BAILWATS  OH  AOGIDBHTS— COnMhtMtf, 


Bftilmigr. 


Partioalan  of  Aooident,  3co. 


Obbat 
cont. 


Obktbal— 


from  Grimsby  a»kin|r  that  the  oon- 
tents  of  a  certain  waggon  which 
had  been  deepatohed  tl^  night  pre- 
viouB  Bhoold  be  dheoked.  By  that 
time  the  waggon  had  arrived  at 
Nottingham  and  was  then  stand- 
ing in  the  No.  5  Siding.  For 
oheoking  purposes  it  was  only 
necessary  to  lift  the  sheet  from  one 
comer  of  the  waggon,  after  doing 
which  the  assistant  yard  foreman, 
H.  Eyerard,  and  the  checker,  G. 
Bichardsonf  replaced  the  sheet,  and 
then  seeing  the  shunters  in  another 
part  of  the  yard,  Everard  gave  them 
instructions  to  remoye  the  waggon 
from  the  No.  6  to  the  No.  3  Sidmg, 
where  it  was  intended  to  remove 
certain  goods.  Before  tJie  count- 
ing engine  could  be  taken  to  the 
waggon  a  drayman,  named  S.  Town, 
not  knowing  of  the  altered  arrange- 
ments, had  gone  to  the  waggon  to 
unload  othc^  goods  for  delivery ; 
but  just  as  he  had  finished  untying 
the  sheet  strings  from  the  near  side 
of  the  waggon,  at  the  request  of 
the  shunters  J.  Dobson  and  B.  T. 
Hovell,  he  left  the  waffgon,  int^- 
ing  to  follow  it  to  the  No.  8  Siding. 
After  the  engine  had  been  attached 
to  the  waggon  to  save  walking 
up  the  sidLig,  Hovell  placed  his 
shunting  pole  in  the  hnke  irons 
intendixig  to  ride  on  it,  and  seeing 
him  in  that  position  Dobson  gave  a 
starting  signal  to  the  en|^e  £iver ; 
but  as  soon  as  the  engine  and  wag- 
gon was  set  in  motion  the  door  of 
the  waggon  fell  on  Hovell,  with 
the  result  that  he  was  knocked  off 
the  pole,  and  falling  with  his  right 
leg  across  the  rail  it  was  run  over 
and  so  injured  as  to  necessitate  its 
amputation. 

Date  of  Accident— 8th  September, 
1902.  Place  at  which  Accident 
happened  —  Hoyland  Silkstone 
GolUery  Sidings,  New  BirdweU. 
Name  of  Person  injured— George 
H&eel  Murfitt.  Age  of  Person 
injured— 29.  Capacity  in  which 
employed— Fireman.  Number  of 
booked  working  hours  per  diem — 
12.  How  long  on  duty  at  time  of 
Accident— 1  hour.  Nature  of  In- 
jury— Left  arm  run  over  neces- 
sitating its  amputation. 

Description  of  Aooident — Birdwell  it 
situated  on  the  Sheffield  and  Barns- 
ley  branch  line,  which  runs  north 
and  south.  About  a-mile-and-a- 
half  north  of  Birdwell  and  on  the 
east  side  of  the  lines  are  the  High 
Boyd  Harshallinff  Sidings,  tcSm 
wmch  there  is  a  smgle  Une  running 
north-esat  to  the  Hoyland  Collieiy. 
At  the  latter  place  there  is  a  lightlv 
.  constructed  over  -  bridge,  which 
carries  a  gangway  that  is  used  for 
conveying  coal  from  the  pit  to  a 
storage  crround  on  the  opposite  side 
of  the  sidings. 

On  the  momfiig  in  question  a  train 
of  eleven  waggons  was  worked 
from  the  High  Boyd  sidings  to  the 
coUiei^  ;  after  the  last  waggon  had 
cleared  thesingle  line  branch  points, 
the  waggons  were,  as  usual,  pro- 
pelled to  a  certain  point  in  the 
empty  waggon  siding.  It  was  a 
damp  morning,  conseauently  the 
rails  were  slippery,  which  neces- 
sitated the  use  of  sand.  After 
opening  the  sand  valve  from  idie 
footplate  of  the  tank  engine  No. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


To  prevent  rach  aoddents  as 
the  one  in  Question,  the 
Company  had  previously 
iaaned  special  instructions 
as  follows : — 

Guards,  shunters,  and 
others  are  warned  against 
using  any  other  shunting 
poles  than  those  supplied  by 
the  Company.  They  must 
not  ride  on  the  poles  or  on 
brake  sticks,  nor  make  use  of 
them  for  any  other  purpose 
than  that  for  which  tney  are 
intended. 

In  placing  and  riding  on  his 
shunting  pole  in  the  man- 
ner stated,  Hovell  and 
Dobson,  who  g^ve  the 
starting  signal  to  the  en- 
gine driver,  knowingly 
acted  contrary  to  those 
instructions,  and  I  am 
therefore  of  opinion  that 
in  this  case  the  accident 
was  due  to  misconduct, 
for  which  Hovell  and 
Dobson  are  equally  to 
blame. 

A.F. 


The  bridge  in  question  is 
owned  hy  the  Hoyland 
Colliery  Co.  UntU  about 
a  fortnight  previous  to  the 
accident  the  legs  of  a 
certain  trestle  lud  stood 
4  ft.  6  ins.  from  the  empty 
waggon  siding ;  but  about 
that  date  that  had  to  be 
replaced  by  another,  which 
was  fixed  immediately  in 
front  of  the  former  and 
about  3  ft.  6  ins.  from  t^e 
raU. 

Murfitt  has  been  employed  at 
the  same  work  for  upwards 
of  three  years,  but,  un- 
fortunately, although  he 
knew  the  trestle  had  been 
renewed  he  had  not  noticed 
its  altered  position.  It  is 
very  probable  that  had  the 
leg  of  the  trestle  been  fixed 
in  the  same  place  as  the 
old  one,  or  in  accordance 
with  what  the  Board  of 
Trade  would  haverequirsd 
from  the  railway  oom- 
paniee,  the  mishap  would 
not  have  happened.  At 
the  same  time,  had  Mur- 
fitt taken  the  necessary 
precaution  for  his  own 
safety,  he  would  have  seen 
the  danger  to  which  he 
was  expMing  himself,  and, 
having  failed  to  do  so,  he, 
in  my  opinion,  is  to  blame 
for  the  mishap.  Since, 
and  in  consequence  of  this 
mishap,   the    trestle    has 
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BaHwaj. 


Q'BMAT  HASTmur. 


Gbsat  Nobthbui 


PArtUmUn  of  Aoddoit,  ko. 


OonoluBions  of  the  Sub- 

Inspootor  at  to  the  oanses 

of  the  Aoftidfliitr. 


fl^ftOQipi^WH^ffl^Jl^^^lgif. 


418,  Morfitt  took  hold  of  the  hand 
lails  and  leaned  from  the  tide  of 
the  encfine  to  see  if  the  sand  was 
mnning  freely  on  to  the  rail,  and 
whilst  doing  bo,  momentarily  for- 
getting the  position  of  one  of  the 
trestles  oonneoted  with  the  over- 
bridge  referred  to,  the  baok  of  his 
head  oame  into  oontaot  with  it, 
and  he  was  knocdced  off  the  engfine, 
with  the  resnlt  that  his  left  arm 
getting  fonl  of  the  rail  was  nin 
oyer. 


Date  of  Aooident— 7th  August,  1902. 
Plaoe  at  whioh  Aoddent  happened 
— Norwich  Thorpe.  Nameof  Ferson 
injured— Alfred  Beokett.  Age  of 
Person  injured — 46.  Oapaoi^  in 
whioh  emploTed — Horse  Shunter. 
Number  of  booked  working  hours 
per  diem — 12.  How  long  on  duty 
at  time  of  Aoddent — 14  hours. 
Nature  of  Injury— Left  ankle 
sprained.    Off  duty  8  days. 

Description  of  Accident— At  about 
11.15  pjn.  Beckett  was  walking  by 
the  side  of  his  horse^s  head  mile 
it  was  drawinff  a  waggon  from  No. 
8  to  No.  6  road,  and  when  oroesing 
a  turntable  his  left  foot  f(lim>ed  off 
the  rail,  and,  the  heel  of  his  boot 
falling  sideways  between  the  rail 
and  the  woodwork  on  the  top  of 
the  turntable,  he  fell,  with  the 
result  stated  abore. 


Date  of  Accident— 2nd  July,  1902. 
Place  at  which  Aoddent  happened 
— Grow  Park.  Name  of  Person 
killed— Wm.  Robert  Simon  GkxKL- 
acre.  Age  of  Person  killed— 
88.  Capacity  in  which  emplpyed^ 
Signalman.  Number  of  booked 
working  hours  per  diem— Not  on 
duty. 

Description  of  Aoddent — Gk>odaore 
had  obtained  two  days*  leaye  for 
the  purpose  of  visiting  a  sick 
relatiye  at  Margate.  When  return- 
ing home,  he  from  some  cause 
appears  to  have  missed  the  last 
passenger  train  calling  at  Grow 
rark,  and  so  travelled  by  the 
8.46  p.m.  from  King's  Gross  to 
Newark,  at  whidi  station  to  avoid 
walking  to  Grow  Park  a  distance 
of  about  seven  miles,  Ooodaore 
went  to  the  engine  driver, 
G.  Whdton,  of  a  down  goods 
train  and  asked  if  he  ndffht  rme  to 
his  home  station  on  the  engine. 
After  learning  the  circumstances, 
Whelton  allowed  Goodaore  to  ride 
on  the  engine.  When  approaching 
Grow  Park,  Whelton  reduced  the 
speed  of  the  train  to  about  eight 
miles  an  hour  and  would  have 
checked  it  to  a  lower  speed  had  not 
Ooodaore  got  on  to  the  footstepand 
said  he  could  then  alight  in  safety. 
It  was  very  dark  at  we  time,  and 
unfortunately  when  alighting  from 
the  eng^e  on  to  the  station  plat- 
form at  about  13.17  a.m.,  Goouore 
in  some  way  stumbled  and  falling 
between  the  train  and  platform 
was  killed. 


Date  of  Aoddent— 18th  August,  1902. 

.  Plaoe  at  which  Aoddent  happened-^ 
Farringdon  Street,  London.  Name 
of  Person  injured— William  Hud- 
son.   Age  of  Person  injured— 59. 


been  set  baok  to  a  point 
5  ft.  from  the  r^  so  that 
no  further  action  seems 


P. 


The  mishap  was  apparently 
due  to  misadventure.  At 
the  same  time  Beokett  had 
been  on  duty  14  hours  at 
the  time  of  the  aoddent, 
.  and  on  the  two  previous 
days  he  had  worked  14 
hours  10  minutes  and  14 
hours  45  minutes  respect- 
ively, with  1}  hours  off  for 
meals  eaoh  day,  and,  after 
working  for  sudi  long 
periods,  he  could  hardly  be 
so  alert  and  free  in  his 
movements  as  was  de- 
sirable whilst  engaged  in 
horse  shunting. 

J.J.H. 


In  this  case  as  he  fully  ad- 
mits, the  engine  driver, 
G.  Whelton,  is  to  blame 
for  allowing  Ooodaore  to 
ride  on  the  exigine  con- 
trary to  the  Company's 
Rule  20a,  but  at  the 
same  time  I  am  of  opinion 
that  the  aoddent  was  due 
to  want  of  caution  on  the 
part  of  thd  deceased. 

A  F. 


The  aoddent  was  due  to 
misadventoxe.  At  the 
same  *^w»o  if  the  Qirag 
Hudson  was  using  had 
not  been   so   large   and 


18078 


XS 
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Bailvaj. 


Oribat  Nobthkbn- 
oont. 


Particulars  of  Accident,  &o. 


Oapacity  in  which  employed — ^In- 
spector. Kamber  of  booked  work- 
ing honrs  per  diem — 10.  How  long 
on  duty  at  time  of  Accident-^ 
4i  hours.  Nature  of  Injury— Two 
flngers  of  right  hand  injured. 
Beeoription  of  Aocident— At  about 
5.46  p.m.  on  the  day  in  question 
two  waggons  were  drawn  north- 
wards by  capstan  along  the  arrival 
line  against  another  yehide  which 
stood  against  the  buffer  stops. 
When  the  two  waggons  came  in 
contact  with  the  one  at  rest  they 
rebounded,  and  owing  to  the  line 
being  on  a  falling  gradient  of 
about  I  in  lOQ  southwards,  they 
commenced  to  run  back  until  the 
capstan  rope  became  taut.  This 
caused  such  a  strain  upon  the  rope 
that  it  broke  and  when  it  did  so 
the  Tehides  ran  quickly  down  the  in- 
cline. Assistant  caps  tanman,Georflre 
Wagstaff,  attempted  to  stop  them 
by  applying  the  brake  of  the 
leading  waggon,  but  finding  that 
he  could  not  do  so  by  that  means 
he  lifted  a  sprag  and  attempted  to 
place  it  in  front  of  the  leading 
wheel,  but  as  the  rail  was  wet  and 
greasy  the  sprag  would  not  take 
effect.  The  vehicles  continued  to 
gain  speed,  and  Hudson,  who  was 
further  southwards,  saw  them 
coming  towards  him  at  about  six 
miles  an  hour,  and  for  the  purpose 
of  bringing  them  to  rest  he  threw 
a  sprag  in  between  the  spokes  at 
the  front  of  the  leading  wheel 
which  revolved  so  rapimy  that 
before  he  could  release  his  hold  of 
the  sprag  it  was  forced  downwards 
while  passing  underneath  the  horn- 
plates,  and  his  two  fingers  were 
crushed  between  the  sprag  and  the 
ground  and  so  injured  as  to  cause 
him  to  be  off  duty  3^  weeks. 


Date  of  Accident— 8th  September, 
1902.  Place  at  which  Accident 
happened— Boston.  Name  of  Per- 
son injured— Elijah  Smith.  Age 
of  Person  injured— 50.  Capacity  m 
which  employed  —  Riverside  fish 
stage  Porter.  Number  of  booked 
working  hours  per  diem — 1 2.  How 
long  on  duty  at  time  of  Accident^ 
Hi  hours.  Nature  of  Injury- 
Right  shoulder  dislocated. 

Description  of  Accident— The  River- 
side shell  fish  stage  is  situated 
about  three-fourths  of  a  mile  from 
the  passenger  station,  but  as  most 
of  the  shell  fish  is  sent  by  passenger 
trains  it  is  Smith's  duty  daily  to 
accompany  the  loaded  fish  waggons 
to  the  station  where  the  fish  is  in- 
voiced and  some  of  it  transhipped 
into  other  vehicles.  On  the  date 
in  question,  after  a  certain  fish 
vehicle  had  been  attached  to  the 
rear  of  the  6  p.m.  passenger  train 
for  Nottingham,  Smith  hurried  to 
the  parcel  office  to  get  the  way 
bills.  On  his  return  the  train  was 
just  starting  from  the  platform  and 
being  anxious  to  hand  the  way 
bills  to  the  guard,  he  attempted  to 
jump  on  the  footstep  of  the  moving 
brake-van,  but  owing  to  his  foot 
slipping  from  the  step  he  fell  and 
keeping  his  hold  of  the  hand  rail 
he  was  dragged  some  distance 
along  the  platform  with  t)ie  result 
stated. 


Oondusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Acddent. 


Benrnnmrniditi— >. 


unwieldy  these  would  pro- 
bably have  been  sufSdent 
space  for  his  hand  between 
it  and  the  ground. 
Since  this  acddent  the  Com- 
pany have  supplied  more 
suitable  spraffs  for  use  at 
this  place  which  are  at 
least  2  inches  less  in 
diameter  in  the  centre 
and  at  both  ends  so  that 
another  acddent  from  a 
similar  cause  is  not  so 
likdy  to  occur  in  future. 

J.  J.  H 


In  this  case  there  is  no 
doubt  Smith's  actions 
were  prompted  by  tiie  best 
intentions,  but  as  they 
were  contrary  to  the  Com- 

ry!s  rules  28c  and  24a. 
alone  must  be  held 
responsible  for  the  mishap 
which  fortunately  was  not 
far  more  serious. 

A.  P. 
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Bfdlwfty. 


Partioulars  of  Aooident,  &o. 


Obbat    North 
sootland. 


OF 


ObXaT  WESTEBI7     .. 


OonolnrionB  of  the  Sub- 

Ihspeotor  as  to  the  oawM 

of  the  Aooident. 


Rooommcijidiifcinmi 


Date  of  Aooident— 1st  July,  1902. 
Plaoe  at  whioh  Aooident  happened 
— ^Dyoe,  Name  of  Perscm  injured 
— Oieorge  Paterson.  Age  of  Person 
injured— 25.  Capacity  in  whioh 
emploved — —Goods  porter.  Num- 
ber of!  booked  worldng  hours  per 
diem — 13,  lees  2}  hours  for  meals. 
How  long  on  duty  at  time  of  Aooi- 
dent— 12  hours  and  20  minutes. 
Nature  of  injury-— Lower  part  of 
bod^omshed. 

Deeonption  of  Aooident — ^The  4.45 
pan.  goods  train  from  Eittybrew- 
ster  (Aberdeen)  to  Fraserburgh 
oonTeys  a  tranship  van,  and  on  its 
arriygj  at  Dyoe  during  the  time 
the  guard  is  engaged  in  delivering 
and  reoeiying  tnmshipe  it  is  the 
praotice  for  goods  porter  G.  Pater- 
son to  attend  to  the  detaching  or 
attaohing  of  y^oles. 

On  the  date  in  question  Paterson 
neoessarily  detached  between  the 
third  and  fourth  waggons  from 
the  engplne,  and  then,  after  signal- 
ling to  the  engine  driver  to  go 
ahMd  over  the  points  leading  to 
the  goods  siding,  he  got  on  the 
brake  irons  of  t£e  second  waggon 
for  the  purpose  of  riding  into  the 
goods  yard,  but  when  we  engine 
and  waggons  were  being  set  back, 
failing  to  notice  that  he  had  left' 
the  first  standing  waggon  too  near 
the  crossing  or  fouling  point,  he  was 
crushed  between  that  and  the  one 
on  which  he  was  riding. 

Date  of  Aooident — 22nd  Augrust,  1902. 
Plaoe  at  whioh  Aooident  happened 
— Tun^tall  Park.  Name  of  Person 
injured — Joseph  Launchbury.  Age 
of  Person  injured — 56.  Cfipacity 
in  which  employed — Platelayer. 
Number  of  booked  working  hours 
per  diem — 11  ^  How  long  on  duty 
at  time  of  Accident — 5^  hours. 
Nature  of  Injury — Head  and  left 
arm  cut,  and  toes  of  left  foot 
so  crushed  as  to  neceesitato  their 
amputation. 

Description  of  Accident— Tunstall 
Park  is  situated  about  a  mile  north 
of  Wolverhampton.  Immediately 
north  of  the  station  there  is  a 
g^derbridge  whioh  carries  the  rail- 
way over  the  Stafford  road.  On 
the  date  in  question,  as  on  many 
previous  occasions,  Launchbury 
was  sent  to  remove  refuse  pieces  of 
paper,  straw,  ^c,  from  the  girders, 
and  to  clear  any  water  passage 
whioh  might  have  been  stopped. 
At  about  11.30  a.m.,  whilst  he  was 
so  engaged  and  in  a  stooping  posi- 
tion, he  failed  to  notice  an  up  goods 
train  approaching,  with  the  result 
that  he  was  kno<£ed  down  and  run 
over.  Fortunately  the  rails  are 
laid  on  stout  longitudinal  timbers, 
and  so  are  kept  well  above  the 
girders,  otherwise  the  mishap  must 
have  been  far  more  serious. 

Date  of  Aooident — ISth  September, 
1902.  Plaoe  at  whioh  Aooident 
happened — Shrewsbury.  Name  of 
Person  injured — ^Henry  Hughra. 
Age  of  Person  injured — ^22.  Oapa- 
city  in  whioh  employed— Fireman. 
Number  of  booked  working  hours 
per  diem — 10.  f'  How  long  on  duty 
at  time  of  Aooident-^15  minutes. 
Nature  of  Injury — Back  briiised. 

Description  of  Aooident —^  Hughes 
booked  on  duty  at  4.($0  p.m.,  and  at 


In  this  case  the  mishap  was 
due  to  the  non-observanoe 
of  Bule  1840,  for  whioh, 
as  he  fuUy  admits,  Pater- 
son is  alone  to  blame. 

A.F. 


At  the  point  of  aooident  the 
lines  are  on  an  8  ourve, 
whioh,  when  waggons  are 
standing  in  paiallel  sid- 
ings, as  on  the  date  of  the 
mishap,  prevsnto  an  up 
train  being  seen  more  than 
150  yards  away. 

Theengpne  driver,  G.  Fuller, 
Ib  said  to  have  sounded 
hiB  whistle  for  signals 
when  approaching  the 
station,  but  as  other  en- 
gines were  then  working 
in  the  adjoining  sidings 
the  noise  from  tibem  pre- 
vented Launohbury  hear- 
ing the  approaching  train. 

It  is  possilue  that  in  this 
case  Launohbury  may  not 
have  exercised  all  the  care 
he  might  have  done  for 
his  own  safe^,  but  as  tiie 
trafl^  is  heavy,  and  the 
view  is  obscured,  I  cer- 
tainly think  that  a  look- 
out man  should  have  been 
appointed  in  aooordanoe 
with  Bule  27So,  for  ne- 
gleoting  whioh  I  consider 
the  ganger  James  Titoh- 
marsh  is  to  blame. 

A.F. 


The  engine  sheds  at  Shrews- 
bury are  situated  about 
half  a  mile  west  of  the 
passenger  station.  The 
•  journey  along  the  nulway 
is  mudi  shorter  than  that 
through  the  town,  and  is 
recognised'  by  the  Com- 
pany as  the  proper  route 
between  those  pointo. 
Hughes  had   taken  that 

•  'xoatet-and  in  walking  so 


Men  of  the  loco,  department 
are  almost  constantly  walk- 
ing between  the  engine 
shed  and  station,  and  for 
future  safety  I  recommend 
that,  as  at  many  other 
points,  a  proper  footpath 
should  be  provided  for 
their  use. 

A.F. 


A 
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Bftilwaj. 


PartioQlAn  of  Aooident,  9co. 


Gbbat   Wbbthbv— 
ifoni. 


Hull,  BABirsLBT,AirD 
Wbbt  Bidiho  Juiro- 


TIOH. 


onoe  left  the  engine  sheds  f6r  lihe 
pamenger  station  from  whioh  he 
WM  ezpeoted  to  trayel  as  a  pas- 
senger to  Wellington  and  there 
relieve  anotiier  foeman.  In  ao- 
oordanoe  with  the  general  praotioe 
when  going  from  the  shea  to  the 
station,  Hnghes  walked  along  the 
railway.  1^  doing  so  he  walked 
between  the  rails  of  the  down  line, 
from  whioh  position  he  was  able  to 
see  and  avoid  all  facing  tndns. 
Jnst  before  reaching  the  station  he 
noticed  an  np  tram  approaching 
in  the  rear,  bnt  knowing  he  was 
well  dear  of  that  line  he  did  not 
change  his  position.  Hnghes  was 
then  passing  the  station  end  of  a 
certain  crossover  road.  The  train 
in  question  was  required  at  the 
island  platform,  consequently 
immediately  before  it  reached 
Hughes  it  was  turned  from  the  up 
to  tne  down  line  through  the  cross- 
over road  referred  to,  and  failing 
to  notice  this  Hughes  was  knocked 
down  (fortunately  clear  of  the 
rails)  and  injured  as  stated  above. 


Date  of  Accident— 29th  September, 
1903.  Place  at  which  Accident 
happened — ^Leamington.  Name  of 
Person  injured —  Bernard  Bruce 
Bay  Letts.  Ageof  Person  injured— 
1 9.  Capacity  in  which  employed — 
Fireman.  Number  of  booked  work- 
ing hours  per  diem — 1 0.  How  long 
on  duly  at  time  of  Accident— See 
below.  Nature  of  Injury — Concus- 
sion offthe  brain,  nose  and  face  cut. 

Description  of  Accident— The  loco, 
yard  is  situated  on  the  up  side  of 
the  main  lines,  about  a  quarter  of 
a  mile  north  of  the  passenger 
station.  The  proper  route  to  it  is 
through  the  goods  ya^,  over  the 
shunting  neck,  and  across  the 
down  and  up  main  lines. 

On  the  date  in  question  Letts  was 
due  on  dnty  at  4  p.m.  After  enter- 
ing the  c^oods  yard,  seeing  the  down 
advance  signal  was  at  danger,  he 
unwisely  concluded  that  no  train 
or  engine  could  be  approaching  on 
that  line,  and  so,  after  crossing 
over  the  neck  end  of  the  sidings, 
although  certain  waggons  in  the 
front  siding  prevented  him  getting 
a  view  of  the  down  main  line, 
without  further  precaution  he  at- 
tempted to  pass  over  l^e  down 
main  line,  and  when  doing  so,  and 
apparently  having  his  full  atten- 
tion fixed  on  a  paasing  up  train,  he 
was  knocked  down  by  a  light  en- 
gine then  en  route  from  the  station 
to  the  loco,  yard,  and  received  in- 
juries as  stated  above. 


Date  of  Accident— 8rd  July,  1902. 
Place  at  which  Accident  happened 
— ^Alexandra  Dock  Sidings,  Hull. 
Name  of  Person  injured— Walter 
Tom  Harrison  Leak.  Age  of  Per- 
son injured— 28.  Gapadty  in  which 
emplmd— Fireman.  Number  of* 
booked  working  hours  per  diem— 
13.  How  long  on  duty  at  time  of 
Aocident — 13|  hours.  Nature  of 
Injury— Head  bruised. 

Description  of  Accident-^ As  the 
empty  waggons  leave  the  coal  tips 
they  are  run  into  different  adjoin- 


Conolusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident.    . 


Becommendatfofii, 


as  to  meet  fkcing  trains 
he  took  the  proper  pre- 
caution for  his  safety,  and 
therefore,  although  it  is 
to  be  regfretted  that  he  did 
not  notice  the  passenger 
train  was  being  turned 
from  the  up  to  the  down 
line,  I  do  not  think  he  can 
be  fairlv  blamed.  To  my 
mind  tne  primary  cause 
of  the  aooident  is  the 
arrangement  that  compels 
the  enginemen  to  walk 
over  such  a  busy  section 
of  line,  which,  in  my 
opinion,  is  a  very  dan- 
gerous practice. 


In  this  case  Letts  is  certainly 
to  blame  for  not  exercis- 
ing more  care  for  his  own 
safety,  bnt  at  the  same 
time  I  am  strongly  of 
opinion  that  the  primary 
cause  of  the  mishap  is  the 
faulty  arrangement  which 
compelled  Mm  to  cross 
and  pass  along  the  lines 
to  get  to  his  work. 


From  the  evidence  of  the 
shunter,  A.  Lasenby,  who 
was  responsible  for  shunt- 
ing the  waggons  from  the 
shunting  neck,  it  appears 
that,  Bemng  the  engine  and 
waggons  were  then  mov- 
ing along  the  "through** 
line,  and  not  knowing 
they  were  likely  to  be 
stopped,  he  did  not  expect 
the  detadied  waggrons 
would  overtake  the  en- 
gine. 


The  Leaming^n  engrine  sheds 
were  destroyed  by  fire  in 
March  '.last.  In  conse- 
quence of  this,  new  sheds 
are  to  be  provided,  and  it 
is  to  be  hoped  the  Com- 
pany will  oonsider  the  ad- 
visability of  providing  a 
route  by  which  the  men 
working  there  (nearly 
fifty)  ma^r  get  to  and  from 
their  duties  with  less  ex- 
posure to  danger  from  pas* 
sing  trains. 

A.  F. 
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Railway. 
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of  the  Aooident. 


Beoommendatioiifl. 


HXTLL,  BARNBLET,  AND 

Wbbt  Biding  Juko- 
TIOH— «m^. 


Langashibb 
tobkbuibe. 


and 


ing  sidings  from  which  they  are 
taken  at  the  opposite  end  and 
shunted  on  to  a  piuallel  "  thronffh  ** 
line,  and  from  there  propelled  to 
the  T?iMThalting  sidings. 
At  abont  6.66  on  the  moniing  in  ques- 
tion there  were  upwards  of  sixty 
empty  waeffons  standing  on  the 
**  through  line,  and  the  shunting 
engine  on  which  Leak  was  working 
was  taken  to  the  rear  for  the  pur- 
pose of  propelling  them  to  the  re- 
quired position.  After  the  engine 
ftnd  waggons  had  been  put  in  mo- 
tion, and  as  the  latter  were  closing 
up  to  others  standing  ahead,  a  stop 
signal  was  given  by  the  shunter  in 
charge.  I^fore  the  engine  and 
waggons  could  again  be  set  in  mo- 
tion other  waggons  were  shunted 
from  the  shunting  neck  to  the 
same  (through)  line,  witii  the  re- 
sult tiiat  the  detached  waggons 
collided  with  the  engine,  and  by 
the  impact  Leak,  who  was  looking 
ahead  for  a  hand-signal  from  the 
shunter  working  with  the  train, 
was  thrown  backwards,  and  his 
head  striking  the  cab  was  injured 
as  previously  stated. 


Date  of  Aooident — September  26th, 
1902.  Place  at  which  Accident 
happened — ^Alexandra  Dock.  Hull. 
Kame  of  person  injured— Alfred  M. 
Fleming.  Age  of  Person  injured— 
26.  Capacity  in  which  employed-* 
Casual  waggon  roper  and  ohamer. 
Number  of  booked  working  hours 
per  diem — 12,  with  2  hours  ofF  for 
meals.  How  long  on  du^  at  time 
of  Acddent — 6  hours,  ifature  of 
injury — ^Bight  thi^ h  injured. 

Description  of  Accident — ^At  about 
12  noon  Fleming  was  engaged 
taking  the  ropes  ofF  some  empty 
bogies  which  stood  on  the  "  weigh 
line  *'  when  an  engine,  with  which 
ihunter  W.  Lawtou  and  assistant 
shunter  H.  Gibson  were  working, 
was  taken  into  the  temporary  line 
adjoining  to  remove  three  waggons. 
While  Gibson  was  coupling  these 
vehicles  they  were  moved  forward 
until  the  leading  one  struck  the 
front  bogie  which  caused  the  other 
bogies  to  run  forward,  wiUi  the  re- 
sult that  Fleming*s  leg  was  caught 
between  the  fifth  and  sixth  b^e 
and  so  injured  that  he  was  still  off 
duty  at  the  time  of  the  inquiry. 


Date  of  Accident— 7th  July,  1902. 
Place  at  which  Accident  happeoied 
— ^Lower  Darwen  Locomotive  Shed. 
Name  of  Person  injured — Maurice 
Dean.  Age  of  Person  injured — 
20.  Capacity  in  which  employed— 
Engine  Cleaner.  Number  of  booked 
working  hours  per  diem— 12.  How 
long  on  duty  at  time  of  Accident- 
ia hours.  Nature  of  Injury — ^Baok 
injured. 


am  satisfied  that  Lasenby 
was  doing  what  he  then 
considered  best  for  fadli- 
ting  the  work,  but,  as  he 
fully  admits,  before  run- 
ning the  waggons  un- 
attended on  to  the 
**  through  **  line,  he  ought 
to  have  known  that  it 
was  safe  to  do  so,  and 
having  failed  to  do  that 
he  must  be  held  respon* 
sible  for  the  mishap. 

A.F. 


The  bogies  in  question  are 
used  to  convey  timber 
which  is  secured  by  ropes. 
The  timber  is  unloadea  by 
men  employed  by  private 
firms,  who,  after  releasing 
the  ropes  at  one  side 
throw  them  anywhere  out 
of  the  way,  leaving  the 
other  end  tied  to  the  loop 
fixed  on  the  side  of  the 
bogie.  In  this  case  the 
rope  had  become  twisted 
round  the  axle  and  wheel 
of  the  sixth  bogie,  and  to 
release  it  it  was  necessary 
for  Fleming  to  stand  in 
the  space  between  that 
bogie  and  the  adjoining 
one  with  his  left  leg  in 
the  four-foot  wav  and  his 
right  leg  foul  of  the  buf- 
fers of  the  bogie. 

The  responsibility  for  the 
mishap  rests  with  assist- 
ant shunter  H.  Gibson, 
who,  although  he  fully 
admits  that  he,  well  aware 
that  the  line  the  bogies 
stood  in  was  used  for 
unloading  purposes,  ne- 
{^lected  to  warn  Fleming 
m  aocordanoe  with  Bule 
112  (a)  or  to  look  whether 
the  bogies  were  clear  of 
the  temporary  line  before 
signalling  his  driver  to 
push  the  vehicles  back  on 
that  line. 

J.  J.  H. 


In  this  case  I  am  of  opinion 
that  the  accident  was  due 
to  misadventure. 


A.  F. 
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of  the  Acoident. 


I 


DoBoription  of  Aooident^At  the  time 
of  tiie  mishap  Dean  was  assisting 
to  coal  tank  ensrine  No.  81.  After 
a  box  of  ooal  had  been  lifted  by 
the  ozane  from  the  ooaling^  Btafife, 
it  had  to  be  gnided  into  position 
oyer  the  bunker.  To  do  that, 
owing  to  the  banker  haying  then 
been  nearly  filled,  it  was  necessary 
for  Dean  to  stand  on  the  top  of  the 
cab,  and  whilst  in  the  act  of  tipping 
the  coal  his  left  foot  slipped  on  the 
sloped  part  of  the  cab,  and  he  fell 
on  to  the  ballast.  As  he  was  falling 
his  back  came  in  contact  with  the 
footstep  of  the  engine,  cansing  the 
injury  stated. 


Date  of  Acoident~14th  July,  1902. 
Place  at  which  Accident  happened 
— ^Bradford.  Name  of  Person  in- 
jured— ^William  Allen.  Age  of 
Person  injured — 31.  Capacity  in 
which  employed  —  Platelayer. 
Number  of  booked  working  hours 
per  diem — 1 1  J.  How  long  on  duty 
at  time  of  Accident — 3^  hours. 
Nature  of  Injury — ^Left  shoulder 
badly  bruised. 

Description  of  Accident— In  con- 
nection with  the  lifting  of  the  lines 
which  had  taken  place  on  ti^e  pre- 
vious day,  Sunday  13th  July,  it  was 
necessary  to  remove  the  boarding 
from  over  certain  point  rods.  The 
zefizing  of  the  boards  had  to  be 
done  by  a  point  fitter  or  blacksmith 
named  Richard  Dewhirst,  and  his 
mate  William  Bailey.  In  conse- 
quence of  the  heavy  traffic  and 
gmtion  in  which  they  had  to  work, 
ewhirst  applied  to  the  length 
ganger  for  a  man  to  act  as  a  "  look 
out  '*  in  aocordanoe  with  the  Com- 
pany's rule,  but  instead  of  using 
the  man  sent  (W.  Allen)  for  that 
purpose,  Dewhirst  instructed  him 
to  assist  B^ley  to  replace  certain 
boarding  between  the  No.  3  and 
No.  4  lines,  and  himself  undertook 
the  duties  of  the  look  out  man. 

At  about  9.20  a.m.,  Allen  and  Bailey 
were  refixing  the  boarding  referred 
to,  which  necessitated  ^len  get- 
ting foul  of  the  No.  3  line,  and 
owing  to  Dewhirst  failing  to  notice 
some  empty  carriages  which  wtnre 
being  propelled  from  the  platform 
on  that  line,  Allen  was  struck  and 
injured  by  tiie  footstep  of  the  lead- 
ing vehicle. 


Date  of  Accident  —  2nd  August,  1902. 
Place  at  which  Acoident  happened 
— Halifax.     Name  of   Person  in- 

i'ured — ^Benjamin  Farrar.  Age  of 
^erson  injured — ^26.  Capaci^  in 
which  employed — Shunter.  Num- 
ber of  bookcMi  working  hours  per 
diem— 12,  with  If  hours  off  for 
meals.  How  long  on  duty  at  Ume 
of  Acoident — 6^  hours.  Nature  of 
Injury — ^Hips  injured. 
Description  of  Accident — At  about 
6.46  p.m.,  Farrar  wa^i  working  with 
an  engine  which  was  taken  into 
what  is  known  as  the  '*  No.  SO  "  or 
'*  cattle  dock  "  road  to  shunt  out  an 
empty  carriage  truck  in  front  of 
which  there  were  four  or  five  wag- 
gons standing.  Farrar  coupled 
the  engine  to  the  waggons  and  then 
coupled  them  to  the  carriage  truck, 
but  as  it  stood  in  the  cattle  dock,  in 


Bradford  being  a  terminal 
statioD,  It  is  necessary  for 
many  of  the  empty  vehicles 
to  be  propelled  to  and  from 
the  platforms.  To  expedite 
the  work  it  is  usual  when 
the  carriages  are  pushed 
from  the  platform^  for  the 
shunters  to  ride  in  the  one 
nearest  to  the  engine  so  as 
to  be  ready  to  detach  the 
latter  after  it  has  cleared 
the  points,  and  as  this  was 
being  done  on  the  morning 
in  question.  It  cannot  be 
said  that  the  train  men 
were  keeping  a  proper  look 
out  for  warning  purposes. 
At  the  same  time  there  is 
no  doubt  that  had  Dew- 
hirst properly  performed 
the  duties  he  had  under- 
taken he  should  have  seen 
the  train  approaching  and 
warned  the  men  working 
under  his  instructions  and 
having  failed  to  do  that, 
he  must,  as  he  fully  admits, 
be  held  to  blame  for  the 
mishap. 


The  mishap  was  ohiefiy  due 
to  the  waggon  in  the  outer 
rood  having  been  left 
standing  too  near  the  foul- 
ing point  of  No.  30  road 
contrary  to  Rule  184  (&). 
I  was  unable  to  ascertain 
who  was  responsible  for 
leaving  it  in  that  position 
and  it  is  to  be  regretted 
that  this  matter  was  not 
enquired  into  by  the  Com- 
pany's officials  immediately 
after  the  accident.  If  tiie 
carriage  truck  had  been 
fitted  with  a  brake  which 
could  have  been  released 
from  either  side,  the  mis- 
hap would  have  been  pre- 
vented because  in  that  case 
Farrar  would  have  seen 
the  brake  lever  down  and 


ReoommeiidatiooB. 


In  consequence  of  the  position 
of  the  lines  and  heavy  traffic 
at  this  station,  I  recommend 
that  as  an  extra  precaution 
against  accidents  to  men 
working  on  the  lines  when 
carriages  are  being  propdled 
some  one  should  ride  in  the 
leading  vehicle  for  the  pur- 
pose of  keeping  a  loc^  out 
and  giving  a  warning  simi- 
lar to  what  would  be  ex- 
pected from  the  An£riTittTnaa^ 

if    the    train    were    being 
drawn. 

A.F. 


Accidents  are  so  frequently 
happening  owing  to  wag- 
gons being  left  standing  too 
near  to  the  fouling  points 
and  the  amount  of  cleuance 
to  be  given  being  left  to  the 
discretion  of  the  men  that 
for  future  safety  it  is  desir- 
able that  the  Company 
should  state  definitely  what 
the  minimum  clearance 
mast  be ;  until  this  is  done  I 
am  of  the  opinion  that  other 
accidents  from  such  <»nseB 
will  occur. 

J.  J.  H. 
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BaoonnandAtioiiib 


order  to  ascertain  whisther  it  was 
UBConpled  at  the  rear  end,  he 
jumped  inside  it,  and  after  seeing 
that  the  cattle  track  was  unoonpled 
he  signalled  the  driver  ahead  in« 
tending  to  ride  imdde  the  vehicle, 
bnt  on  looking  over  the  south  side 
(the  opposite  side  to  that  on  which 
he  had  been  when  coupling)  he 
observed  that  the  brake  lever  was 
down,  and  for  the  purpose  of  lifting 
it,  he  attemnced  to  get  out  of  the 
vehicle.  While  doing  so,  he  was 
caught  between  the  side  of  it  and  a 
waggon  standing  on  the  outer  ruad 
adjoining,  and  had  his  hips  so 
injured  as  to  cause  him  to  be  off 
duty  8  weeks. 

Date  of  Acddent—ath  August,  1902. 
Place  at  which  Accident  hanpened 
— Low  Moor.  Name  of  Person 
.  injured^Isaac  Ferry.  A  tee  of  Per- 
son injured — 26.  i4ipacityinwhich 
emploved  —  Ooalman.  Number  of 
bookea  working  hours  per  diem— 
12  with  1^  hours  off  for  meals. 
How  long  on  dul7  at  time  of  Acci- 
dent— 1  hour  60  minutes.  Nature 
of  injurv — Orushed  and  contused 
pelvis.    Off  duty  5  weeks. 

Description  of  Accident — At  7M  p.m. 
an  ragine  was  drawing  a  waggon 
on  to  the  weighing  machine  fixed 
in  the  covered  coal  stage  at  the 
west-end.  When  Ferry  thought 
the  wagiron  was  far  enough  he 
called  *'Whoa**  to  engine  driver 
J.  Warsnop.  The  latter  did  not 
hear  his  <^,  but  knowing  when 
the  waggon  was  in  position  he  was 
in  the  act  of  bringing  it  to  rest, 
when  Ferry  attempted  to  pass 
sidews^  b^ween  the  vehicle  and 
the  pillar  of  the  weigh  cabin,  and 
as  toe  space  between  the  two  was 
not  more  than  11  inches  wide 
he  was  injured  as  stated  above . 


Date  of  Accident— nth  August,  1902. 
Place  at  which  Accident  hi^pened 
— Rochdale.  Name  of  Person  in- 
iured — Thomas  Brophy.  Age  of 
Person  injured^35.  Capacity  in 
which  emnloyed  —  Labourer  em- 
ployed l^Hr,  Rawsteon,  Machine 
Broker.  Nature  of  injury— Left 
arm  fractured. 

Description  of  Accident — In  this 
case  a  boiler  waggon  had  been 
placed  in  No.  9  road  and  had  been 
set  about  3  yards  from  the  station- 
ary buffers  at  the  south  end  and 
about  o  yards  from  the  next 
vehicle  at  the  opposite  end  so  as  to 
allow  the  men  to  get  from  one  side 
to  the  oUier  while  loading  the 
waggon.  While  so  engaged  at 
S.15  p.m.  three  other  waggons  were 
shunted  into  No.  9  road  (from  the 
north  end),  and  colliding  with 
14  waggons  pushed  them  forward 
against  the  waggon.  Brophy  and 
five  other  men  were  loading  a 
boiler  into  the  waggon  by  means  of 
screw  jacks  with  the  result  that 
Brophy*s  arm  was  caught  between 
the  buffers  and  so  injured  that  he 
was  still  off  duty  at  the  time  of 
the  inquiry. 

Date  of  Accident— 1 1  th  August,  1902. 
Place  at  which  Accident  happened 
— Gknole.  Name  of  Person  injured— 
WiUlam  Tomlihson.  Age  of  Person 
injured — 27.      Capacity  in  which 


lifted  it  when  passiBg. 
Rule  184  (c)  reads  as  fol- 
lows : — 

Waffflon«  (0)  WattOBS  left 
left      standing    In    fiidiitfi 

standing  must  be  clear  of  the 
in        fouUnr  potmg  of  any 

Sidings,  adjoininff  RUUob  or 
LiBM  and  properly  ae- 
cufbd  to  admit  of 
Bbuntinff  operations 
being  oamedon  with- 
out risk  of  Injury  to 
the  staff  engaged  in 
conducting  them. 


Ferry  should  have  waited 
until  the  waggon  was  at 
rest  especiallv  when  the 
place  was  so  full  d  steam 
and  smoke  that  he  could 
not  see  whether  the  vehicle 
was  moving  or  not,and  the 
accident  must  be  attri- 
buted to  his  own  want  of 
caution. 

J.  J.  H. 


Shunter  James  A.  Bangmy 
was  attending  to  Uie 
brakes  of  the  three  wag- 
gons while  th^  ran  into 
No.  9  road  and  admits  that 
he  could  have  brought 
them  to  rest  at  any  mo- 
ment and  that  there  was 
no  necessity  for  them  to 
stoike  the  14  waggons  at 
rest  so  violently  as  to  move 
them.  He  also  admits 
that  he  neglected  to  warn 
Brophy  as  directed  in 
rule  113(a).  Consequently 
he  is  responsible  for  the 
accident. 

J.  J.  H. 


The  accident  was  chiefly  doe 
to  Tomlinson  having  to 
perform  the  horse  suint- 
ing  alone  as  while  ha  was 
attaching  and  necessarily 


Ab  it  is  necessary  to  attach 
the  horse  chain  as  short  as 
possible  when  the  dock 
line  is  being  filled  with 
waggoufi,        arrangements 


1:^073 
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employed — Horse  Shnnter.  Num- 
ber of  booked  workingr  hours  per 
diem — 12  with  1^  hours  off  for 
meals.  How  long  on  duty  at  time 
of  Accident — 5^  hours.  Nature  of 
injury — Middle  finger  of  right 
hand  injured. 
Description  of  Accident— At  about 
5.15  a.m.  on  the  morning  in  ques- 
tion Tomlinson  had  with  his  horse 
to  take  a  wacrgon  from  No.  2  shed 
line  to  the  dock  line  alongside  No.  1 
shed.  The  horse  could  onW  travel 
to  the  front  of  the  dock  and  to  get 
all  the  impetus  possible  npon  die 
vehicle  so  that  it  would  run  about 
24  yards  further  than  the  horse 
could  travel.  Tomlinson  as  usual 
placed  the  hook  of  the  horse  chain 
behind  one  of  the  uprights  at  the 
end  of  the  waggon  keeping  the  hook 
in  posilSon  wiui  his  left  hand  and 
with  his  right  hand  steadying 
the  chain.  While  doing  so  the 
horse  unexpectedly  started  for- 
ward with  the  result  that  the 
middle  finger  of  his  right  hand 
was  crushed  between  the  horse 
chain  and  the  comer  of  the  vehicle 
and  so  injured  that  he  was  off 
duty  8  weeks. 

Dateof  Accident— 16th  August,  1902. 

'  Place  at  which  Accident  happened 
— Dewsbury.  Name  of  Person 
injured — George  Gurley.  Age  of 
Person  injured — 21.  Capaci^  in 
which  employed — ^Porter.  Num- 
ber of  booked  working  hours  per 
diem — 12.  How  long  on  duty  at 
time  of  Accident  —  7^  hours. 
Nature  of  Injury — Back  bruised 
and  forehead  cut. 

Description  of  Accident — Dewsbury 
is  a  terminal  station,  and  on  the 
arrival  of  each  train  the  engine 
must  be  run  round  and  the  vehicles 
drawn  through  a  cross-over  road 
situated  at  the  west  end  of  the 
station  and  then  propelled  to  the 
departure  platf  oroL 

During  the  month  of  August  a  certain 
passenger  train  was  due  to  arrive  at 
12.34  p.m.,  and  the  same  engine  and 
vehicles  were  booked  to  form  an 
outward  train  at  12.44.  During 
that  time  in  addition  to  the  move- 
ments mentioned  above  and  the 
dealing  with  in  and  out  goinft 
passengers  and  luggage  the  roof 
lamps  had  to  be  lighted. 

On  the  date  in  question  as  soon  as 
possible  after  the  arrival  of  this 
train,  porter  G.  Curl^  got  on  the 
vehicles  to  light  the  lamps,  but 
whilst  he  was  so  employed  the 
carriages  were  drawn  from  the 
platform,  and  as  he  still  continued 
working  in  that  position  he  failed 
to  notice  an  overhead  foot  bridge, 
with  the  result  that  he  was  struck 
by  the  latter  and  injured. 


Date  of  Accident— 19th  August,  1902. 
Place  at  which  Accident  happened 
— Aintree.    Name   of    Person   in- 

i'ured — John  Ashcroft.  Age  of 
^eraon  in>ured — ^24.  Capacity  in 
which  employed — Shunter,  ^um- 
ber of  booked  working  hours  per 
diem^lO.  How  long  on  duty  at 
time  of  Accident — 8  hours.  Nature 
of  Injury — Bight  lumd  crushed. 
Off  duty  14  days. 
Description  of  Accident — ^The  shunt- 
ing at  Aintree  is  done  by  gravita- 


holding  his  horse  chain  in 
the  position  mentioned  he 
had  no  control  over  his 
horse. 


Shunter  G.  Hayes  was  in 
charge  of  the  shunting 
arrangements.  He  admits 
that  at  the  time  he  gave 
the  starting  signal  to  the 
engine  driver,  he  knew 
Curley  was  on  the  roof  of 
the  carriages,  and  Cur- 
ley acknowledges  that 
although  the  coaches  were 
set  in  motion  without  his 
consent  there  was  no  real 
necessity  for  him  to  have 
continued  his  work  during 
the  movement.  The  reason 
the^  gave  for  knowingly 
acting  contrary  to  the 
Company's  rule  24  (a)  is 
that  they  were  simply 
working  according  to  the 
usual  practice  then  in 
force  at  that  station. 
This  of  course  cannot  be 
accepted  as  a  justifiable 
reason.  They  both  know 
that  the  Company's  rule 
24  (a)  forbids  the  practice, 
and  as  the  nonobeervance 
of  that  rule  was  the  cause 
of  the  mishap  I  must  hold 
them  equally  to  blsme  for 
it. 

As  soon  as  the  Company's 
attention  was  drawn  to 
the  dangerous '  practice 
referred  to  it  was  at  once 
strictly  forbidden. 

A.  F. 


The  chief  responsibility  for 
this  mishap  rests  with 
Ashcroft.  He  admits  that 
he  was  well  aware  that 
the  engines  regularly 
pushed  the  vehicles  west- 
wards as  in  this  case  until 
the  rear  one  was  over  the 
top  of  the  incline,  and 
consequently  he  should 
have  allowed  the  leading 
vehicle  to  run  well  for- 
ward   before    attempting 


I 


should  be  made  for  some 
person  to  aaalBt  the  hoiae 
shunter  with  the  work  so 
that  he  oonld  remain  at 
his  horae'a  bead  and  con- 
trol Uie  animal's  move- 
ments. 

J.  J.  H. 
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tioQ.  There  are  three  shantinsr 
necks  into  which  the  vehicles  are 
placed  at  the  east  end  bv  engines, 
bnt  owing  to  the  lines  falling  east- 
wards for  a  considerable  distance 
it  is  necessary  for  the  engines  to 
remain  against  the  Tehioles  and 
push  them  westwards  until  the 
rear  one  is  on  the  top  of  the 
incline.  While  this  is  being  done 
one  shunter  is  engaged  at  the  west 
end  in  releasing  the  brakes  to 
permit  the  vehicles  to  run  towards 
the  sidings.  He  has  also  to  chalk 
the  number  of  the  sidings  on  the 
leading  buffers  so  that  the  youths 
working  the  electric  indicators  can 
inform  the  signalman  in  No.  2 
cabin  which  siding  eaoh  shunt  is 
for.  In  this  case  Ashcrof t  released 
the  brake  of  the  most  western 
vehicle,  and  immediately  it  was 
separated  from  the  adjoining 
vehicle  he  commenced  to  chalk 
the  leading  buffer  of  the  latter. 
While  he  was  doing  so,  owing  to 
the  leading  waggon  not  running 
forward  as  quickly  as  he  expected, 
his  right  hand  was  caught  between 
the  buffers  as  the  rear  vehicles 
were  pushed  forward,  with  the 
result  stated  above. 

Date  of  Accident— 20th  August,  1902. 
Place  at  which  Accident  happened 
— Church.  Name  of  Person  killed 
— David  Martin.  Age  of  Person 
killed — 26.  Capacity  in  which 
employed— Goods  guard,  acting  as 
Inspector.  Numl^r  of  booked 
working  hours  per  diem^lO.  How 
long  on  duty  at  time  of  Accident — 
2^  hours. 

Description  of  Accident — In  this  case 
the  8  p.m.  goods  train  from  Baz- 
enden  to  Spring  Dale  arrived  at 
the  exchange  sidings,  Church,  at 
12.8  a.m.,  and  during  shunting 
operations  there  at  12.15  a.m.  the 
deceased,  who  was  superintending 
the  work,  was  attending  to  six 
waggons  which  were  running  by 
gravitation  out  of  No.  2  siding 
against  17  other  waggons  at  rest 
in  the  shunting  neck  which  had 
just  been  drawn  by  the  engine  out 
of  No.  li  sidine  adjoining.  The 
deceased  thought  that  the  six 
waggons  were  running  out  of 
No.  2  siding  too  quiddy  and  he 
applied  the  brakes  which  brought 
them  to  rest  with  the  leading 
vehicle  on  the  crossing.  He  then 
instructed  shunter  Jolm  Baines  to 
signal  the  driver  to  set  the  17 
vehicles  back  so  that  he  might 
couple  the  six  vehicles  to  them, 
and  while  attempting  to  do  so 
with  his  hands  owing  to  the  points 
not  having  been  set  for  No.  2 
siding,  the  vehicles  being  set  back 
went  into  No.  3  siding  again,  with 
the  result  that  he  was  crushed 
JlMtween  the  buffer  of  one  vehicle 
and  the  end  of  the  other  when 
they  were  joined,  and  so  injured 
that  he  died  from  the  effects  the 
same  day. 


Date  of  Accident— 27th  August,  1902. 
Place  at  which  Accident  happened 
— Huncoat.    Name  of  Person  in- 

1'ured — Martin  Morrison.  Age  of 
Person  iniured—Sl.  Capacity  in 
which  employed — Contractor's  ser- 
vant.   Nature  of  Injury. — Several 


to  ohalk  the  buffer  of  the 
adjoining  vehicle. 

J.  J.  H. 


Although  the  mishap  appears 
to  have  been  chiefly  due 
to  misadventure,  it  might 
have  been  prevented  had 
the  deceased  used  a 
coupling  pole  in  accord- 
ance with  Rule  23  (a),  or 
had  the  points  been  set 
for  No.  2  siding  before  the 
17  waggons  were  set  back, 
and  as  the  deceased  was 
nearest  to  the  points  he 
should,  I  think,  have  atten- 
ded to  them. 


From  the  evidence  given  it  is 
clear  that  at  least  some  of 
the  men  had  drifted  into 
an  irregular  and  dangerous 
system  of  working  contrary 
to  Rule  28  (a),  and  it  is  to 
be  hoped  that  the  Company 
will  take  steps  to  ensure 
more  striot  observance  of 
this  rule  in  future. 

J.  J.  H. 


During  the  reconstmction 
of  the  bridge  all  trains 
had  been  run  over  it  at  a 
speed  not  exceeding  10 
miles  an  hour,  and  of 
oourse  a  flagman  was  ap- 
pointed  by  the    Railway 


For  future  safety  I  recom- 
mend that  in  all  cases 
where  contractors*  men 
are  worldng  on  or  near  to 
a  running  mie  some  proper 
arrangement  should  be 
made  as  to  who  is  to  be 
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ribe  fractured  and  head  and  left 
shoulder  out. 
Deeoription  of  Accident — ^Morrison 
;  was  employed  as  an  asphalter  by 
Messrs.  Tate  and  Gordon,  Railway 
Contractors,  Manchester,  who  for 
14  months  have  been  engajred  in 
widening  the  Lancashire  and  York- 
shire lines  at  Huncoat,  which 
included  the  rebuilding  and  widen- 
ing of  the  Brown  Birks  under- 
bridge  situated  about  a  quarter  of 
a  mile  west  of  Huncoat  Station. 
Morrison  entered  their  service  on 
the  IHth  Aueust,  from  which  date 
until  the  27^  of  the  same  month 
he  was  engaged  in  asphalting  the 
platforms  at  Huncoat.  On  that 
day  he,  with  two  labourers,  was 
sent  to  asphalte  the  top  of  the 
Brown  Birk  bridge  At  about 
3  p.m.,  after  having  emptied  a 
bucket  of  tar  on  the  stones  near  to 
the  up  main  line,  he  turned  round 
for  the  purpose  of  returning  to 
the  tar  boiler,  and  in  trying  to 
avoid  one  of  the  labourers  who  had 
followed  him  closely  with  another 
bucket,  stepped  foul  of  the  up 
main  line.  At  that  moment  a 
passenger  train  was  just  running 
on  to  the  bridge,  and  failing  to 
notice  it,  he  was  struck  by  the 
engine  and  so  injured  that  at  the 
time  of  my  enquiry  he  was  still 
upable  to  follow  his  employment. 


Date  of  Accident— 21) th  August,  1902. 
Place  at  which  Accident  happened 
—Coalfield  Sidings,  Miles  Plat- 
ting. Name  of  Person  injured— 
John  William  Eastwood.  Age  of 
Person  injured — 30.  Capacity  in 
which  employed  —  Pilot  goods 
guard.  Number  of  booked  work- 
ing  hours  per  diem — 10.  How  long 
on  duty  at  time  of  Accident — 
2  hours.  Nature  of  Injury — Right 
foot  crushed,  necessitating  the 
amputation  of  three  toes. 

Description  of  Accident— It  would 
be  impossible  in  words  clearly  to 
describe  the  formation  of  the 
coalfields  sidinjrs.  They  are  on  a 
muoh  lower  level  than  the  main 
lines,  and  all  waggons  going  to 
and  from  the  sidings  are  worked 
over  a  rather  sharp  incline.  There 
are  ten  sidings,  of  which  the  first 
three  are  connected  with  a  short 
shnntinff  neck  at  the  bottom  of 
the  incdine,  but  the  others  are 
reached  from  one  of  two  cross- 
over roads,  the  first  of  which  runs 
from  the  shunting  neck  to  the  east 
end  of  the  No.  6  siding  and  the 
second  from  the  east  end  of  No.  6 
to  the  west  end  of  No.  9  sidings. 
There  are  no  arrangements  pro- 
vided for  ruxming  round.  On  the 
date  in  question  it  was  necessary 
te  take  eight  waggons  from  the 
east  end  of  No.  7  siding  to  the  west 
^nd  of  No.  9.  To  do  that  as  usual 
Eastwood,  assisted  by  the  yard 
shunter,  attempted  to  tow  cnain 
the  waggons  past  the  engine.    The 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


ReoommflBdatioiia. 


Company  for  hand  sig^nal- 
ling  purposes,  but  it  was 
no*:  considered  part  of  the 
flagman^s  duty  to  "look 
out  '*  for  the  safety  of  the 
contractors'  workmen. 

Before  'the  engine  of  the 
train  in  question  ran  on 
to  the  bridge  the  steam 
had  been  shut  off,  and 
consequently  the  noise 
caused  by  a  steam  crane 
which  was  then  working  on 
the  bridge  would  prevent 
the  slowly  approachmg 
train  being  h^jrd,  and 
the  smoke  and  steam 
rising  from  the  tar  boiler 
referred  to  is  said  to  have 
obscured  the  view  of  up 
trains. 

Morrison  was  strange  to 
railway  work,  and  knew 
nothing  of  the  traffic, 
therefore  (although  he 
possibly  did  not  exercise 
all  the  care  he  might  have 
done)  I  feel  it  would  be 
unfair  to  blame  him.  The 
traffic  over  that  section  of 
the  line  is  very  heavy,  and 
seeing  the  ciroamstances 
under  which  Morrison  was 
working  I  certainly  think 
a  look-out  man  should 
have  been  appointed,  but 
owing  to  there  not  having 
been  any  arrangements 
made  in  the  contract  be- 
tween the  Railway  Com- 
pany and  Messrs.  Tate  and 
Gordon  for  the  providing 
of  look-out  men,  I  am 
unable  to  say  who  is  to 
blame  for  not  appointing 
one. 

In  this  case,  although  it  is 
to  be  regretted  that  under 
the  existing  arrangements 
it  is  necessary  (to  avoid 
serious  delay)  to  either 
tow  or  fly  shunt  waggons 
in  these  octX  sidings,  there 
is  no  doubt  that  this  mis- 
hap was  due  to  an  error 
on  the  part  of  the  injured 
man. 


responsible   for    providing 
look-out  men. 

A.F. 


For  future  mi^  I  recom- 
mend that  S11&  arrange- 
ments should  be  made  m 
would  avoid  the  necessity 
for  towing  waggons  in 
these  crowded  ndings. 
This,  in  my  opinion,  mi^t 
be  done  by  the  pnttang  in 
of  a  second  conneotion  be- 
tween the  No.  2  oross-over 
and  the  No.  9  sidings,  as 
pointed  out  to  the  C<Mn- 
pany*8  representatlTes  who 
attended  my  enquiry. 

A.  F. 
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engine  was  then  in  No.  6  siding, 
and  would  have  continued  on  that 
line,  but  unfortunately,  and  for 
reasons  which  he  cannot  explain, 
Eastwood  reversed  the  positidn  of 
the  cross-over  points,  with  the 
result  that  as  he  had  attached  the 
drag  chain  to  the  fourth  waggon 
the  engine  ran  broadside  into  the 
moving  waggons.  Seeing  that  a 
collision  was  then  unavoidable, 
for  his  own  safety  Eastwood,  who 
was  walking  between  the  engine 
and  wi^rgons,  hastily  got  on  the 
side  framing  of  the  engine,  but 
before  he  could  then  get  clear  his 
right  foot  was  crushed  between 
the  engine  framing  and  the  side  of 
the  waggon. 


Date  of  Accident — 13th  September, 
1902.  Place  at  which  Accident 
happened  —  Hipperholme  Stone 
Sidings.  Name  of  Person  killed— 
W.  H.  Hirst.  Age  of  Person  kUled 
— 21 .  Capacity  in  which  employed 
— Relief  porter.  Number  of  booked 
working  hours  per  diem — 12.  How 
long  on  duty  at  time  of  Accident — 
4  hours. 

Description  of  Accident — Hirst  had 
been  in  the  service  for  six  months, 
and  until  a  fortnight  previous  to 
the  aoddent  he  had  been  employed 
as  a  goods  porter  at  Halifax.  On 
the  Slst  Angost  he  was  sent  to 
Hipperholme  to  act  as  relief  pas- 
senger porter,  and  as  such  it 
became  his  duty,  in  turn  with 
others,  to  clean  and  oil  the  dif- 
ferent points.  His  duties  were 
properly  explained  to  him,  and  for 
a  week  before  the  mishap  he  had 
daily  attended  to  the  points  unac- 
companied by  others. 

On  the  morning  in  question  he  left 
the  station  for  the  pnrpoee  of 
cleaning  the  points  at  the  stone 
siding  about  a  quarter  ci  a  mile 
southwards.  When  be  reached 
the  crossover  road  pofaits  at  about 
9.80  a  tndn  was  a;wroftehing  on 
each  Une,  but  having  his  full 
attention  given  to  the  down  train 
he  failed  to  notice  the  oae  <m  the 
up  line,  with  the  result  that  he 
was  run  over  and  killed. 

Date  of  Accident— 19th  September, 
1902.  Place  at  which  Accident 
happened— Hindley.  Name  of  Per- 
son killed — Samuel  Nicholson.  Age 
of  perMm  killed— :t4.  Capaei^  In 
which  employed— Fireman.  Num- 
ber of  booked  working  hours  per 
diem — 11.  How  long  on  duty  at 
time  of  Accident — 8f  hours. 

Description  of  Accident— Nicholson, 
with  engine  driver  John  Ward,  was 
engaged  in  working  the  IJ25  a.m. 
goods  train  from  A&tree  to  Middle- 
ton,  with  engine  No.  611.  The 
train  consisted  of  the  engine,  49 
waggons  and  a  brake  van.  After 
passing  Westwood  Park,  whidi  is 
situatM  about  a  mile  and  a  half 
west  of  Hindley,  the  driver  noticed 
by  the  working  of  the  en^ne  that 
the  timin  had  become  divided,  and 
kaowing  that  the  line  at  that  point 
was  on  a  sharp  rising  gradient,  he 
brought  the  engine  anud  ten  wag- 
gons attached  to  a  stand  at  the  next 
signal  cabin  (Hindley  So.  S),  from 
which  point,  after  placing  a  tail 
lamp  on  the  wag?on,  Nicholson  (as 


The  engine  driver,  E.Womer- 
sley,  of  the  up  train,  saw 
Hirst.  He  was  then  about 
150  yards  distant,  and 
Hirst  was  clear  of  all 
running  lines,  but  as  a 
warning  to  the  latter 
Womersley  sounded  his 
engine  whistle,  and  seeing 
Hirst  walking  towards  the 
cross-over  points,  he  kept 
it  sounding  until  after  the 
enp^ne  had  pcused  the 
points.  Besides  this  the 
foreman  porter,  J.  Bram- 
ham,  who  was  juRt  then 
returning  from  his  break- 
fast, seeing  Hirst*s  posi- 
tion, called  to  him  to  keep 
clear,  but  unfortunately 
the  warning  was  not 
heard. 

There  is  a  good  view  of  ap- 
proaching trains,  and  there 
is  no  doubt  that  with 
proper  care  the  mishap 
would  not  have  happened. 
I  am  therefore  of  opinion 
tbat  in  this  case  the  acci- 
dent was  due  to  want  of 
caution  on  the  part  of  the 
ucceaseo. 

A.  F. 


There  is  no  direct  evidence 
as  to  how  the  mishap 
occurred,  but  from  the 
position  in  which  the  body 
was  found  it  appears  as  if 
Nicholson,  after  telling  his 
driver  to  go  ahead,  remem- 
bered that  the  lamp  on  the 
front  of  the  engine  would 
require  reversing  to  form 
a  tail  lamp  for  the  return 
journey,  and  that  he  hur- 
ried to  the  front  of  the 
engine  and  tried  to  reverse 
it,  but  whilst  doing  so  the 
engine  was  set  in  motion, 
with  the  result  that  he  was 
knocked  down  and  killed. 

The  accident  appears  to  have 
been  due  to  misadventure. 

The  cause  of  the  train  di- 
viding was  owing  to  the 
breaking  of  a  coupling  on 
Lanoasbire  and  Yorkshire 
goods  waffgon,  No.  34659. 
The  ooupung  n^as  in  good 
order,  and  no  previous  flaw 
or  fault  can  be  detected, 


174 

BBPOBTS  OF  SUB«INSPB0T0R8  OF  BAILWAYS  ON  AOOIDENTS— (^on^nt^. 


Bailw»7. 


Pftrtioulara  ol  Aooidenty  kc. 


Laxcashibe    and 

YOUKSHTRE— Pri;e^. 


Lancashire  and 
Yorkshire  and 
London  and 
North-Westbrn 
Joint. 


Conolusions  of  the  Sub- 
Inspector  as  to  the  cau^en 
of  the  Accident. 


directed  in  Bale  No.  23Ic)  rode  on 
the  latter  nntil  reaching  t^  Hind- 
ley  Station  signal  cabin,  where  the 
waggons  were  shunted  into  one  of 
the  sidings  for  storage.  After  de- 
taching the  waggons  from  tiie 
engine,  Nioholson  placed  a  lamp 
on  the  front  of  the  tender  (to  form 
a  head  light  for  the  return  jonmejr 
to  Westwood  Park),  and  then  called 
to  the  driver  to  go  ahead,  but  after 
the  engine  had  been  run  to  the 
main  line,  as  Nioholson  did  not 
join  the  engine,  a  search  was  made 
for  him,  and  his  body  was  found 
Ijing  between  the  rails  at  a  point 
just  in  front  of  where  the  engine 
had  been  standing. 

Date  of  Accident— 7th  August,  1902. 
Place  at  which  Accident  happened 
— Leeds.  Name  of  Person  injured 
—Thomas  Green.  Age  of  Person 
injured— 16*.  Capacity  in  which 
employed— Chain  lad.  Number  of 
booked  working  hours  per  diem 
— 12,  with  two  hours  off  for  meals. 
How  long  on  duty  at  time  of 
Accident — If  hours.  Nature  of 
Injury— Left  hand  crushed. 

Deeoription  of  Accident— At  about 
10.45  a.m.  Oreen  stood  in  the  four- 
footway  of  the  "  Old  hoist "  road 
with  the  coupling  link  of  a  wag- 
gon in  his  hands  ready  to  put  it 
into  the  draw-bar  hook  of  a  waggon 
which  was  being  drawn  by  a  cap- 
stan against  the  waggon  at  rest. 
As  the  waggons  were  l^ing  joined 
together,  Green  attempted  to  couple 
them,  and  while  doing  so  his  left 
hand  was  crushed  bietween  the 
draw-bar  hooks  and  coupling  links, 
and  so  injured  as  to  cause  him  to 
be  still  off  duty  at  the  time  of  the 
inquiry. 


Date   of   Aooident—- 6th   September, 
'1902.     Place  at   which  Aooident 
happened— Leeds.     Name  of  Per- 
son injured— Walter  Kaberry.  Age 
of  Person  injured — 2o,    Capacity 


I 


oonsequently  it  is  yery 
probable  that  the  break- 
age was  due  to  a  sudden 
strain,  such  as  might  be 
caused  by  the  driver  apply- 
ing extra  steam. 

A.F. 


The  following  instructions, 
issued  and  posted  in  March, 
1901.  have  an  important 
bearing  upon  this  case : — 

**  Notice  to  Capstan  men. 
Capstan  Toutbs,  i^.  Chain 
Laos,  and  others. 

**The  above  are  again 
earnestly  requested  and  cau- 
tioned to  use  every  oare  for 
their  own  safetyp  and  in  the 
interest  of  the  Companies, 
when  movinff  or  shunting 
trucks  in  the  yards  and 
sidings  and  in  ooupUng  wag- 
gons together  not  to  go  be- 
tween when  the  vehicles  are 
moving,  but  use  the  shunting 
poles  provided  for  coupling 
and  uncoupling.*' 

Green  was  young  and  inex- 
perienced, and  had  only 
been  in  the  service  about 
two  months,  during  whi<dL 
time    he    had    regularly 
coupled  the  vehiolw  with 
his  hands,  and  in  this  case 
he  was  instructed  to  do 
80  by  aqwtanman  Gh»orge 
Bobinson,  whose   reasons 
for  giving  him  snoh  in- 
structions were  that  it  was 
done  all  over  the  yard,  and 
that  all  the  chain  lads  had 
sometimes  to  do  it  because 
there   ware   no  oonpUng 
poles  on  hand.  Ajb  a  proof 
of  this,  it  was  admitted 
that  from  August  22nd  to 
September    &d,   and   on 
other  OGoaeions,  there  were 
no  shunting  polea  on  hand 
for  the  use  of  the  chain 
lads  who  conld  use  them, 
and  oonsequently  they  had 
to   use   their   hands    for 
coupling  purposes  in  the 
same  manner  as  Green  wae 
doing  when  he  met  with 
his  mishap.  Green  had  not 
been  supplied  with  a  coup- 
ling pole  nor  had  he  tried 
to  use  one.    The  ohief  re- 
sponsibility for  this  mis- 
hap  rests    with   the    re- 
sponsible  ofQcers  at  this 
place,  who,  although  t^ey 
were  aware  of  this  faulty 
system   of  working,  per- 
mitted it  to  oontinne,  in- 
stead of  taking  steps  to 
ensure   strict   compliance 
with  the  Companies'  rules 
and  the  special  instructions 
quoted. 

The  evidence  was  conflict- 
ing. 

Carrick  stated  that  he  in-  I 
formed  Kaberry,  prior  to  i 
sending    him    down    the  '-. 


It  is  to  be  hoped  that  the 
Companies  will,  without  de- 
lay, take  steps  to  ensure 
that  their  own  rules  and 
instructians  are  strictly 
carried  out  in  future  with 
a  view  to  preyent  acoidento 
similar  to  this  one,  which 
mif  ht  have  beeo  ha  more 
senouB. 

J.  J.  H. 
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RBQP0RT8  OF  StTB-INSPBCTORS  OF  RAILWAYS  ON  AOOIDBNT&— omft'nu^d. 


Railwfiy, 


Partionlan  of  Aoddent,  ko» 


Lakcashise  and 
torkshibb  and 
London  and 
Nobth-Westebn 
Joist— ^oofU, 


London  and  Nobth 
Western. 


in  which  employed  —  Shunter. 
Number  of  booked  working  hours 
per  diem — IrregfitlAr.  How  long 
on  duty  at  time  of  Aoddent— 3| 
hours.  Katnre  of  Injnry — ^Left 
thigh  injured. 
Deeoription  of  Aoddent— At  about 
9.S0  p.m.  dharge  shunter  Arthur 
Oarriok  instmoted  Kaberry  to  go 
down  the  yard  and  lift  up  the 
brakes  of  some  wsggons  standing 
on  a  falling  gmdient  of  aiM>ut  1  in 
100  in  No.  5  siding.  Kabeny  did 
not  find  any  of  the  brakes  down, 
but  still,  he  could  not  get  the 
vehicles  to  start  by  pushing  them 
by  hand,  and  for  the  purpose  of 
starting  them  forward  he  placed 
his  coupling  pole  between  the 
spokes  of  one  of  the  waggon  wheels 
with  one  end  of  it  unc&r  the  axle 
and  then  pressed  the  other  end  of 
the  pole  down  to  force  the  wheel 
to  revolve,  and  while  he  was  so 
engaged  two  other  waggons  were 
shunted  into  the  siding,  causing 
the  one  his  coupling  pole  was  in 
the  wheel  of  to  move,  and  he  be- 
came entangled  with  the  pole,  and 
was  thrown  down  with  his  left 
foot  in  the  four-footway  and  his 
thigh  on  the  rail,  and  while  he  was 
in  that  position  the  wheel  of  an 
empty  waggon  ran  on  to  his  thigh 
and  remained  there  until  he  was 
found,  with  the  result  that  his 
thi^rh  was  so  injured  that  he  was 
still  off  duty  at  the  time  of  the 
inquiry. 


Date  of  Accident — 1st  August,  1962. 
Place  at  which  Accident  happened 
— Crewe.  Niime  of  Person  killed 
— ^William  Joseph  Lightf oot.  Age 
of  Person  killed — 16.  Capacity  in 
which  employed — ^Waggon  Greaser 
(in  the  employ  of  the  Great  Western 
Railway  Company).  Number  of 
booked  working  hours  per  diem — 
12.  How  louff  on  duty  at  time  of 
Accident — ^  hours. 

Description  of  Accident — ^At  about 
9.15  a.m.  on  the  morning  in  ques- 
tion while  the  deceasea  was  at- 
tempting to  t-ross  the  line  he  was 
knocked  down  by  the  leading 
vehicle  of  a  train  of  24  vehicles 
whidi  was  being  propelled  by  a 
London  and  North-Westem  Ciom- 
pany's  engine  from  Basford  Hall 
sidings  to  Gresty  Lane  sidings  (a 
distance  of  half  a  mile),  and  thrown 
into  the  four-foot  way,  several  of  the 
waggons  passing  over  him,  whereby 
he  received  sudi  injurise  that  he 
died  from  the  effects  the  following 
day. 


Conclusions  of  the  Sub- 
Inspector  as  to  the  causes 
of  the  Accident. 


Recommendationt, 


yard  to  lift  up  the  waggon 
brakes,  that  he  would 
shortly  be  shunting  two 
other  waggons  into  No.  5 
siding.  Kaberry  deiiies 
this,  but  whether  he  was 
or  was  not  informed  he 
acted  very  foolishly  in 
making  such  an  improper 
use  of  his  coupling  pole 
contrary  to  h»  instruc- 
tions, and  I  coDsider  he  is 
chiefly  to  blame  for  the 
accident. 

w.  J.  D, 


In  this  case  the  rear  portion 
of  the  6.50  a.m.  goods  train 
from  ShrewFbnryto  Liver- 
pool was  as  usual  shunted 
into  No.  1  down  siding  at 
Gresty  Lane,  after  which 
the  waggons  for  Crewe 
were  taken  to  Basford  Hall 
sidings  and  detached.  Hie 
engine  was  then  attached 
to  the  24  vehicles  which 
had  to  go  forward,  and 
while  these  were  being 
propelled  to  Gresty  Lsne 
the  brakesman,  Thomas 
Brammer,  rode  in  the 
fourth  vcJiicle  as  he  was 
not  able  to  ride  in  any  of 
the  three  leading  vehicles 
owing  to  them  being  either 
sheeted  waggons  or  covered 
vans.  The  accident  ap- 
pears to  have  been  due  to 
misadventure,  but  at;  the 
same  time  if  brakeeinan 
Thomas  Brammer  (fe  the 
employ  of  the  London  and 
North-Westem  Companv) 
had  been  able  to  ride  in  uie 
leading  vehicle  of  those 
being  propelled  he  would 
probabjv  have  seen  the 
deceasea  in  time  to  have 
warned  him  and  so  pre- 
vented the  accident. 

The  train  in  question  is  dealt 
with  in  a  similar  manner 
every  morning,  although 
there  appears  to  be  no 
difBcull^  for  arrange- 
ments being  made  for  the 
whole  of  the  train  to  be 
taken  on  to  Basford  HaU, 
and  if  this  was  done  the 
brakesman  would  be  able 


So  maTiy  serions  accidents 
have  occurred  to  men 
while  riding  on  waggons 
that  I  consider  the  London 
and  North-Westem  Com- 
pany should  take  steps  to 
abolish  the  practice  en- 
tirely. When  it  is  neces- 
sary that  a  man  should 
ride  either  at  the  rear  or  at 
the  front  of  the  train, 
especially  the  latter,  a 
brake  van  or  other  vehicle 
in  which  he  can  ride  with- 
out danger  should  be  pro- 
vided, in  which  case  the  man 
would  always  be  in  the 
leading  vehicle  and  in  a 
position  to  warn  persons 
who  might  be  crossing  or 
working  upon  the  line  upon 
which  the  train  is  being 
propelled. 

J.  J.  H. 
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Bail  way. 


Partiealan  of  Aooident,  Aco. 


Conolnsionfl  of  the  Sub- 
Inspector  ae  to  the  oaiuee 
of  the  Accident. 


London  and  North 
Western — ci>nt. 


1 


Date  of  Aooident— '22nd  August,  1902. 
Place  at  which  Accident  happened 
— Ashton  Street,  Manchester. 
Name  of  Person  injured— J^ohn 
William  Beech.  Age  of  Person 
injured — ^24.  Oapacity  in  which 
employed — ^Temporary  goods  por- 
ter, acting  as  Hooker-on.  Number 
of  booked  working  hours  per  diem 
—11^.  How  long  on  duty  at  time 
of  Accident— {)^  hours.  Nature  of 
Injury — Bight  arm  and  right  eye 
injured. 

Description  of  Accident — Two  wag- 
gons were  drawn  by  a  capstan  from 
what  is  known  as  the  bottom  side 
of  the  Ashton  Street  line  on  to  a 
turntable  upon  which  the  rear 
vehicle  had  to  be  turned  and  then 
placed  in  No.  18  line  adjoining. 
As  soon  as  this  yehide  was  in 
position  on  the  turntable,  capstan- 
man  Daniel  Hilton  commenced  to 
turn  it  while  Beech  was  between  it 
and  the  adjoining  vehicle  attempt- 
ing to  uncouple  them  with  his 
hflunds,  with  the  result  that  Beech 
was  crushed  between  the  right 
hand  buffer  of  one  vehicle  and  the 
draw  bar  hook  of  the  other  and  so 
iniured  that  he  was  still  off  duty 
wnen  the  inquiry  was  made. 


Dateof  Acddent— S4th  August,  1902. 
Place  at  which  Accident  happened 
— -Bugby.  Name  of  Person  injured 
— Wallace  Bums  Hart.  Age  of 
Person  injured — 89.  Capacity  in 
which  employed— Shunter.  Num- 
ber of  booked  woricing  hours  per 
diem— 1]^.  How  long  on  duty  at 
time  of  Accident — I  hour.  Nature 
of  Injury  —  Right  hip  injured. 
Off  duty  8  weeks. 

Description  of  Accident — At  7.80  p.m. 
a  North  British  Company's  eovired 
carriage  truck,  No.  181,  had  to  be 
horse  shunted  from  the  up  platform 
line  to  the  horse  dock.  1V>  get  it 
there  it  had  first  to  be  taken  across 
the  up  main  line  and  from  there  to 
the  horse  dock.  While  this  was 
being  done  Horse  Shunter  William 
Blasters  attended  to  tlie  horse  and 
Hart  to  the  vehicle  to  bring  it  to 
rest  as  required.  The  vehicle  not 
being  fitted  wftlra  hand  brake,  Hart 
had  to  bring  it  to  rest  with  a  brake 
stick,  and  as  it  was  approaching  the 
engine  line  points  ht  attempted  to 
place  the  flat  end  of  the  brake  stick 
on  to  the  top  of  the  wheel  of  the 
veMcle  for  that  purpose,  and  wMle 
doing  so  tiie  brake  stick  came  in 
contact  with  the  wheel  and  flew 
outwards  striking  him  en  the  right 
hip  with  such  force  as  to  knock  him 
down  wilh  the  result  stated  above. 


to  ride  in  his  brake  van  in- 
stead of  the  waggons,  both 
wiiile  they  were  being 
drawn  and  propelled. 

This  accident  happened  in 
the  Ashton  Siareet  goods 
shed,  and  owing  to  the 
turntable  where  it  oc- 
curred being  only  fitted 
with  two  catches,  and  one 
of  the  pillars  supporting 
the  roof  being  so  near  to 
the  capstan,  the  capstan- 
man  and  his  hooksr-on 
cannot  perform  their 
duties  at  the  same  side. 
In  this  inatanee  if  Beech 
had  been  at  the  same  side 
of  the  vehicles  as  capstan- 
man  D,  Hilton,  he  would 
have  seen  his  movements 
and  not  have  attemjpted  t» 
turn  the  waggon  while 
Beech  was  between  it  and 
the  adjoining  one  for  un- 
coupling purposes  —  in 
which  cane  the  aooident 
would  not  have  happened. 
At  the  same  time  Beedh 
was  to  blame  for  going  in 
between  the  veh&lee  for 
onoonpUng  pnrpoess  con- 
trary to  rule  38  (a),  and 
capstannan  D.  Hilton  was 
to  blame  for  attempting  to 
turn  the  waggon  before  it 
was  uaoonpled  and  with- 
out receiving  a  signal  from 
Beech  to  do  so,  but  there 
is  some  excuse  for  both 
men  as  they  had  been  to 
render  agaistaiioe  to  aman 
who  was  injured,  and 
daring  their  abeenee  their 
worknad  ^ot  behindhand, 
and  in  their  seal  to  make 
v^p  for  the  lost  time  they 
did  not  eaceroiM  that  care 
wlnoh  thev  otherwise 
would  have  done. 

The  |xrimary  cause  of  the 
aooidant  (whioh  might 
have  been  far  more 
serious)  was  the  fact  of 
the  vehioles  not  being 
fitted  with  a  hand  brake. 


Beoommendations. 


For  future  safety  it  is  de- 
sirable that  the  Company 
should  make  sndi  idter- 
ations  as  would  enable  thfr 
oapstanman  and  his  hooker- 
en  to  perform  their  respec- 
tive duties  at  the  same  side 
within  sight  of  each  other. 

J.  J.  H. 


There  is  a  oonaiderable 
amount  of  shunting  with 
horse  boxes  and  carriage 
trucks  at  this  station,  and 
owing  to  a  large  number  of 
these  vehicles,  indnding 
those  belonging  to  the  Lon- 
don and  North-Weetem 
Company,  not  being  fitted 
with  hand  brakes  the  men 
have  to  bring  them  to  rest 
with  a  brake  stick  either 
by  placing  it  where  Hart 
attempted  toplaoe  it  (whidi 
is  both  a  dimoult  and  dan- 
gerous operation),  or  l^- 
repeatedl  V  placing  it  on  the 
rail  and  allowing  the^ 
wheels  to  run  over  it.  This 
appears  to  be  often  done 
from  the  number  of  broken 
brake  sticks  whidi  were- 
laid  about  the  place.  To 
avoid  accidents  of  a  similar 
nature  both  the  Companies 
mentioned  should,  I  think, 
be  asked  to  take  steps  to 
have  their  horse  boxes  and 
carriage  trucks  fitted  with 
suitable  hand  brakes. 

J.  J.  H. 
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BaOwftj. 


Paxtloalan  of  Aooident,  &o. 


Gonbludons  of  the  Sab- 

Inspeotor  as  to  the  oansM 

of  the  Acoident. 


BBOOnmmdatioiiB. 


LOVDOK  Ain>  NOBTB- 

Wnranr— otHif. 


Date  of  Aoeident— 37th  AngOBt,  1902. 
Plaoe  at  whioh  Accident  happened 
— Shrewsbury.  Name  of  rerson 
injured— Thomas  Holme.  Age  of 
Person  injured — i7.  Oapad^  in 
whioh  employed — ^Fnelman.  Num- 
ber of  booked  working  hours  per 
diem— 10.  How  long  on  duty  at 
time  of  Accident — 3^  hours.  Nature 
of  Injury — Back  and  left  shoulder 
injured. 

Description  of  Accident — At  about 
1.80  aon.  Hulme  and  fuelman 
Bdward  Thompson  were  on  the  top 
of  a  wajnron  loaded  with  coal 
which  stood  on  the  wei(?hing 
machine  fixed  at  the  north  end  of 
the  machine  road,  and  while  they 
were  engaged  throwing  the  coal 
from  the  waggon  into  the  tender 
of  an  engine  standing  opposite  on 
the  adjoining  line,  some  other 
wsggons  were  shunted  into  the 
machine  road,  causing  the  one 
the  men  were  working  at  to  be 
driTcn  quickly  forward  with  the 
result  that  bodi  men  were  knocked 
down.  Fortunately  Thompson  feU 
on  to  the  coal  and  was  not  injured, 
but  as  Hulme  was  near  the  end  <rf 
the  wsffgon,  he  was  thrown  over 
the  end  on  to  the  ground  in  the 
four-foot  way  between  the  waggon 
he  had  been  working  at  and  the 
adjoining  one.  and  so  injured  that 
he  was  off  duty  10  days. 


Date  of  Accident— 27th  August,  1902. 
Place  at  which  Accident  happened 
— ^Walsall.  Name  of  Person  injured 
— ^Henry  Brunt  Age  of  Person  in- 
jured—88.  Capaoily  in  which  em- 
ployed—Mason. Number  of  booked 
working  hours  per  diem  —  HI* 
How  louff  on  duty  at  time  of  Acd- 
dent— 2^hours.  Nature  of  injury 
—Head  and  ribs  injured. 

Description  of  Acddent  —  At  about 
8.10  on  the  morning  in  question, 
Brunt  was  engaged  placing  iron 
w0i)geB  in  some  large  blocks  of 
stone  which  stood  in  a  waggon 
standing  in  No.  4  siding  in  the 
permanent  way  yard.  While  he 
was  so  engaged,  five  other  waggons 
were  shunted  into  the  sidinff  so 
violently  as  to  drive  forward  uoee 
standing  there,  and  move  the  wag- 
gon Brunt  w  as  in,  causing  him  to  be 
thrown  down,  and  when  he  fell, 
his  ribs  struck  the  end  of  the  wag- 
gon, and  his  head  the  end  of  the 
adjoining  vehicle,  with  the  result 
that  he  was  so  injured  that  he  was 
off  duty  8^  weeks. 


Date  of  Accident- 29th  August,  1902. 
Place  at  which  accident  happened 
— OoppuU  Hall  Colliery.    Name  of 


The  shunting  during  the 
night  in  tiie  locomotive 
shed  and  yard  is  done  by 
the  shed  turner  (i.e.  engine 
driver)  and  his  fireman. 

In  this  case,  there  was  no 
necessity  for  moving,  nor 
was  it  intended  to  move 
the  waggon  the  f  uelmen 
were  working  at,  oonse- 
quentlv  they  were  not 
wamea.     Engine  cleaner 

'  Henry  Price,  who  was  act- 
ing as  fireman,  was  on  l!he 
ground  to  give  the  neces- 
sary sig^nal  to  his  driver, 
J.  Roberts,  to  stop  before 
the  waggons  being  shunted 
in  to  the  xhac^ne  road 
came  in  contact  with  those 
at  rest  there,  but  he  ne- 
glected to  do  so  with  the 
result  that  these  vehicles, 
including  the  one  the  fuel- 
men  were  working  at, 
were  driven  forward  about 
12  yards. 

The  -responsibility  for  the 
accident  chiefly  rests  with 
Price.  He  was,  however, 
not  provided  with  a  pro- 
per lamp  for  shunting  and 
signalling  purposes,  hav- 
ii^  only  a  small  one 
known  as  a  gauge  glass 
lamp,  he  was  inexperienced 
in  shunting  never  having 
performed  tbiM  work- pre- 
viously during  the  night, 
and  he  did  not  use  a  coup- 
ling pole  for  coupling 
Surposes  as  directed  in 
lule  28  (a). 


About  10  minutes  prior  to 
the  accident,  mbourer 
Walter  J.  Pickering,  who 
performs  the  whole  of  the 
shunting  operations  in  this 
extensive  permanent  way 
yard,  walked  round  No.  4 
sidinig.  At  that  time, 
there  was  no  one  working 
in  or  about  the  vehicles 
standing  there,  but  as 
Pickering  was  well  aware 
that  the  nding  in  question 
was  used  for  'Unumig  and 
unloading  purposes,  he 
should  not  have  permitted 
the  vehicles  he  shunted 
into  No.  4  siding  to  come 
in  contact  with  those 
standing  there  fully  120 
yards  from  the  fouling 
point  of  the  adjoining 
siding,  especially  when 
the  vehicles  were  only  re- 
quired to  go  clear  of  the 
latter  siding. 

The  responsibility  for  this 
accident  rests  with  Picker- 
ing for  (1)  neglecting  to 
brmg  the  vehicles  bdng 
shunted  into  No.  4  siding 
to  rest  before  striking  the 
other  vehicles  standing 
there,  and  (2)  for  neglect- 
ing to  warn  Brunt  as 
directed  in  rule  112  (a). 

J.J.H. 

The  primary  cause  of  the 
mishap  was  due  to  the 
waggon     which     Butler 


For  future  safety,  the  Oom- 
pany  should  make  arrange- 
ments for  the  person  in 
charge  of  the  shuntinff' 
operations  to  be  provided 
with  a  suitable  lamp  so 
that  he  could  have  the  best 
possible  view,  and  also  be 
able  to  give  the  necessary 
sig^nals  to  the  driver,  and 
in  addition,  steps  should  be 
taken  for  Rule  28  (a)  to  be- 
strictly  carried  out. 

J.  J.  H. 


The  Company  should  use  their 
influence  with  Messrs.  Pear- 
son and  Knowles,  Colliery 
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Bailmiy, 


Partionlara  of  Aooident,  &o. 


ConclaBions  of  the  Snb- 

InBpector  m  to  the  oauses 

of  the  Accident. 


tteoomrnendationft. 


London  and  Nobth< 
ws8tebn—- con^. 


Person  injured  —  Thomas  Butler. 
Age  of  Person  injured— 14.  Capa- 
citj  in  whioh  employed — ^Number 
taker.  Number  of  booked  work- 
ing houre  per  diem — 1 2.  How  long 
on  duty  at  time  of  Acoident-^8 
hours.  Nature  of  Injury — Face 
and  right  arm  injured. 
Description  of  Accident — At  about 
3.25  p.m.  during  shunting  opera- 
tions in  the  Coppnll  Hall  Colliery 
sidings,  a  London  and  North  West- 
em  CompanT*s  engine  with  a  brake 
van  attadtied  next  to  it.  was  draw- 
ing some  waggons  out  of  tlie 
**  brick  kiln  siduig."  Butler  wished 
to  copy  the  numbers  of  some  wag- 
sons  standing  in  one  of  the  eastern 
sidings,  and  to  get  there  he  jumped 
on  to  the  step  of  the  brake  van  at 
the  west  side  intending  to  pass 
through  it,  and  while  opening  the 
door  for  that  purpose,  he  came  in 
contact  with  a  wa^on  standing  on 
the  adjoining  siding  and  was 
thrown  to  the  ground  and  so  in- 
jured that  he  was  still  off  duty 
when  the  inquiry  was  made. 


Date  of  Accident— Srd  September, 
1902.  Place  at  which  Accident 
happened — Hillhouse  near  Hud- 
derafield.  Name  of  Person  injured 
— Joseph  AUcook.  Age  of  Person 
injured — 39.  Capacity  in  which 
employed  ^Painter.  Number  of 
booked  working  hours  per  diem — 
11 1.  How  long  on  duty  at  time 
of  Accident— 4i  hours.  Nature  of 
Injury—Groin,  both  hips,  and  both 
arms  injured. 

Description  of  Accident — At  about 
1(>.2<I  a.m.  AUoock  and  painter 
Albert  Marsh  were  painting  a  gas 
pipe  whioh  runs  along  the  wall  df 
the  cattle  dock,  and  while  so  en- 
gaged a  waggon  was  shunted  from 
^o.  <i  siding  into  the  cattle  dock 
siding  and  came  into  contact  with 
two  waggons  standing  there,  driv- 
ing them  forward,  with  the  result 
that  the  leading  vehicle  first  struck 
Marsh  knockiii^^  him  against  AU- 
cook, after  which  Marsh  fell  into 
the  four-foot  lyay  and  escaped  with 
slight  bruises,  but  Allcock  was 
crushed  between  the  waggon  and 
dock  wall,  and  so  injured  that  he 
waf4  off  duty  five  weeks. 


Date  of  Accident— nth  September, 
1902.  Plaoe  at  which  Accident 
happened— Workington.  Name  of 
Person  injured — John  Moore.  Age 
of  Person  injured— ^8.  Capacity 
in  which  employed — Fueluum,  act- 
ing as  fireman  luid  shunter.  Num- 
ber of  booked  working  hours  per 
diem — 11^.  How  long  on  duty  at 
time  of  Accident — 5  hours.  Na- 
ture of  Injury— Thumb  and  fore 
finger  of  right  hand  injured. 

Descripticai  of  Accident.— At  about 
11  a.m.  on  the  .date  in  question, 
Moore  was  working  as  fireman  and 
shunter  with  shed  turner  (t.«.,  en- 
gine driver)  D.  Latimer.  Twelve 
waggons  were  drawn  out  of  the 
sleeper  siding,  three  of  which  were 
shunted  in  the  coal  bank  road,  but 
as  the  eneine  was  short  of  steam  it 
was  unaUe  to  push  them  clear  of 


came  in  contact  with  hav- 
ing been  left  standing  too 
near  the  fouling  point  of 
the  exit  from  the  sidings 
to  the  shunting  neok,  but 
I  was.  unable  to  ascertain 
1  w  tio  left  the  vehicles  stand- 
ing in  that  position  al- 
though it  appears  to  have 
been  one  of  the  shunters 
employed  by  Messrs.  Pear- 
son and  Knowles.  the 
owners  of  the  colliery. 


To  commence  work  the  men 
pushed  two  waggons  about 
12  yards  northwards,  and 
were  working  in  the  space 
left  when  the  accident 
happened.  They  did  not 
inform  any  of  the  shunters 
of  what  they  were  about 
to  do,  their  reasons  for  not 
doing  so  beinff  (1)  that 
they  saw  a  red  flag  fixed 
at  the  points  which  can  be 
set  for  either  the  cattle 
dock  siding  (in  the  four- 
foot  way  of  which  they 
were  working)  or  the 
*'  czipij  lending  "  adjoining 
in  which  waggons  are  re- 
paired (2)  Uiey  asked  a 
man  employed  by  a  private 
firm  repairing  vehicles  if 
the  red  flag  protected  men 
working  in  boUi  sidings 
and  he  led  them  to  believe 
it  did,  but  as  the  red  flag 
was  only  intended  to  pro- 
tect the  men  working  at 
waffgons  in  the  cripple 
sidmg,  shunter  F.  Booth- 
royd  was  quite  justified  in 
shunting  vehicles  into  the 
cattle  dock  siding. 

The  accident  was  chiefly  due 
to  a  misunderstanding* 

There  are  three  f uelmen  em- . 
ployed  at  this. place,  all  of 
whom  in  turn  act  as  fire- 
man and  shunter  with  the 
shed  turner,  and  while  so 
acting,  perform  the  neces- 
sary shunting  operations 
in  the  locomotive  yard  and 
shed. 

The  rails  of  the  coal  bank 
road  are  laid  upon  longi- 
tudinal timbers  which  are 
so  narrow  that  Moore  was 
unable  to  obtain  a  foot- 
hold upon  them  while  re- 
leasing the  brake,  and  as 
the  timber  was  about  nine 
inches  higher  than  the 
ballast  at  the  spot,  it  was 
necessary  for  him  to  grasp 
one  of  the  buffers  as  he 
had    no   other   means  of 


Owners,  Wigaa,  to  issue  in- 
structionB  to  their  shunters 
that  in  all  oases,  waggons 
left  standing  in  sidings 
must  be  well  clear  of  the 
fouling  points  of  any  ad- 
joining sidings  or  lines. 

J.  J.  H. 


When  red  flags  are  used  to 
protect  men  workii^  in  a 
particular  siding,  a  flag 
should  be  placed  upon  the 
leading  vehicle  standing  in 
that  siding. 

Further,  the  painters  should, 
as  directed  in  Rule  17  (a), 
be  supplied  with  a  copy  of 
the  Company's  rules  and 
regulations  so  as  to  enable 
them  to  carry  out  Uie  same. 

J.  J.  H. 


It  is  not  the  praotioe  to  ude 
the  brakes  to  secure  the 
waggons  on  the  coal  bank 
inclines,  old  brake  blocks 
being  generally  used  as 
sootdiee  for  that  purpose 
but  there  were  none  on  hand 
on  the  morning  of  the 
aooident.  This' practice  ia 
so  objectionable  that  it 
should  be  forbfdden. 

The  fuelmen  are  not  supplied 
with  a  copy  of  the  rules  or 
with  coupling  poles  as 
directed  in  Rules  17  (a)  and 
23  (a)  respectively,  and  for 
future  safety  the  fnelmen 
who  regularly  act  as  fire- 
men 9Ba  shunters  should  be 
spipplfdd  with  a  copy  of  the 
rules  and  also  provided  with 
suitable  appUvioat  to  enable 
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Partioulars  of  Aooident,  &o. 


London  and  Nobth- 


GonolasionB  of  the  Sab- 
Inspector  ae  to  the  oaaees 
of  the  Aooident. 


the  bank  road  adjoining,  and  it 
beoame  neoeasarj  for  Moore  to  pin 
down  the  brake  of  the  leading  wag- 
gon  to  prevent  the  vehiolee  ronning 
down  the  inoUne.  After  this  the 
nine  waggons  were  shunted  back 
into  the  sleeper  siding,  and  then 
the  engine  was  taken  against  the 
three  waggons  to  pnsh  them  dear. 
Before  this  ooald  be  done  it  was 
neoessary  to  release  the  brake  of 
the  leading  waggon,  for  which  pur- 
pose Moore  sat  on  the  brake  lever, 
and  while  pressing  it  down  to  take 
the  pin  out,  owing  to  the  buffer 
beinjga  wooden  one,  he  was  unable  to 
place  his  arm  round  it,  and  conse- 
quently he  placed  it  over  the  buffer 
spindle  of  the  second  vehicle,  with 
the  result  that  when  the  waggons 
were  closed  up  his  thumb  and  fin- 
ger were  crushed  between  t^e 
buffer  spindle  and  buffer  shell,  and 
so  injuied  that  he  was  still  off  duty 
when  the  inquiry  was  made. 

Date  of  Accident — 12th  September, 
1902.  Place  at  which  Accident 
happened— Lancaster.  Name  of 
Person  injured— ^Tohn  Dowthwaite. 
Age  of  Person  injured — A8.  Otipa- 
city  in  which  employed — ^Brakes- 
man  acting  as  shunter.  Number 
of  booked  working  hours  per  diem 
-*10^.  How  long  on  duty  at  time 
of  Accident-^lOJr  hours.  Nature 
of  Injury— Face  injured. 

Description  of  Acddent^In  this  case 
the  9.20  p.m.  goods  train  from 
Manchester  to  Oiumforth  arrived  at 
Lancaster  at  about  8.15  a.m.,  and 
detached  12  waggons  which  were 
as  usual  placed  in  the  shunting 
spur.  From  there  it  was  necessary 
to  run  them  by  gravity  into  the 
goods  yard  sidings,  and  while  this 
was  being  done,  Dowthwaite  attend- 
ed to  the  first  four  vehicles  which 
were  for  No.  4  siding,  and  shunter 
R.  Lancaster  attended  to  the  re- 
maining eight  vehicles  which  were 
for  No.  8  aiding.  While  Dowth- 
waite was  attempting  to  plaoe  bis 
coupling  pole  between  the  spring 
of  me  waggon  and  the  bn^e  lever 
to  press  the  latter  down  for  the 
purpose  of  steadying  the  vehicles, 
into  the  siding,  the  pole  caught  the 
whtol  of  the  Wajirgtm  and  rebotind* 
ing  struck  him  on  the  face,  so 
injuring  it  as  to  cause  him  to  be 
oil  duty  five  weeks. 

Date  of  Accident — 26th  September, 
1902.  Plaoe  at  which  Accident 
happened  ~  Stafford.  Name  of  Per- 
son injured— John  Hall.  Age  of 
Person  injured— 41.  Capad^  in 
which  employed— Shunter.  Num- 
ber of  booked  working  hours  per 
diem — 10.  How  long  on  duty  at 
time  of  Accident  —  8  hours  50 
minutes..  Nature  of  Injury — ^Body 
crushed  and  head  injured. 

Description  of  Accident — ^A  special 
cattle  train  ex  Carlisle  arrived  at 
Stafford  about  9.50  a.m.  After 
arrival,  North  British  Company's 
waggon  No.  25,474,  containing 
cattle,  was  loose-shunted  into  the 
cattle  dock  siding.  WhUa  the 
vehicle  was  running  towards  tiie 
dock  Hall  attended  to  the  brake  at 
the  east,  iA,  dock  side,  and  on 
reaching'  the  dock  he  left  the 
vehicle  in  motion  with  the  brake* 
lever    down,    ezpeoting    by   this 


taking  the  pin  out  but  by 
sitting  on  the  brake  lever. 
In  my  opinion,  if  he  had 
been  supplied  with  a  pro- 
per brake  stick  to  press 
down  the  brake  lever  the 
accident  would  not  have 
happened. 


A  considerable  amount  of 
shunting  is  done  daily  at 
thiB  plaM  by  gravity  down 
an  incline  of  1  in  95,  and 
although  the  Company 
have  issued  instmetions 
forbidding  the  men  to  use 
their  coupling  poles  for  the 
purpose  of  applying  tike 
waggon  brakes,  only  one 
bn&e  stick  is  generally 
available  for  that  purpose. 
In  this  case  neither  Dowth- 
waite nor  Lancaster  used  it, 
and  from  theevidenoegiven 
it  is  clear  that  the  men 
have  been  permitted  to 
ignore  the  instruotions  and 
£rift  into  a  dangerous 
method  of  working. 


The  point-rod  in  question  is 
well  clear  of  the  path  the 
men  generally  use.  The 
mishap  appears  to  have 
been  due  to  misadventure, 
at  the  same  time  if  the 
waggon  had  been  fitted 
witiifin  either  side  brake 
it  would  not  have  occur- 
red, because  in  that  case 
there  would  not  have  been 
any  necessity  for  Hall  to 
have  placed  himself  in 
such  a  dangerous  position 
between  -wo  dock  wall 
and  vehicle  to  bring  it  to 
rest. 

J.  J.  H. 


them  to  carry  out  the  Com- 
pany's own  rales  and  regu< 
lations. 

J.  J.  H. 


It  is  to  be  hoped  that  the 
Company,  now  that  their 
attention  has  been  drawn 
to  the  matter,  will  take 
steps  for  the  instructions 
being  strictly  carried  out 
in  future,  and  with  that 
end  in  view,  will  arrange 
for  a  sufficient  number  of 
brake  sticks  being  always 
on  hand. 

J.  J.  H. 


1307.H 
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Beoom 


LONDOK  AND  NOBTH 


Midland 


means  that  the  ymggon  would 
oome  to  rest  opposite  one  of  the 
cattle  peng.  He  then  croeeed  to 
the  we«t  aide  of  the  vehiole  and 
walked  by  the  side  of  it  until  ob- 
senrinir  that  it  was  goingr  to  travel 
too  far,  when  he  crossed  in  front 
of  it  and  attempted  to  press  down 
the  brake-lever  while  walking  back- 
wards in  front  of  the  vehicle,  and 
when  so  engsged  his  foot  slipped 
off  a  point-rod  running  by  the  side 
of  the  dock  wall^  with  the  result 
that  the  vehiole  struck  his  right 
shoulder  throwing  him  against  the 
dock  wall,  and  before  he  oould  re- 
cover himself  he  was  crushed  be- 
tween the  waggon  and  dock  wall 
and  so  injured  as  to  caui>e  him  to 
be  off  duty  14  days. 

Date  of  Accident~2nd  July,  1902. 
Place  at  which  Accident  happened 
— Leeds.  Name  of  Person  injured 
— John  Dalley.  Age  of  Person 
injured — 18.  Capacity  in  which 
employed— Carriage  washer.  Num- 
ber of  booked  working  hours  per 
diem — 1 1  ^.  How  long  on  duty  at 
time  of  Aooident— 6|  horns.  Na- 
ture of  Injury— Left  side  injured. 

Description  of  Aoddent — Dalley  was 
instructed  to  assist  in  wsehing 
some  carriages  standing  south  of 
the  passenger  platforms  in  what  is 
known  as  the  "back  road.**  For 
this  purpose  it  was  necessary  for 
him  to  take  the  plank  he  had  to 
stand  upon  from  No.  1  platform  to 
the  south  side  of  the  vehic^  he  had 
to  wash,  and  while  do^g  so  he 
attempted  to  pass  between  two 
vehicles  standing  a  little  apart  in 
the  siding  adjoining  the  back  road. 
Just  at  that  moment  some  other 
vehicles  were  shanM  against  them, 
and  as  they  were  dosed  together  he 
was  crashed  between  the  buffers 
and  so  injured  as  to  cause  him  to 
be  off  duty  one  month. 

Date  of  Accident— 12th  July,  1902. 

•  Place  at  which  Accident  happened 
— Wandsworth  Boad.  Name  of 
Person  injured — H.  C.  Smith. 
Age  of  Person  injured — 4?.  Na* 
ture  of  Injury — Left  knee  and  sid^^ 
bruised. 

Description  of  Accident — Smith  is 
employed  as  a  coal  porter  at 
Wandsworth  Boad  by  the  Tyne 
Main  Coal  Company.  On  the 
morning  in  question  he  was  en- 
gaged in  conveying  coal  along  a 
temporary  plaxik  platform,  ar- 
ranged on  trestles,  from  a  waggon 
in  the  No.  7  siding  to  a  coal  stack 
about  16  yards  distant.  Other  men 
were  also  engaged  in  unloading 
some  heavy  stores  from  waggons 
standing  near  to  the  entrance  of 
the  same  siding.  At  about  10.15 
a.m.  it  was  necessacy  to  place  some 
other  '* stone*'  waggons  for  un- 
loading, bat  as  they  were  being 
closed  up  for  coupling  purposes  by 
the  shunting  engine  tiie  cgal  wag- 
gons standing  in  the  rear  were  also 
slightly  moved,  with  the  result 
that  the  platform  previously  re- 
ferred to  was  displaoed,  and  Smith 
was' thrown  to  the  ground  and  in- 
jured as  stated  above. 

Date  of  Accident— 28rd  July,  1902. 
Place  at  which  Accident  happened 
— Leeds.    Name  of  Person  injured 


The  accident  must  be  attri- 
buted to  Dalley^s  own 
want  of  care  as  there  was 
no  necessity  for  him  to 
have  attempted  to  pass 
between  the  buffers,  nor 
was  there  any  necessity 
for  red  flags  to  be  plaoed 
on  the  front  end  of  the 
leading  vehicle,  because 
no  one  was  at  work  at  or 
about  the  vehicles  stand- 
ing in  that  siding. 

J.  J.  H. 


Goods-guard  George  Port- 
man  was  in  charge  of  the 
shunting  operations.  He 
was  fully  conversant  with 
the  Company's  Bule  11241, 
but  as  iz  was  not  his  in- 
tention to  move  the  coal 
waggons  standing  in  the 
rear  of  those  he  required 
to  move  he  did  not  think 
it  necessary  to  give  any 
warning  to  any(me  work- 
ing at  them. 

The  accident  was  due  to  the 
non-observance  of  the  rule 
referred  to,  for  which 
(whatever  inay  have  been 
his  intentions)  I  am  of 
opinion  that  guard  G. 
Portman  is  to  blame. 

A.  F. 


In  this  case  although  Iron 
acted  unwisely  in  not 
closing     the     doors     as 
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Bul«»f; 


Midland— 0(;;t^. 


Pftrtioalan  of  Aooidant,  fto. 


Conclunons  of  the  Sub- 

lB8peotor  as  to  the  oaoses 

of  the  Aooident. 


ReoommendationB. 


— (George  Killerby.    Age  of   Per- 
son    iBJiired^82.   OafMoiiy     in 
which  employed — Oarriage  oleaner. 
Number  of  booked  worlong  hours 
per  diem— 11^.    How  long  on  dnt^ 
at   time  of  Aooident  —  4^  hours. 
Natuve  of    Injury*— AmiSy  thighs 
and  ankles  Inmiaed. 
Desoription   of    Aoddent  — On   the 
south  side  of  the  station  there  are 
two     carriage     sidings     running 
parallel  with  the  So.  1  platform 
line.    On  the  morning  in  question 
at  about  9.80,  Killerby  and  another 
man  named  George  Iron  were  en- 
gaged in  cleaning  some  carriages 
standing  at  the  platform,  to   do 
which,  Killerby  neoesearily  stood 
on  some  cleaning  boards  arranged 
alongside  the  Tehiclee.    Whilst  he 
was     so     employed,    Iron     went 
through  a  compartment  of  one  of 
sereral  carriages  then  standing  in 
the  No.  1  siding  for  the  purpose  of 
getting  a  buclrat  of  water  'from  a 
tap  fixed  on  the  south  side  of  the 
No.  2  siding.    Just  at  that  time 
shunter  A.  H.  Price  walked  down 
the   siding  and   coupled   up   the 
vehides    preparatory    to     taking 
them  from  the  siding,  and  although 
he  saw  that  the  cairiage  doors  had 
been  left  open  b^  Iron,  he  expected 
him   momentarily  to  return  and 
dose  the  doors.    Price,  therefore, 
returned  towards  the  entrance  of 
the  sidings  and  gave  the  driver  a 
signal  to  draw  ahead,  but  as  Iron 
did  not  return  in  time  to  close  the 
doors,  one  of  the  latter  stmok  and 
displaoed  the  cleaning  boards  on 
which  Killerl^'was  standing,  and 
he  was  thrown  to  the  ground  and 
injured. 


Date  of  Acold«nt— IHth  August,  1902. 
Place  at  which  Acddent  happened 
— Stw  Philip's,  Bristol.  Name  of 
Person  injured  —  Joseph  Curtis. 
Age  of  Person  injured— SO.  Capa- 
city in  which  employed— 4)  oods 
porter.  Number  of  booked  work- 
ing hours  per  diem — ^11.  How 
long  on  duty  at  time  of  Aooident— 
5|  hours.  Nature  of  Injury — Left 
foot  injured. 

Desorintton  of  Aooident— -At  about 
12.15  p.m.,  Curtis  was  engaged 
untying  the  sheet  strings  on  a 
waggon  standing  on  the  goods 
shed  line  just  outside  the  goods 
shed.  The  wargon  was  about  to 
be  drawn  iivide  the  shed,  but 
before  the  capstan  was  set  in 
motion  for  this  purpose,  acting 
capstanntan  A.  Boxisto  warned 
Curtis  who  stood  oiear.  After 
this,  Curtis  followed  die  vehicle 
for  about  12  vard^  until  it  came  to 
rest  or  nearly  so  owing  to  the 
capstan  having  been  checked 
suffieientlv  to  allow  the  capstan 
rope  to  mil  on  to  the  ground, 
and  as  Curtis  thought  the  operation 
was  completed,  he  placed  his  left 
foot  between  the  rope  and  the  out- 
side nil  of  the  goods  shed  line  and 
resumed  work.  Directly  afterwards 
the  rope  again  became  taut,  and  as 
it  did  so  it  caught  the  heel  of  his 
left  boot  and  forced  his  left  foot 
under  the  wheel  of  the  vehicle, 
with  the  result  that  his  toes  were 
run  over  and  so  injured  that  he 
was  still  off  duty  when  the  enquiry 
was  made. 


he  passed  through  the 
carriage,  I  am  of  opinion 
that  shunter  A.  H.  Price 
is  chiefly  to  blame  for  the 
accident.  Having  seen 
that  the  carriage  doors 
were  open,  it  was  his  duty 
either  to  dose  them  or  to 
have  waited  for  Iron  to  do 
so  before  giving  a  signal 
for  the  vehicles  to  be 
moved. 

A.  P. 


Curtis  should  have  waited 
until  Boxisto  had  taken 
off  the  capstan  rope  before 
resuming  work,  but  he  did 
so  with  the  intention  of 
expediting  the  work,  under 
the  impression  that  the 
movement  of  the  vehicle 
had  been  completed,  and 
although  he  acted  un^ 
wisdv,  the  acddent  may 
be  chiefly  attributed  to 
his  excess  of  seaL 

J.  J.  n. 
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PartioulArB  of  Aooident,  &c« 


GonoluBiong  of  ihe  Snb- 

In^peotor  m  to  the  oaiues 

of  the  Aoeident. 


MlDLAND^-tff>n/. 


Date  of  Accident — 2nd  September, 
1902.  Plaoe  at  whioh  Accident 
happened— Manninfrham.  Name  of 
Person  injured— Joseph  Thorpe. 
Age  of  Person  injured— S4.  Capa- 
city in  which  employed — Engine 
driTer.  Number  of  booked  work- 
ing hours  per  diem^ll.  How 
long  on  duty  at  time  of  Aooident 
— lOi  hours.  Nature  of  Injury- 
Lower  part  of  body  crushed. 

Description  of  Accident — About 
10.45  pjn.  on  the  day  in  question, 
engines  Noe.  802.  1,H64,  and  588. 
stood  on  the  ash  pit  road.  The 
first  engine  waft  nearest  to  the 
engine  died,  and  when  it  was  set 
ahead  about  10  yards,  Thorpe,  who 
was  in  charge  of  engine  No.  1,S64, 
instructed  his  fireman,  E.  RowsiDg, 
to  set  .their  engine  ahead  over  the 
ash  pit  in  position  for  him  to 
examine  the  motion,  for  whioh 
purpose  after  the  engine  had  been 
brought  to  rest  he  attempted  to 
step  down  into  the  pit,  and  while 
doing  so  he  was  caught  between 
the  buffer  of  his  own  engine  and 
the  buffer  of  eng^e.  No.  588,  which 
had  been  set  ahead  by  driver  John 
Bashford.  and  so  injured  that  he 
was  off  duty  8  weeks. 

Date  of  Accident. — 4th  September, 
1902.  Place  at  whioh  Accident 
happened  —  Toton,  North  Down, 
empty  waggon  sidings.  Name  of 
Person  injured— Job  Lines.  Age 
of  Person  injured — 54.  Capacity 
in  which  employed— Goods  Guard. 
Number  of  booked  working  hours 
per  diem — 1 2.  How  long  on  duty 
at  time  of  Accident — 6  hours  and 
50  minutes.  Nature  of  Injury — 
Collar  bone  fractured. 

Description  of  Accident— Lines  had 
worked  in  charge  of  the  6.20  p.m. 
goods  train  from  Leicester  to  Toton 
Sidings,  at  which  dep6t  the  traiii 
arrived  about  9.10  pan.  After 
having  disposed  of  all  the  waggons, 
the  engine  and  break  van  were 
taken  along  the  goods  line  en  route 
to  Uie  locomotive  yard,  where  the 
engine  was  to  be  turned  for  return 
working. 

The  points  leading  from  the  goods 
line  to  the  locomotive  Ridlnirs  are 
sithated  about  900  yards  norbh  of 
the  Toton  Down  North  signaleabin 
from  whioh  they  ar«  worked. 
After  the  break  van  had  cleared 
the  points — seeing  the  disc  signal 
was  in  the  **all  right"  position — 
the  engine  and  van  were  set  back 
towards  the  sidings,  but  from  some 
cause  the  van.  which  was  then 
being  propelled,  left  the  rails  at 
the  points,  and  Lines,  being  thrown 
sharoly  against  the  side  of  the  van, 
received  injury  as  stated  above. 


Date  of  Accident — 6th  S^eptember, 
1902.  Plaoe  at  which  Accident 
happened»Derby  (Lpndon  Road 
Junction)  Names  or  Persons  in- 
jured— Joseph  Johnson  and  Frank 


Although  it  is  the  general 
practice  to  leave  suiEoient 
spaoe  between  each  engine 
while  they  are  standing  on 
the  ash  pit  road  so  that 
the  men  may  pass  round 
or  go'  undflvneath  their 
engines  to  examine  them, 
Thorpe  displayed  a  great 
want  of  caution  in  neglect- 
ing to  look  southwwrds 
before  attempting  to  step 
behind  the  butter  of  Ins 
engine  into  ttie  ash  pit, 
beoanse  had  he  done  so  he 
could  have  seen  engine 
No.  568  approaching  in 
time  to  have  prevented 
the  accident. 

J.  J.  H. 


There  is  no  direct  proof  of 
the  cause  of  the  break  van 
leavjng  the  rails.  When 
running  along  the  gaoda 
line  the  engine  and  van 
would  have  to  paM  in 
front  of  the  signal  cabin, 
from  whioh  point  under 
ordinary  cifoonurtianoeB 
the  rignalman,  E.  8.  Bur> 
ton,  would  naturally  waloh 
the  movements  untQ  he 
received  a  signal  from  tike 
guard  intimifeing  that  the 
van  had  deared&e  points, 
after  whi^  Bvrton  should 
have  revefMd  the  position 
of  the  latter.  In  this  case, 
however,  Burton  appears 
to  have  mistaken  an  un- 
intentional movement  of 
Lines*s  hand  lamp,  and  so 
pulled  over  the  pirfnti  for 
the  siding  before  the  en- 
gine and  van  had  aotnally 
reached  thtai,  witii  the 
result  that  when  the  en- 
gine reached  the  points 
they  were  forced  open. 
The  strain  thus  caused 
would  prevent  the  points 
closing  properly*  so  that, 
although  the  disc  siftnal 
was  in  the  "all  right" 
position  when  the  engine 
and  van  were  set  back  to- 
wards the  siding,  the  lead« 
ing  wheels  of  the  latter 
took  the  goods  line  and 
the  trailing  wheels  got  on 
the  siding  rail  and  were 
thrown  off. 

I  am  of  opinion  that  in  this 
case  the  mishap  was  dne 
to  an  error  of  judgment 
on  the  part  of  signaUnan 
£.  S.  Burton. 

A.F. 

After  the  mishap  it  was 
found  that  the  cause  of 
the  van  leaving  the  tails 
was  owing  to  a  idinker 
having  got  into  the  points 
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Conoloflioiui  of  the  Sub- 
Inspector  as  to  the  causes 
.    of  the  Accident. 


Sibert.  Ages  of  Persons  ininzed—- 
Joseph  Johnson  34.  Frank  Sibert 
24.  Oapacitj  in  which  empLc^jed^ 
Ballast  train  labonzers.  Number 
of  booked  working  hours  per  diem 
— 11.  How  loner  on  dnt^  at  time 
of  Accident — 6  honrs.  Natare  of 
Injnries-^ohnson,  left  hip  and 
thigh  bmised;  Sibert,  back  and 
right  leg  bruised. 
Description  of  Accident — These  men, 
with  others,  had  travelled  from 
Trent  in  a  brake  van  attached  tc 
the  rear  of  a  ballast  train.  On 
reaching  Derby  at  12  noon,  the  train 
had  to  be  set  back  from  the  goods 
line  tiirough  two  cross-over  roads 
en  route  to  the  Pwrk  carriage 
sidings.  The  first  cross-over  was 
passed  in  ukfety,  but  when  the 
break  van  reached  the  facing  points 
of  the  second  it  was  thrown  off 
the  rails.  Seeing^  their  danger  the 
labourers  naturally  tried  to  ffet 
clear  from  the  van,  and  all,  except 
Johnson  and  Sibert.  succeeded  in 
doing  so,  but  before  these  men 
could  get  clear  they  were  struck 
by  the  van,  which  wm  just  then 
falling  on  to  its  side,  and  injured 
as  stated  above. 

Date  of  Accident — ^SOth  September, 
1902.  Place  at  which  Accident 
happened— -St.  John's  Colliery,  Nor* 
manton.  Name  of  Person  in- 
Ipxed— Solomon  Pratley.  Age  of 
Person  injured — 38.  Capacity  in 
which  employed — Goods  Guard. 
Number  of  booked  workin.g  hours 
per  diem— Irregular.  How  long 
on  duty  at  time  of  Accident — 11 
hours.  Nature  of  Injury — Left 
foot  injured. 

Description  of  Accident— Pratley  had 
worked  a  train  from  Teton  to  St. 
John*s  Colliery,  and,  after  arrival 
thenre,  prior  to  placing  the  whole 
of  the  train  in  the  Colliery  siding, 
he  uncoupled  his  brake  van,  leaving 
it  standing  in  the  down  goods  line, 
after  which  he  stood  between  that 
line  and  the  down  main  line  for 
signalling  purposes,  and  when  sig- 
naling Mb  driver  to  stop,  after  the 
rear  vehicle  of  his  train  was  over 
the  points  leading  to  the  sidings, 
Inspector  John  Griffon  pulled  the 
lever  to  set  the  points  in  position, 
uid  as  he  did  so  Pratley's  left  foot 
was  crushed  between  the  angle 
working  the  cross  point  rod  and 
the  straight  rod.  and  so  injured 
that  he  was  still  off  duty  at  the 
time  of  my  inquiry. 


Date  of  Accident— 10th  July,  1803. 
Place  at  which  Accident  happened 
— CUrkston.    Name  of  Person  in- 

i'ured-^ohn  Shewan.  Age  of 
Person  injured—20.  Capacity  in 
whioh  employed --Porter.  Num- 
ber of  booked  working  hours  per 
diem — 12.  How  long  on  duty  at 
time  of  Acddent  >- 10^  hours. 
Nature  of  Injury-—  Left  arm 
crushed. 
Description  of  Aocident-^At  about 
9  p.m.  Shewan  was  engaged  in 
untying  the  sheet  strhigs  and 
removing  JJie   sheet    from  off   a 


which  prevented  them 
dosing.  The  points  are 
about  50  yards  from  the 
signal  cabin,  from  which 
they  are  worked,  so  that 
it  would  be  impossible  for 
the  signalman  to  see  or 
detect  their  condition. 

It  is  impossible  to  say  how 
the  clinker  got  in  the 
points,  but  I  think  it  very 
probably  fell  from  a  pass- 
ing waggon. 

In  this  case  there  is  no  doubt 
the  mishap  was  purely  ac- 
cidental. 

A.  F. 


Becommenilations. 


The  inlet  and  outlet  points 
between  the  down  goods 
line,  and  the  sidings  are 
worked  from  a  lever  fixed 
to  a  ground  frame  at  the 
west  side  of  the  shunting . 
neck.  From  this  ground 
frame  the  point  rod  crosses 
the  shunting  neck  and  is 
connected  by  an  angle  to 
another  rod,  which  is  fixed 
between  the  down  main 
line  and  down  goods  line, 
and  whioh  runs  parallel 
with  these  lines.  Both  the 
point  rbds  are  ba'Yly  ex- 
posed, and-  owing  to  an 
over-bridge  crossing  the 
Unes,  it  was  necessary  for 
Pratlev  to  stand  between 
the  Imes  mentioned  for 
signalling  purposes.  At 
the  same  time,  he  might 
have  kept  his  foot  dear  of 
the  pointangle,  but  neither 
he  nor  Inspector  Oriffen 
realised  that  when  the 
point  lever  was  pulled 
over  it  moved  the  angle 
six  inches,  a  suffldent  dis- 
tance to  crush  Pratley's 
foot. 

The  primary  cause  of  the 
aoddent  vras  due  to  the 
point  rods  angle  bdng  ex- 
posed, and  to  add  to  Pratr 
ley's  danger  there  was  also 
near  the  spot  a  signal  wire 
badly  exposed. 

Ooods  guard  O.  Lancaster, 
.  who  was  in  charge  of  the 
shunting  operations,  was 
unable  to  see  Shewan,  but 
as  a  precaution  he  went 
twice  round  the  waggons 
standing  in  the  front  road 
previous  to  the  mishap. 
Shewan  frankly  admits 
that  when  he  went  into 
the  yard  shunting  opera- 
tions were  in  progresis 
and  further  that  there 
was  no  necessity  for  him 
to  perform  the  work  he 


The  point  rods  and  signal 
irons  which  cross  the  path 
the  men  have  to  use  diould 
be  protected  with  side  tim- 
bers and  the  ballast  made 
level  with  the  top  of  the 
timbers,  and  those  rods 
worldng  the  inlet  and  out- 
let points  referred  to  might, 
with  advantage,  be  removed 
to  the  west  side  of  the 
shunting  neck. 

J.  J.  H. 


I 
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Bail  way. 


NomTH  BniTun—eonU 


Partionlars  of  Aocident,  kc. 


waggon  standing  in  the  front  road. 
To  mrform  part  of  the  operation 
he  had  to  lean  forward  between 
the  bufFers,  and  while  he  was 
doing  80  some  other  waggons  were 
shunted  from  the  west  end  into 
the  front  road,  and  colliding  with 
the  standing  waggons  pushed  them 
forward,  and  as  the  buffers  were 
closed  up  8hewan*s  left  arm  was 
crushed  between  them  and  so  in- 
jured as  to  oause  him  to  be  still  off 
duty  when  the  inquiry  was  made. 

Date  of  Accident— 16th  July,  1902. 
Place  at  which  Aocident  happened 
— Perth  goods  shed.  Name  of 
Person  injured — Peter  Oliphant. 
Age  of  Person  injured  —  26. 
Gapaci^  in  which  employed  — 
Goods  Porter.  Number  of  booked 
working  hours  per  diem — 12.  How 
long  on  duty  at  time  of  Accident 
— ^24  hours.  Nature  of  Injury- 
Bight  foot  crushed. 

Description  of  Aocident — On  the 
morning  in  question  Oliphant  was 
instructed  to  assist  in  unloading 
certain  machinery  which  was  in  a 
waggon  then  standing  in  the  goods 
shed.  To  enable  him  to  untie  the 
rope  by  which  the  machine  was 
bound  to  the  wagvon  Oliphant 
necessarily  stood  wit£  his  left  foot 
on  the  coupling  (the  waggon  was 
coupled  to  others)  and  hL  right 
foot  resting  on  the  offside  buffer. 
Whilst  he  was  in  that .  position 
other  wagf^ons  were  shunted  into 
the  same  siding,  and  as  the  moving 
waggons  dosed  up  to  the  standing 
ones  the  buffers  of  the  latter  were 
slightly  pressed,  with  the  result 
preyiously  stated. 

Date  of  Accident— 2nd  August,  1902. 
Place  at  which  Accident  happened 
— Queen  Street,  Glasgow.  Name 
of  Person  injured — ^David  Terrace. 
Age  of  Perscm  inijured  —  31. 
Capacity  in  which  employed — 
Porter.  Number  of  booked  work- 
ing hours  per  diem— 12.  How 
long  on  duty  at  time  of  Accident— 
30  minutes.  Nature  of  Injury- 
Left  hand  and  wrist  bruised. 

Description  of  Aocident — A  luggage 
truck  loaded  with  boxes  of  flsh 
was  iriaoed  near  to  a  brake-van  of 
a  passenger  train  for  unloading. 
The  truck  was  placed  sideways  to 
the  brake-van,  and  by  some  means 
two  of  the  wheels  got  over  the 
edge  of  the  platform.  After  the 
fish  had  been  tmnsferred  to  the 
van  Terrace,  with  others,  assisted 
to  lift  the  luggage  truck  back  to 
the  platform,  and  whilst  doing  so 
his  left  hand  was  crushed  between 
the  truck  and  van. 


Date  of  Accident— 8th  August,  1902. 
Place  at  which  Aocident  happened 
— Meadowbank  Sidings,  near  Edin- 
burgh. Name  of  Person  injured 
— Alexander  Calder.  Age  of  Per- 
son injured  —  42.  Capacity  in 
which  employed  —  Goods  guard. 
Number  of  booked  working  hours 
per  diem — 1 1 .  How  long  on  duty 
at  time  of  Accident — 7^  hours. 
Nature  of  Injury — One  rib  broken 
and  right  arm  injured. 

Description  of  Accident— Calder  was 
working  with  the  11  ..55  pjn.  up 
goods   train    from   Edinburgh  to 


Conalusions  of  the  Sub- 

Inspeotor  as  to  the  causes 

of  the  Accident. 


was  engaged  with  until 
after  the  shunting  had 
bean  completed.  Heoug^t 
to  have  either  waited  until 
the  shunting  had  been 
performed  or  kept  a  pro- 
per look  out  for  his  own 
safety,  and  as  he  neglected 
to  do  so  he  is  so&v  re- 
sponsible for  the  mishap. 

J.    J.   ZLm 


In  this  case  the  mishap  was 
due  to  the  non-observance 
of  Bule  112a,  for  which 
the  head  thuntor,  H. 
Walker,  must  be  held  re- 
sponsible. At  the  same 
time,  in  fairness  to  Walker, 
it  should  be  stated  that 
his  excuse  for  neglecting 
to  comply  with  tike  rule 
referred  to  is  that  owing 
to  insnfflctent  staff  it 
would  be  impossible  for 
him  to  get  uirongh  the 
shunting,  which  is  very 
heavy,  if  he  woriced 
strictly  to  that  rule,  and 
from  the  evidence  given 
by  the  Company's  local 
agent,  A.  Tale,  there  is 
no  doubt  much  truth  in 
Walker's  statement. 


In  this  case  the  mishap  was 
purely  acoidentaL 

A.  P. 


Meadowbank  aidixigs  '  are 
situated  between  Edin- 
burgfh  and  St.  Margaret's. 
The  connections  to  the 
sidings  are  from  the  up 
main  line  about  100  yarcu 
west  of  tiie  St.  Margaret's 
signal  cabin,  f rcnn  which 
the  points  and  signals  are 
interlodEed,  but  they  are 
worked  from  a  ground 
frame  by  the  goods  guards. 
In  this  case  Calder  in- 
tended to  ride  forward  on 
the  side  of   the   waggon 


For  ti&e  safety  of  the  goods 
shed  staff  it  is  very  neces- 
sary that  Bule  112a  should 
be  striotly  adhered  to, 
and  to  ensure  that  being 
done  the  Company  should 
seriously  coDsidar  the 
statement  made  by  Walkar 
and  confirmed  by  their 
local  agent. 

A.F. 


Unless  a  portion  of  the  wall 
were  removed  anffioient 
clearance  oould  not  be  given 
between  it  and  Uie  outer 
rail  of  the  siding  while  the 
pohits  are  in  t&it  present 
position^  but  there  would 
be  no  difficultj  in  lemov* 
ing  them  further  west  wards 
aiM  so  avoid  the  wall  with- 
out  interfering  with  the 
siding  accommodatioti,  and 
for  future  safety  I  strongly 
reoommend  that  this  be 
done   without   delay.      If 
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Portobello,  which  arrived  at 
Meadowbank  Sidingrs  at  12.30  a.in., 
where  20  waggons  had  to  be  at- 
taobed.  For  this  purpose  the 
engine  was  first  taken  into  the 
loading  bank  siding  and  attached 
to  the  vehiolee  standing  there,  and 
then  these  yehioles  were  set  badk 
into  the  outer  road  and  attached  to 
thoee  standing  in  that  road. 
After  this  Oalder  signalled  the 
driyer  forward  orer  the  outlet 
points,  and  while  riding  on  the 
side  of  a  waggon  with  his  feet 
resting  on  an  axle-box  of  the 
vehicle  he  was  caught  between  the 
waggon  and  the  side  of  the  wall  of 
the  Company's  sheet  factory  and 
thrown  to  the  g^und,  and  so  in- 
jured as  to  cause  him  to  be  still 
off  duty  at  the  time  the  inquiry 
was  made. 

Bate  of  Accidental  Ith  August,  1902. 
Place  at  which  accident  happened 
— ^Burntisland.  Name  of  Person 
injured — Hugh  MoKenzie.  Age  of 
Person  injured— 20.  Capacity  in 
which  employed — ^Fireman.  Num- 
ber of  booked  working  hours  per 
diem — 12.  How  long  on  duty  at 
time  of  Accident — 6^  hours.  Na- 
ture of  Injury — Back  injured. 

Description  of  Accident — McKenzie 
was  working  with  engine  Na  364, 
which  was  running  light  from  tlie 
east  to  the  west  dock.  At  5.40  a.m., 
when  it  was  approaching  the  north- 
ward comer  of  the  waU  supporting 
thereof  of  the  old  passenger  sta- 
tion, it  collided  with  engine  No. 
883  which  was  taking  ten  wagrons 
from  the  west  dock  to  the  No.  2 
hoist  road.  The  force  of  the  colli- 
sion caused  a  i^ece  of  coal  to  be 
thrown  off  the  tender  on  to 
MoKenzie's  back,  so  injurixig  it  as 
to  necessitate  his  being  off  duty 
one  week. 

Date  of  Accident— September  11  th, 
1903.  Place  at  which  Accident 
happened  —  Thornton.  Name  of 
Person  injured  —  James  Suttie. 
Ageof  Person  injured-^21.  Capa- 
city in  which  employed — ^Porter. 
Number  of  booked  working  hours 
per  diem— 11.  How  long  on  duty 
at  time  of  Accident — 6^  hours. 
Nature  of  Injury — Collar  bone 
fractured. 

Description  of  Accident — ^At  about 
1.16  p.m.,  as  the  12.10  p.m.  pas- 
senger tndn  from  Bdinburgh  to 
Dundee  was  running  to  the  plat- 
form. Buttle  made  an  attem{%  to 
get  on  the  foot-step  of  a  brake- 
van  placed  in  the  centre  of  the 
train,  but  missing  the  handle  he 
fell  on  to  the  side  of  the  van.  For- 
tunately the  speed  of  the  train  was 
such  that  he  was  knocked  from  it, 
but  in  falling  on  the  platform  he 
received  injuries  as  previously 
stated. 


Date  of  Accident — 12th  September, 
1902.  Place  at  which  Accident 
happened— Perth  Marshalling  Sid- 
ings. Name  of  Person  injured— 
J<mn  Shorto  Wallace.  Age  of  Per- 
son injured  —  15.  Capacity  in 
which  employed  —  Xumbw-taker 
(in  the  employ  of  the  Bailway 
Clearing  House).  Nature  of  In- 
jury—Toes on  right  foot  crushed. 

Description  of  Accident— >Wallaoe  is 


until  reaching  the  points 
in  order  to  attend  to  them 
as  quickly  as  possible,  as 
this  is  a  busy  section  of 
the  line. 

The  wall  which  Calder  came 
in  contact  with  comes  to 
a  point  within  2  feet  6 
inches  from  the  neazeet 
rail  near  to  the  outlet- 
points,  and  the  aoddent 
was  chiefly  due  to  the 
insufficient  space  between 
the  nmning  line  of  the 
siding  and  the  wall  in 
question. 

To  add  to  Calder's  dan|«ers 
the  place  was  in  absolute 
darkness. 


RfHHMnmflndatifliw. 


All  trains  and  light  engfines 
running  between  the  east 
end  of  the  old  station  and 
the  west  dock  travel  along 
the  same  line,  and  ttt  the 
spot  where  this  accident 
happened,  owing  to  the 
course  of  the  line  and  the 
south  wall  supporting  the 
southern  portion  of  the 
station  roof  being  only 
three  feet  from  i^e  run- 
ning line  at  the  west  end, 
neither  of  the  enginemen 
could  see  the  other  engine « 
approaching  in  time  to 
prevent  the  collision. 

The  accident  was  due  to  the 
enginemen*8  view  being 
obscured  by  the  wall 
mentioned. 


Suttie  had  given  notice  of 
his  intention  to  leave  the 
Company's  service  on  the 
day  in  question  and  he 
did  so,  and,  consequently, 
owing  to  his  whereabouts 
not  being  known,  he  was 
not  present  at  my  Inquiry, 
but  from  the  evidence 
given  there  appears  to 
have  been  no  necessity  for 
him  to  have  placed  him- 
self in  such  a  dangerous 
position,  and  as  his  actions 
were  contrary  to  the  Com- 
pany's rule,  I  am  bound 
to  conclude  that  in  this 
case  the  accident,  which 
might  have  proved  far 
more  serious,  was  due  to 
his  own  misconduct. 

A.  P. 


In  this  case,  so  far  as  Wal- 
lace's actions  are  con- 
cerned, the  accident  was 
due  to  misadventure,  but 
I  am  of  opinion  that  the 
primary  cause  was  his 
being  sent  to  copy  the 
numbers  on  the  waggons 
before  the  shunting  had 
been  completed,  which  in 
such  busy   and   crowded 


my  recommendation  is  car- 
ried out  it  would  hazdly 
appear  neoessarr  to  press 
the  question  of  lighting, 
as  the  men  would  m  that 
case  have  the  benefit  of 
the  electric  light  from  the 
street  lamps  when  per- 
forming the  smaU  amount 
of  shunting  which  is  done 
in  the  dar£ 

J.  J.  H. 


The  old  station  has  not  been 
used  for  a  considerable 
time  for  passenger  traffic 
and  the  southern  portion 
of  it  is  hardly  ever  used  for 
any  purpose  which  requires 
a  roof. 

For  future  safety  it  is  desir- 
able that  the  southern  por- 
tion of  the  station  roof  and 
the  south  wall  supporting 
it  should  be  taken  down, 
especially  as  the  latter  not 
ozLly  obscures  t^  view  of 
the  men  engaged  in  shunt- 
ing operations  (which  are 
heavy  at  about  the  spot) 
but  is  also  dangeroiisly 
near  to  the  running  line. 

J.  J.  LL, 
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BIP0BT8  OF  SUB-INSPBCTOBS  OF  BAILWAYS  ON  ACCIDBKTB— Con^VltMcf, 


•ilailwiir* 


P»rtioiilAni  of  Aoddent,  &a 


NOBTH  BBITI8H— 0<Mie, 


NOKTH  EASTBRlt 


CooolnsiQns  of  the  Sab- 

Iiupeotor  M  to  the  oautes 

of  the  Accident. 


ReoomnMndationi. 


in  the  senrioe  of  the  Bailway  Clear- 
ing Hooseand  iBemplc^ed  as  annm* 
ber-taker  at  Perth.  It  is  his  duty  to 
assist  a  senior  number-taker  named 
David  Martin  in  the  North  British 
marshalling  sidings.  On  the  morn- 
ing in  question,  owing  to  the  sidings 
being  nearly  full  of  waggons,  it 
was  necessary  during  the  formation 
of  a  certain  outgoing  roods  train, 
to  store  18  wanroBS  (after  they 
had  been  marshalled)  in  what  is 
locally  known  as  the  **  empty  waff- 
le** siding  instead  of  in  an  ad- 
joining siding  and  in  front  of 
others  attached  to  the  brake-van 
as  would  have  been  the  case  if 
there  had  been  sufficient  siding 
room.  To  avoid  delay  to  the  train 
after  it  had  been  marshalled,  lllar- 
tin  requested  Wallace  to  get  the 
numbers  of  the  18  waggons  re- 
ferred to,  and  he  (Wallace)  went 
to  do  so,  but  at  about  1.45  a.m. 
whUst  he  was  so  engaged,  not 
knowing  of  Wallace's  position,  the 
guard  attached  the  engine  and 
gave  a  signal  for  the  waggons  to 
be  moved.  As  that  was  being  done, 
being  anxious  to  get  all  the  num- 
bers, Wallace  hurried  alongside  the 
moving  vehicles,  and  in  doing  so, 
he  stumbled  over  the  fixed  rail  on 
a  waggon  turntable,  several  of 
which  are  arranged  in  these  sidings, 
and  falling  to  the  ground,  nis 
right  foot  got  foul  of  the  rail,  and 
was  crushd  by  one  of  the  wheels. 

Date  of  Accident— 8th  July,  1902. 
Place  at  which  Accident  happened 
— Tyne  Dock.  Name  of  Person 
inj  lured — Oeorffe  Baker.  Age  of 
Person  idjitrea— «0.  Capacity'  in 
which  employed— Ooods  Porter. 
Number  of  booked  working  hours 
per  diem — 11.  How  long  on  duty 
at  time  of  Accident — 10^  hours. 
Nature  of  Injury — Body  crushed. 
Off  duty  6|  weeks. 

Description  of  Aooident — At  about 
4.80  p  jn.  Baker  was  engaged  in  tying 
the  sheet  strings  on  a  waggon  stand- 
ing on  the  *'  warehouse  side  line." 
Ic  was  necessary  for  him  to  go  into 
the  four-foot  way  to  perform  part 
of  the  operation,  and  while  doing 
so,  his  body  was  crushed  between 
the  buffers  owing  to  the  waggons 
being  closed  up.  Horse-shunter 
Bichard  Irving,  who  moved  the 
waggons  by  bringing  another  wag- 
gon with  two  horses  from  the  wei^ 
was  unable  to  see  Baker  owing  to 
his  being  at  the  ease  end  of  the 
waggon  he  was  engaged  at,-.be8idee' 
which,  there  was  a  covered  wag- 
gon between  the  two.  Irving,  in 
accordance  with  the  usual  custom, 
called  '* look-out"  while  the  wag- 
gon was  being  drawn  down  the 
line,  but  Baker  did  not  hear  the 
call,  with  the  result  stated  above. 

Date  of  Accident— 10th  July,  1902. 
Place  at  which  Accident  happened 
—  York.  Name  of  Person  mjured 
— George  Wm.  Gk)tt.  Age  of  Per- 
son injured — 28.  Capacity  in  which 
emploved — Shunter.  Number  of 
booKed  working  hours  per  diem— 
10.  How  long  on  duty  at  time  of 
Aooident — 6  hours.    Nature  of  In- 

I'ur^  — -  Neck   and   left   shoulder 
iruised. 
Description  of  Accident — ^The  10  ajn. 
passenger  train  from  York  to  the 


sidings  as  those  in  ques- 
tion, is,  to  my  mind,  a 
veiy  dangerous  practice. 
It  was  agreed  at  the  thne 
of  my  Inquirv,  that  for 
future  saf e^7,  the  numbers 
of  all  waggons  not  mar* 
ikalUd  on  to  thr  hralut  ran 
should  be  copied  by  the 
Bailway  Clearing  House 
number-takers  ^Ur  the 
formation  of  the  train  had 
been  completed,  conse- 
quently no  further  action 
in  this  oaie  seems  neces- 


sary. 


A.F. 


It  is  impossible  to  tie  all  the 
sheet  strings  in  the  goods 
shed,  and  consequently  the 

S:oods  porters  have  to  per- 
orm  that  operation  after 
the   vehicles   have  been 
placed  on  the  warehouse 
,  side   line    adjoining   the 

goods  shed. 
Although  the  horse-shunters 
work  with  two  horses, 
they  have  no  one  to  assist 
them  with  the  shunting, 
and  while  waggons  are 
being  placed  on  the  line 
in  question,  the  horse- 
shunters  have  to  leave 
their  horses  unattended 
while  they  hold  a  pair  of 
hand  noints.  Besides  this, 
they  have  to  attach  and 
detach  their  horse-chains, 
and  also  attend  to  the 
waggon  brakes,  and  it  is 
impossible  for  them  to 
perform  all  these  duties 
and  carry  out  Bule  112  (a). 
The  mashap  was  due  to 
the  rule  in  question  not 
being  carried  out,  but  for 
the  reasons  fltat^,  I  can- 
not blame  ijhorse-shunter 
Irving 


The  evioenee  shows  that  be- 
fore giving  permission  for 
the  front  portion  to  be  set 
back,  the  acting  assistant 
station  master,  J.  W.  Bob- 
son,  had  watched  Gott 
finish  the  work  necessary 
to  the  rear  Great  Northern 
brake,  and  he  had  no  rea- 
son to  suppose  that  Gott 
would  depart  from  Uie 
usual  practice. 

I    am   quite    satisfied  that 


The  horse-shunting  is  heavy 
at  this  place,  and  on  such 
lines  as  the  one  in  question 
where  it  is  frequently  ne- 
cessary for  men  to  go  be- 
tween waggons  in  the  per- 
formance of  their  duties. 
Bule  112  (a)  should  be 
strictly  carried  out,  and 
with  Uiis  end  in  view,  the 
horse-shunters  should  have 
an  assistant  who  should 
be  instructed  to  ascertain 
that  all  is  dear  before 
moving  any  waggons  on 
such  lines. 

J.  J.  H. 
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BBPOBTS  OF  SUB-INSPECT0R8  OF  RAILWAYS  ON  AOGIDBNTS— COn/muad. 


RaOmiy. 


PartionUrs  of  Accident,  &c. 


KOBTH      Baotsbv- 

eont. 


I 


Gonoliisions  of  t^  Sab- 
Inspector  as  to  the  oftoaeB 
at  the  Accident. 


North,  is  formed  of  portions  com- 
ing from  the  Midland  and  Great 
Northern  lines.  The  Midland  train, 
which  arrives  first,  is  brought  to  a 
stand  at  a  certain  point  alongside 
the  No.  6  platform,  after  which, 
the  Great  Northern  train  is  taken 
to  the  rear,  and  the  engine,  when 
detached,  is  run  through  some  fac- 
ing points  at  the  rear  of  the  Mid- 
land portion  on  to  the  **  through  ** 
line.  The  first  portion  is  then  set 
back,  and  the  two  trains  coupled. 
There  is  always  one,  and  often  two 
newspaper  vans  to  be  detached 
from  the  rear  of  the  Great  North- 
em  train.  On  the  morning  in 
question,  there  were  two.  These 
vehioles  are  fitted  with  the  Gould 
coupling  and  buffers,  and  oonse- 
sequentiy.  after  they  have  been 
detached  from  the  train,  in  order 
to  protect  the  gangway  ends  of 
the  vans,  it  is  necessary  to  pull  out 
the  buffers  and  place  a  shield  over 
the  spindles.  The  buffers  at  the 
rear  of  the  brake  van  are  of  course 
always  drawn  out  and  the  shield 
applied  at  once,  but  those  in  front 
of  the  news  vans  are  usually  left 
nntil  the  vans  have  been  placed  in 
a  siding.  On  the  morning  in  quest- 
tion,  Uter  the  newspaper  vans 
had  been  detached,  they  were  as 
usual  drawn  back  by  the  pilot  en- 
gine to  allow  the  pilot  shunter, 
G.  W.  Gott,  to  pull  out  and  protect 
the  buffers  at  tiie  rear  of  the  brsJce 
van.  According  to  practice,  the 
vans  should  have  been  taken  to  a 
siding,  but  as  the  shunt  was  being 
delayed  by  signal,  instead  of  wait- 
ing until  they  had  been  placed  in 
thfi  siding,  and  in  order  to  facilitate 
ths  loorh,  Gott  decided  to  arrange 
the  buffers  at  once,  but  whilst  he 
was  doing  so,  the  MidlMid  coaches 
were  set  back  to  the  standing 
Great  Northern  vehicles  with  the 
result  that  awing  to  no  hand  hrak&i 
having  been  applied,  the  latter  (five 
carriages)  were  moved  back,  and 
Gott  was  crushed' between  tiie  rear 
Great  Northern  brake  and  the 
front  of  the  newspaper  van. 

Date  of  Accident—lOth  July,  1902. 
Place  at  which  Accident  happened 
— ^Newport.  Name  of  Person  icilled 
— ^Thomas  Nelson.  A^^e  of  Person 
killed — 66.    Capacity  in  which  em- 

Sloyed  —  G«uger   of    Platelayers. 
lUmber  of  booked  working  hours 
.  per  diem — 11.    How  long  on  duty 

at  time  of  Accident*-4  hours. 
Description  of  Accident — ^Nelson  was 
in  charge  of  the  section  of  main 
lines  about  a  mile  in  length  (besides 
loop  lines  and  sidings)  immediately 
west  of  Newport  passenger  station. 
He  had  two  platelayers  to  assist 
him  named  Moses  Worth  and  Lewis 
James  Foxton. 
On  the  morning  in  question  the  men 
were  all  en^^aged  in  mi^ng  a 
special  examination  of  the  steel 
sleepers  in  the  down  main  line, and 
at  about  9.55  a.m.  they  were  so  em- 
ployed about  270  yards  west  of  the 
station.  At  that  time  Nelson  was 
working  in  a  stooping  position  near 
the  outside  rail,  and  his  two  men 
were  similarly  occupied  near  the 
parallel  rail  about  5  yards  further 
west,  when  Foxton  noticed  that 
a  down  passenger  train  was  then 
only  about  40  yards  distant.    He  at 


Gh)tt*s  actions  were  with 
gpod  intentions,  but 
knowing  that  the  Great 
Northern  carriages  were 
likely  ;to  be  moved  back, 
he  certainly  acted  very 
unwisely  in  taking  up  the 
position  he  did  witkiout 
first  making  arrangements 
for  his  own  safety.  At 
the  same  time,  I  cannot 
but  think  that  had  the 
hand-brakes  in  the  brake- 
vans  attached  to  the  rear 
or  Great  Northern  portion 
been  properly  applied, 
which  for  general  safety 
it  in  my  opinion  neceeaary, 
the  mishap  would  proba- 
bly not  have  happened. 

A.F. 


Beooniiii6ndAtioo& 


At  the  point  where  the  men 
were  working  the  lines  are 
on  a  20  chain  curve,  and 
although  up  trains  may  be 
seen  when  at  Newxwrt 
Station— 270  yards  distant, 
yet  owing  to  a  high  em- 
bankment it  is  Impossible 
to  see  a  down  train  ap- 

groaching  until  it  is  with- 
1  a  distance  of  90  yards. 

At  the  time  of  the  mishap 
an  up  train  was  also  pass- 
ing on  the  adjoining  line, 
and  there  is  no  doubt  that 
the  noise  from  that  would 
prevent  the  men  hearing 
the  down  train  approach- 
ing. 

It  appears  that  Worth  saw 
the  up  train  as  it  was  pass- 
ing tne  station,  and  had 
they  then  "  stood  clear  of 
all  lines"  as  directed  ii^ 
Rule  273(a)  the  mishap 
would  not  have  happened. 

The  traffic  is  very  heavy  over 
the  section  of  line  in  ques- 
tion, and  as  for  the  reasons 
stated,  the  men  were  unable 
to  get  a  good  view  of  ap- 


There  have  been  several  acci- 
dents to  platelayers  in  tiie 
same  (Newport)  district 

Worth,  who  is  second  man  in 
the  gang  in  question,  is  of 
opinion  that  a  look-out  man 
is  alwi^s  necessary  on  their 
section  of  line,  but  in  his 
evidence  he  stated  that  he 
had  never  known  one  to  be 
appointed. 

For  future  safety,  I  recom- 
mend that  the  gang^  should 
be  suffioientlv  strengthened 
to  enable  the  gangers  to 
comply  with  the  rules  re- 
ferred to. 

A.F. 
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HBPORTS  OF  SUB-INSPECTORS  OP  RAILWAYS  ON  XCCtDEiJSTS'-ContifVUSd. 


Railway 


Particulars  of  Aooident,  &o. 


GonolnsionB  of  the  Sub* 

Inspector  as  to  the  oausea 

of  the  Aoddent. 


ReoomiiiflodatioBS* 


NOBTH      Bastsbv- 
eont. 


once  called  to  Nelson  and  Worth 
to  get  olear^  and  he  and  the  latter 
snooeeded  in  doing  so,  bat  after 
the  train  had  paMed  they  found 
that  Nelson,  who  apparency  heard 
neither  the  call  nor  the  train,  had 
been  knocked  down  and  killed. 


Date  of  Accident— 14th  July,  1902. 
Place  at  which  Accident  happened 
— Waterhouses.  Name  of  person 
injured — Robert  Burton.  Age  of 
peorson  injured— i3.  Capacity  in 
which  employed  —  Ooods  Porter. 
Number  of  booked  working  hours 
per  diem — 10|.  How  long  on  duty 
at  time  of  Accident — 10  minutes. 
Natur^  of  Injury— Two  toes  of  left 
foot  broken. 

Description  of  Accident — On  the 
morning  in  question  Burton  as 
usual  carried  a  prop  about  7  ft. 
10  inches  long  to  the  rear  end  of 
seven  waggons  standing  opposite 
the  goods  shed,  so  as  to  be  in 
readiness  to  prop  these  vehicles 
along  the  warehouse  line  and  thence 
along  an  independent  line  clear  of 
the  crossing  leading  to  the  ware- 
house line.  While  he  was  attempt- 
ing to  place  the  prop  across  the 
buffer  spindles  at  tlie  rear  of  the 
rear  wagffon  it  slipped  from  his 
grasp,  owing  to  its  being  wet,  and 
fell  on  to  his  toes  so  injuring  them 
as  to  cause  him  to  be  off  duty 
5  weeks. 

Date  of  Aooident— 16th  July,  1903. 
Plaoe  at  which  Aoddent  happened 
— Cargo  Fleet.  Name  of  Person 
injured — James  L.  Coulson.  Age 
of  Person  injured — ^21.  Capacity 
in  which  employed — ^Porter  acting 
as  Number-taker.  Number  of 
booked  working  hours  per  diem — 
10.  How  long  on  duty  at  time  of 
Aooident— 7|  hours.  Nature  of 
Injury — Left  foot  orushed* 

Description  of  Aooident— At  8  pjn., 
during  shuntii^  operations,  two 
waggons  were  loose-shunted  into 
the  long  road,  and  while  they  were 
runninff  into  that  road  Coulson 
jumped  on  to  the  step  fixed  at  the 
front  end  of  the  leading  vehicle 
and  afterwards  climbed  upon  the 
buffer  to  look  inside  the  vehicle. 
After  doing  so,  and  when  about  to 
deeoend  to  the  ground,  he  placed 
his  left  foot  on  the  buflSer-nrindle 
of  the  vehicle  which  immediately 
afterwards  came  in  contact  with 
another  vehicle  at  rest,  with  the 
result  that  the  buffer  was  oom- 
pressed  a  little  and  his  foot  was 
slightly  crushed  between  the  buffer 
head  and  socket  and  so  injured  as 
to  cause  him  to  be  off  duty  two 
daysw 

Date  of  Aoddent— 24th  July,  1902. 
Place  at  which  Accident  happened 
—Victoria  Dock,  Hull.  Name  of 
Person  killed — Arthur  Bdmund 
Stilbom.  Age  of  Person  killed— 
20.  Capadty  in  which  employed — 
Casual  Fulleyman  acting  as  Horse 


preaching  down  trains 
according  to  Rule  273  (o), 
a  look-out  man  should 
have  been  appointed.  As 
ganger.  Nelson  is  held 
responsible  for  this,  but 
seemg  that  his  gang  con- 
sisted of  only  two  men  be- 
sides himself,  it  is  difficult 
to  understand  how  under 
ordinary  drcumstances 
one  of  the  men  could  be 
spared  for  such  work,  and 
I  am  therefore  of  opinion 
that  it  would  be  unfair  to 
blame  him. 

The  mishap  was  acddental. 

Two  goods  trains  which  run 
respectively*  from  Tyne 
Dock  and  Darlington,  daily 
perform  the  same  shunting 
operations  at  this  plaoe. 
llie  men  working  the  for- 
mer train  never  use  Uie 
prop,  but  the  men  working 
the  latter  train  are  in  the 
habit  of  doing  so,  though 
there  is  no  necessity  for 
the  practice. 


There  was  no  necessity  ^^ 
Coulson  to  get  upon  the 
vehicle  in  motion,  and  he 
should  have  waited  until 
it  came  to  resL  The  mis- 
hap was  entirely  due  to 
his  own  want  of  caution. 

J.  J.  H. 


The  dimensions  of  the  bogies 
in  question  are  as  folio ws : — 
Length  84  feet,  breadth 
7  feet,  he^ht  aoove  rail 
level  2  feet  9  inchee,  buffers 
1  foot  long  and  8  inches 
by  6  inches  thick.     The 


Moving  waggons  by  means  of 
a  prop  u  attended  with 
oonsidBrable  danger,  and 
where  there  ia  no  necessity 
for  it,  as  in  thia  oas^  it 
should  be  strictly  for- 
bidden, and  the  propwhidli 
was  supplied  by  the  Com> 
panv  should  be  withdrawn 
without  delay. 

J.  J.  H. 


The  praotioe  of  attaohing^  the 
horse  chains  to  the  chain 
hooks  of  these  boffiea  or  to 
the  draw  bar  books  of 
waggons  is  one  that  is  at- 
tended with  considerable 
risk  to  the  horae  shunters 
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Baihmy« 


NOBTH  Bi8t: 


Partioulars  of  Aooident,  &c. 


ConoluBioos  of  the  Snb- 

Inspector  as  to  the  oaoMB 

of  the  Aooident. 


Reoommendatlons. 


Shunter.  Number  of  booked  work- 
ing hours  per  diem — Irregnlair. 
How  long  on  duty  at  time  of  Aooi- 
dent— ^2^  hours. 
Desoription  of  Aooiden1>— At  about 
7  a.m.  on  the  morning  >in  question, 
Stilbom  was  in  charge  of  two 
horses  which  were  drawing  five 
empty  bogies  along  what  is  known 
as  the  "aU^y^of  No.  U  timber 
yard.  The  horse  chain,  whioh  was 
fully  six  yards  long,  was  as  usual 
attached  to  the  hook  of  the  chains 
fixed  in  front  of  the  leading  bogie. 
When  this  bogie  was  approaching  a 
waggon  at  rest,  Stilbom  called  to 
his  horses  to  stop.  They  obeyed 
his  call  and  he  went  into  the  four- 
foot  way  to  release  the  horse  chain. 
To  do  so  it  was  necessary  for  him 
to  stoop  down,  and  while  in  the  act 
of  doing  so,  with  his  back  towards 
the  horses,  they  suddenly  started 
forward  quickly  and  it  then  became 
necessary  for  him  to  walk  quickly 
backwards  to  keep  out  of  the  way 
of  the  bogie.  At  the  same  time  he 
was  attempting  to  release  his  horse 
chain,  but  before  he  could  do  so  he 
was  crushed  between  the  bogie  and 
the  bottom  of  the  end  of  the  wag- 
gon as  the  former  was  drawn  under- 
neath the  latter,  with  the  result 
that  he  was  so  injured  that  he  died 
the  following  day. 


Date  of  Accident— 4th  August,  1903. 
Plaoe  at  which  Aooident  happened 
— ^Morpeth.  Name  of  Person  in- 
jured---John  Storey.  Age  of  Per- 
son injured  —  62.  Oi^Nioity  In 
whioh  employed— Paeseoflier  guard. 
Number  of  booked  worimsg  hours 
per  diem — 11.  How  long  on  duty 
at  time  of  Aoddent  —  9  hours. 
Natnre  of  Injury— Bibs  injured. 


bogies  are  used  to  convey 
planks  and  otlier  pieces  of 
timber  from  the  vessels  to 
the  various  timber  yards, 
and  when  loaded,  the  tim- 
ber overhangs  the  ends  of 
the  bogies  several  feet 
according  to  the  length  of 
the  timber.  At  both  ends 
the  bogies  are  fitted  with 
two  side  chains  which  are 
fixed  in  a  ring,  and  attached 
to  the  ring  there  is  a  hook 
which  when  not  in  use 
trails  on  the  ground.  On 
both  sides  of  the  bogios  at 
each  end  there  are  loops  to 
which  the  horse  chains 
could  be  attached,  but  this 
is  not  generally  done.  In- 
stead of  this,  the  horse 
chains,  which  are  from  18 
to  20  feet  in  length,  are 
attached  to  the  hooks  of 
the  chains  in  front  of  the 
bogies,  and  when  waggons 
are  being  drawn,  to  the 
draw  bar  hooks  of  the 
waggons. 

In  this  case  there  was  ample 
room  for  the  horses  to 
walk  'by  the  side  of  the 
line  if  the  horse  chain  had 
been  attached  to  the  loop 
on  the  side  of  the  leading 
bogie,  in  which  case  the 
accident  would  not  have 
happened,  and  I  oonsider 
that  it  was  chiefly  due  to 
the  horse  shuntera  having 
been  permitted  to  perform 
the  horse  shunting  in  such 
an  unsatisfactory  manner. 
It  was  well  known  to  those 
in  authority  that  ti^ese 
men  always  worked  alone, 
and  that  whilst  engaged 
releasing  the  horse  diains 
they  had  not  proper  oon- 
trol  over  their  horses. 

At  the  same  time  the  exces- 
sive houn  the  deceased 
man  worked  on  the  three 
days  prior  to  the  date  of 
the  aooident  probably  oon- 
tributed  to  it,  as  he  had 
worked  on  these  days  for 
17, 16f  and  19^  houn  re- 
qieotively  (with  reasonable 
intervals  for  meals^  and  on 
the  morning  of  the  acci- 
dent he  resumed  duty  with 
only  an  interval  of  4} 
hours  for  rest. 

Under  these  drcimistances 
he  could  not  be  so  free  in 
his  movements  as  was 
desirable  while  engaged  in 
suoh  dangerous  operations. 

In  addition,  Stilbom  was 
somewhat  inexperienced 
with  the  work  as  he  had 
only  been  a  horse  shunter 
one  month,  and  had  not 
been  supplied  with  a  copy 
of  the  Company's  rules 
and  regulations  in  accord- 
ance with  Bule  17  (a). 

As  Storey  was  unacquainted 
with  the  yard,  porter  J. 
Armstrong  conducted  the 
operations  necessary  to 
enable  the  driver  to  take 
his  engine  round  the 
train,  after  which  he  in- 
formed Storey  that  as 
soon  as  the  disc  signal 
(fixed  a  few  yards  north 


who  have  to  go  into  the 
four-foot  way  to  release  the 
chain  while  the  bogies  or 
waggons  are  being  brought 
up  to  other  bogies  or  wag- 
gons in  the  same  road,  as  in 
this  case. 

The  Company  forbade  this 
practioe  at  Newcastle  Quay 
in  1897  with  good  results, 
and  issued  instructions  to 
their  horse  shunters  to 
attach  the  chains  to  the 
horse  hooks  fitted  on  the 
sides  of  the  waggons  when- 
ever practicable.  It  is  to 
be  regretted  that  similar 
instructions  were  not  issued 
to  the  horse  shunters  at 
Hull,  and  it  is  to  be  hoped 
that  now  that  their  atten- 
tion has  been  drawn  to  the 
matter  they  will  do  so,  or 
take  some  other  steps  to 
prevent  what  is  practically 
**  fiy-shunting  "  with  shunt 
horses. 

Arrangements  might  with 
advantage  be  made  for 
horse  shunten,  especially 
those  in  charge  of  two 
horses,  to  have  some  person 
to  assist  them  with  the 
horse  shunting,  similar  to 
the  arrangements  at  New- 
castle Quay.  In  addition,  a 
copy  of  the  Company's  rules 
and  regulations  should  be 
l^ven  to  the  horse  shunters 
in  accordance  with  Clearinfr 
House  Bule  17  (a). 

J.J.H. 


The  independent  line  is  about 
870  yards  in  length  and  is 
used  both  a^  a  siding  and  a 
running  line  between  Mor- 
peth Station  and  Morpeth 
crossing  signal  cabin,  and 
for  future  safety  it  is  de- 
sirable that  when  waggons 
are  placed  on  this  line  to 
stand    for    an    indefinite 
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BftUwaj. 


NOBTH  Babtbbk- 

fiOfit, 


Parttonlart  of  Aoddent,  Aco. 


Description  of  Aoddent — ^In  this  oase 
Storey  worked  the  9.15  p.m.  pMsen* 
ger  tmn  from  Newcastle  to  Mor- 
peth, and  after  arriyal  the  empt^ 
train  was  shnnted  into  the  Nortn 
British  platform  line.  The  engine 
was  then  taken  along  the  adjoining 
line  and  attached  to  the  opposite 
end  of  the  train  preparaUny  to 
working  the  10.58  p.m.  passenger 
train  from  Morpeth  to  Newcastle. 
This  train  staited  from  the  np 
main  line  platform,  and  to  get  it 
there  it  was  necessary  for  it  to  be 
propelled  along  the  independent 
fine  nntil  the  engine  was  over  tiie 
points  leading  ^m  that  line  to 
the  np  main  line,  and  while  this 
was  being  done  the  leading  Tehide 
(a  brake  Tan)  in  which  Storey  was 
riding  collided  with  some  waggons 
standing  on  the  independent  line. 
Storey  could  not  in  the  darkness 
see  the  standing  waggons  until  it 
was  too  late  to  prevent  the  collision. 
He  attempted  to  bring  the  train  to 
rest  with  the  Westinghonse  brake 
and  tried  to  apply  it  by  taming 
the  tap  in  his  brake  van,  bnt  while 
so  engaged  he  was  by  the  force  of 
the  collision  thrown  against  the 
wheel  of  the  hand  brake  and  had 
his  ribs  so  injured  as  to  cause  him 
to  be  off  duty  14  days. 


ConelnBiona  of  the  Sab- 

Inspeotor  as  to  the  causes 

of  the  Accident. 


Date  of  Accident— 18th  August,  1902. 
Place  at  which  Accident  happened 
— ^Ferryhill.    Name  of  Person  in- 

inred--Jabes  Hubbard.  Age  of 
Person  injured — 55.  Capacity  in 
which  employed  —  Ooods  gui^d. 
Number  of  booked  working  hours 
per  diem — 10^.  How  long  on  duty 
at  time  of  Acddenc — 9h.  10m. 
Nature  of  Injury — Left  knee  in- 
jured. 
Description  of  Accident  —  Hubbard 
was  working  with  the  10.95  p.m. 
up  ffoods  train  from  Sunderland  to 
Danington  which  arrived  at  Ferry- 
hill  at  11.15  p.m.,  and  during 
shunting  operations  there,  while 
he  was  running  alongside  some 
waggons  in  motion  for  uncoupling 
purposes  his  left  foot  slipped  off  an 
exi)oeed  point  rod  causing  him  to 
fall  and  so  injure  his  left  knee 
that  he  was  still  off  duty  when 
tiie  inquiry  was  made. 


Date  of  Accident— 25th  August,  1902. 
Place  at  which  Accident  happened 
— Morpeth.  Name  of  Person  killed 
— ^Thomas  Pattison  Garr.    Age  of 


of  where  his  brake  van 
then  stood)  was  taken  ofF 
he  could  signal  his  driver 
to  set  the  train  back. 
Storey  did  as  requested 
with  the  result  stated. 
When  Armstrong  left 
Storey  he  went  to  asrist 
on  the  up  pli^orm  which 
was  crowded  with  pas- 
sengers, it  being  "Bank 
HoUday,*'  bnt  he  was  not 
aware  that  there  were  any 
wag^gons  standing  on  the 
independent  lin^.  Sisnal- 
man  F.  Lambert  who  went 
on  duty  at  10  p.m.  was  in- 
formea  about  the  stand- 
ing waggons,  but  he  did 
not  even  know  where  they 
Ftood.  However,  he  states 
that  as  a  precaution,  after 
taking  off  the  disc  signal 
for  the  train  to  be  set  back 
along  the  independent  line, 
he  stood  at  his  cabin  win- 
dow and  exhibited  a  green 
light.  On  the  other  nand, 
fireman  D.  Donald  states 
that  he  looked  towards  the 
signal  cabin  tod  is  confi- 
dent that  Lambert  did 
not  exhibit  a  green  light. 
Further,  the  evidence  Ib 
conflicting  as  to  how  long 
before  the  collision  hap- 
pened Lambert  warned 
Storey  that  his  train  was 
approaching  the  standing 
waggons  by  calling  **  look- 
out. In  my  opinion,  if 
a  red  light  had  been  placed 
upon  me  rear  vehicle  of 
those  at  rest  on  the  inde- 
pendent line,  or  had  porter 
J.  Armstrong  been  inform- 
ed of  their  position  the 
accident  would  have  been 
prevented,  and  I  attribute 
the  mishap  to  the  unsatis- 
factory system  of  working. 

At  and  near  the  spot  where 
this  accident  happened 
there  are  three  point  rods 
badlv  exposed,  and  further 
northwards  all  the  others 
are  similarly  exposed  ex- 
cept two  which  are  covered 
by  metal  casings  which  are 
from  4  to  5  inches  higher 
than  the  ballast  All  these 
obstructions  are  in  the 
path  it  is  necessary  for 
the  men  to  take  during 
shunting  operations.  The 
three  rods  mentioned  are 
a  few  yards  distant  from 
each  other,  and  Uubbard 
slipped  on  the  centre  one 
which  he  was  unable  to 
see  as  it  was  necessary  for 
him  to  fix  his  whole  atten- 
tion upon  the  coupling 
which  he  was  attempting 
to  take  off  with  his  coup- 
ling pole,  and  he  had  not 
succeeded  in  getting  the 
coupling  off  when  he  fell. 

The  accident  was  due  to  the 
point  rod  on  which  Hub- 
bard slipped  and  fell  being 
exposed. 

The  accident  appears  to  have 
been  due  to  misadventure. 

J.  J.  H. 


1 


period  in  €he1lariL  mm  in  this 
case,  the  person  who  places 
them  there  should  be  held 
responsible  for  a  red  light 
being  jdaced  upon  the  rear 
vehicle.  This  is  very  neoea- 
sary  as  in  some  cases  the 
signalman  going  off  duty 
at  10  p.m.  has  forffotten  to 
inform  the  wignaTman  re- 
lieving him  that  there  were 
waggons  standing  on  the 
independent  line. 

J.  J.H 


The  shunting  is  heavy  mt  this 
place,  and  for  fatore  safety 
I  conisider  that  aU  the  pcnnt 
rods  crossing  the  paths  that 
the  men  have  to  oae  should 
be  cranked  to  the  ballast 
and  protected  with  side 
Umbers. 

J.  J.  H. 


1 
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NOBTH  Sabtebn— 
eoiU, 


NoBTH    Stafford- 
bribe. 


Pttrticiilftra  of  Aooident,  ko. 


Conolnstons  of  the  Sub- 
Inspector  as  to  Uie  oauses 
of  the  Aoddent. 


Person  killed— 62.  Capacity  in 
whidi  employed— Goods  foreman. 
Nomber  of  booked  working  hoars 
per  diem — 114.  How  long  on  duty 
at  time  of  Aoddent— 7  hours. 
Description  of  Aoddent — ^In  this  case 
a  North  British  Company's  goods 
train  had,  as  usual,  been  marshalled 
in  the  sidings  west  of  the  down 
main  line  under  the  superintendence 
of  Uie  deceased,  after  which  the 
train  was  placed  in  the  loop  line, 
and  the  engine  was  taken  oyer  the 
points  to  get  to  the  opposite  end  of 
the  train  bj  running  along  the 
North  British  Platform  line  ad- 
joining. The  deceased  called  to  the 
signalman  to  set  the  points  for  this 
to  be  done,  and  after  seeing  them 
set  in  proper  position,  he  waved  the 
driver  forward,  and  then  crossed 
the  down  main  line  and  stood  for  a 
few  ipoiiiefitll.bet^»iscai't3jklt^lfim^d 
the  up  main  line  to  give  some  in- 
structions to  goods  gwrd  G.  Carter, 
who  was  in  charge  of  an  up  goods 
train  which  had  just  arrived. 
While  speaking  to  Carter  he  ob- 
served a  down  train  approaching, 
and  he  hurriedly  re-crossed  the  down 
main  line  and  stepped  in  the  four- 
foot  way  of  the  North  British  Plat- 
form line«-in  front  of  the  North 
British  Company*s  engine,  the 
driver  of  which  he  had  just  pre- 
viously dgnalled  forward,  with  the 
result  that  he  was  knocked  down 
by  the  engine  and  instantly  killed. 

Date  of  Acddent — 2nd  September, 
1902.  Place  at  which  Acddent 
happened — Hull  Monkey  Bridge 
Marahalling  Sidings.  Name  of  Per- 
son injured— G.  A.  Norman.  Age 
of  Person  injured — ^23.  Capacity 
in  which  employed  —  Fireman. 
Number  of  booked  working  hours 
per  diem — 10.  How  long  on  duty 
at  time  of  Accident — 15  minutes. 
Nature  of  Injury — Left  shoulder 
bruised. 

Description  of  Accident  —  Norman 
and  his  mate,  W.  S.  Goforth,  were 
sent  from  Dairy  Coates  engine  shed 
for  the  purpose  of  relievUig  other 
men  who  were  working  the 
^'Monk^  Bridge**  pilot  engine. 
No.  1707.  On  their  approaching 
the  engine,  which  was  working  to 
and  from  a  dding  or  shunting  neck, 
they  walked  in  the  six-foot  space 
between  the  latter  and  an  adjoining 
short  storage  dding.  Just  as  they 
arrived  at  the  engine  Norman 
stumbled  over  the  an|fle  of  a  point 
rod  (by  which  certam  iKiints  are 
worked  from  the  dgnal  oSbin),  and 
falling  ddeways  on  to  tA  dde  rod 
of  the  engine  he  received  injury  as 
stated  above. 


Date  of  Aoddent— ^dth  July,  1902. 
Place  at  which  Acddent  happened 
— Hanley .  Name  of  Person  inj  ured 
— Charles  Elks.  Age  of  Person 
injured— 46.  Capadty  in  which 
employed  —  Carman.  Number  of 
booked  working  hours  per  diem 
— 12.  How  long  on  dutv  at  time 
of  Accident — 5|  hours.  Nature  of 
Injury— Left  leg  crushed ;  o£f  duty 
18  days. 

Description  of  Acddent— Elks  is  in 
the  service  of  the  London  and 
North  -  Western  Company.  At 
about  12  noon  on  the  day  in  ques- 


BeoommendatioBs. 


It  was  dark  at  the  time,  and,  al- 
though there  are  lamps  ftzed 
dose  by,  owing  to  the  dark 
shadow  caused  by  waggons 
on  one  dde  and  the  engine 
on  the  ether,  the  point  rod 
could  not  then  be  dearly 
seen. 

I  am  of  opinion  that  in  this 
case  the  mishap  was  purely 
acddental. 

A.  P. 


Although  the  evidence  was 
conflicting  as  to  what 
warning  was  given  before 
the  waggons  were  pushed 
into  No.  2  dding,  as  EUcs 
was  onlv  driving  his  dray 
along  the  roadway  where 
there  was  ample  space  for 
him  to  keep  it  and  tiie 
contents  well  clear  of 
No.  2  siding,  there  was  no 
necesdty  to  warn  him. 
This  he  admits  by  saying 
that  he  fully  ezpeoted 
that  his  dray  and  the  con- 
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Rftilway. 


PartionlATs  of  Aooident,  &c. 


CkmoltuionB  of  the  Snb- 
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tion  he  brought  a  dray  to  the 
station  loaded  with  boxes  whioh 
were  required  in  an  empty  waggfon 
in  No.  2  sidinfr.  To  iret  to  the 
waggon  he  took  his  drav  round 
br  t£e  crossing  at  the  south  end  of 
No.  S  siding  and  then  along  the 
roadway  between  the  two  sidings 
mentioned,  where  the  space  is  eight 
yards.  While  driying  nis  horse  he 
stood  upon  the  shaft  of  the  dray, 
but  before  reaching  the  empty 
waggon  it  was  necessary  for  Ilud 
to  bring  his  horse  to  a  stand  until 
another  horse  was  moved  which 
was  attached  to  a  cart  which  was 
being  loaded  from  a  waggon  stand- 
ing in  No.  3  siding.  Before  the 
carter  in  charge  of  &e  latter  horse 
had  time  to  move  it  to  allow  Elks 
to  take  his  dray  past,  some  waggons 
were  pushed  into  No.  2  siding.  The 
leading  vehicle  passed  the  boxes 
loaded  on  the  dray  in  safety,  but 
the  second  vehicle  caught  them, 
causing  the  dray  to  be  turned 
round  and  Elks'  left  leg  to  be 
crushed  between  the  boxes  and 
the  side  of  one  of  the  waggons, 
with  the  result  stated  above. 

Date  of  Accident— 28th  August,  1902. 
Place  at  which  Accident  happened 
— Stoke  (ioods  Warehouse.  Name 
of  Person  injured — ^William  Min- 
shall.  Age  of  Person  injured — 
14.  Capacity  in  whioh  employed — 
Checker.  Number  of  booked  work- 
ing hours  per  diem — 12.  How 
long  on  duty  at  time  of  Accident — 
8  hours  and  40  minutes.  Nature 
of  Injury — Great  toe  on  left  foot 
crushed. 

Description  of  Accident — ^It  is  Min- 
shall*s  duty  to  assist  in  the  checking 
of   goods  and  to   label   outgoing 

It  is  the  practice  at  Stoke  not  to  un- 
sheet  the  waggons  until  after  they 
have  been  placed  alongside  the 
loading  bank  in  the  goods  ware- 
house. Then  after  the  waggons 
have  been  placed  for  unloading,  the 
sheet  strings  are  untied  on  the 
«  bank  *'  side  and  thrown  over  ^he 
<'off**  side  of  the  waggons,  after 
which  and  during  the  time  of  un- 
loading the  sheetmen  usually  de- 
tach and  remove  the  sheets. 

On  ^e  morning  in  question,  after  a 
certain  waggou  had  been  unloaded, 
it  was  decided  to  reload  it  with 
outwM^l  goods,  and  the  acting  shed 
foreman,  W.  Fletcher,  made  ar- 
rangements with  the  oapstanman 
to  move  the  wagffon  a  short  dis- 
tance idong  the  loading  bank  to 
where  the  outward  goods  were 
stored,  but  just  previous  to  the 
waggon  being  moved,  Minshall 
went  to  the  off  side  to  attach  a 
label.  To  do  that  it  was  necessary 
for  him  to  stand  on  the  sheet 
which  (not  knowing  the  waggon 
was  likely  to  be  mo\^),  the  sheet- 
ers  had  not  detached  and  removed, 
and  whilst  he  was  fixing  the  label, 
the  waggon  was  set  in  motion  and 
of  course  the  sheet  was  pulled  with 
it.  To  avoid  falling,  Minshall  took 
hold  of  the  top  side  of  the  waggon, 
and  whilst  hanging  to  that,  the 
great  toe  of  his  left  foot  was  crushed 
between  the  overlapping  part  of 
the  wheel  and  the  stone  paving. 


tents  were  well  clear  of 
"  the  vehicles  being  pushed 

into  the  No.  2  siding. 
The  mishap  was  therefore 

due  to  Elks*  own  want  of 

judgment. 

J.  J.  H. 


Minshall  admits  hearing  the 
warning  call  before  the 
waggon  was  set  in  motion, 
but  not  having  noticed 
that  the  sheet  on  which  he 
was  standing  had  not  been 
detached  from  the  waggon, 
he  had  no  reason  to  sup- 
pose it  would  be  moved, 
and  BO  thought  he  might 
follow  the  waggon  and  fix 
the  label  in  safety. 

The  sheeten  were  engaged 
at  another  part  of  the 
warehouse  and  hJad  no 
knowledge  that  the  wag- 
gon was  to  be  moved, 
tiieref ore,  I  do  not  think 
they  can  be  blamed. 

The  acting  foreman,  W. 
Fletcher,  was  responsible 
for  the  movement  of  the 
waggon,  and  as  he  was 
fully  acquainted  with  the 
practice  mentioned,  having 
given  a  signal  for  that  to 
be  done,  without  first 
knowing  the  condition  of 
the  sheet,  he,  in  my 
opinion,  is  chiefly  to  blame 
for  the  mishap  which 
fortunately  was  not  so 
serious  an  it  might  have 
been. 

A.  F. 


JiaU, — In  the  case  of  an  Accident  that  occurred  on  the  26th  September  to  loader  T.  Beauchamp,  at  Lawley  Street, 
Birmingham,  on  the  Midland  Railway,  the  Inquiry  has  had  to  be  postponed  owing  to  the  continued  illness  of  the  injured 
man.    The  Sub-Inspector's  Report  cannot  therefore  be  included  in  these  Returns. 

For  Other  Reports  of  Inquiries  into  Accidents  which  have  occurred  during  the  nine 
months,  see  [Cd.  1232  and  Cd.  1308]. 
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